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PEKFAOE. 


The constniction of Light Eailways, as distiuft from the Maiu-liae 
standard, has not found much favour in this country, and such lines 
are only to be found in a few isolated instances. On the contrary, 
however, nearly every other nation has long ago found out their 
usefulness, and assistance from public funds has been largely given 
towards their construction. In Belgium alone there are upwards of 
700 miles of Light Eailways, with a capital of nearly £2,000,000 
sterling; while Hungary has also over 2300 miles, with a gross 
revenue of £663,000 per annum. Saxony, Switzerland, Italy, and 
France have all their local railways and tramways, and in Glennany 
the system has been so far developed that a light Eailway periodical 
has been in existence since 1874. 

The want of such xailways in the United Kingdom may partly 
be attributed to our insular prejudice. We like ‘'something sub- 
stantial” in the shape of railways; we are wedded to high speeds 
and absolute safety in travelling; and under the paternal care of 
the Board of Trade the conditions, imposed on the construction and 
working of local railways has hitherto rendered them financially 
ii^possible. During the past year a wave of opinion in favour of 
light Eailways has affected not only this country but our Colonies 
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also, and the cry from Ceylon, from Australia, from India, and from 
Africa has gone forth to their respective Governments for cheap 
means of communication to outlying districts. 

In South Africa the Author had the honour of addressing a special 
meeting of the Chamber of Commerce in Port Elizabeth on “ Little 
Eailways for the Development of Poor Districts,” on the day beibre 
the light Railway Conference met at the Guildhall, in London, in 
1894 ; and, later on, a special meeting of the Cape Town Chamber 
of Commerce ; and although he had brought this matter prominently 
before the Cape Colony, the Orange Free State, and Natal, some 
twelve years ago, it was only last year that i)eople became alive to 
the advantages of these railways as the only means, ^ander the finan- 
cial circumstances of the country, of placing the fertile districts of 
those Colonies in ready communication with the chief markets. Every 
district had wanted its main line of the standard type to serve its 
requirements ; but it being impossible to construct a railway costing 
over £8000 per mile for traffic that would only support one costing 
£2000, the inhabitants had perforce to stick to their slow, cumbrous, 
but nevertheless useful, bullock- waggons. 

The English Railway Companies, under the exigencies of our 
Acts of Parliament and the requirements of the Board of Trade — and 
in some cases under the fear of competition from other companies, 
and the pressure brought to bear upon them by different districts— 
have constructed branch lines on a scale far in advance of any traffic 
that is likely to come upon them for many years, and at such a cost 
that it is hopeless ever to expect a dividend on the capital expended. 
Our Colonies have done the same, but from other causes. The 
Consulting Engineers in England, the Managers and the Engineers 
of the Railways in the Colonies, have generally set their faces . 
against the construction of any branch lines that were not equal to 



PREFACE. 


Vll 

the main lines of the Colony, as if they would sooner cut of!‘ a 
• district from any railway communication at all than depart from the 
standard fhey had laid down for the main lines. In this there is hardly 
cause for surprise. Men who have had to deal with large schemes 
of engineering enterprise, involving the tunnelling of mountains, or 
the construction of colossal bridges, can hardly be expected to take to 
the planning of a railway limited to a cost of £2500 per mile, or 
to organize the details of traffic amounting, perhaps, to no more than 
fifty tons jjer day. Again, i>eraonal interests and political expedi- 
ency have in many cases dictated the route and the standard of a 
railway abroad, and consequently every country is now saddled witli 
branch lines that are only paying their working expenses, and, in 
some instances, not even these. The Commissioners of our Colonial 
railways say that all feeder branch lines must be constructed at as 
small a capital cost as possible, and yet they will not depart from 
the main-line standard. 

The continued agricultural depression in England is compelling 
the farmer to turn his attention to anything that may benefit him, 
and he at last sees that cheap and rapid transport to available 
markets, and low freights, are the only means left to him to compete 
with those nations that have them. Our Colonists, living in districts 
not served by railways, cannot compete with their fellow-colonists 
having that advantage, and consequently they want a railway to 
serve them ; but if every district is to have one, the capital cost of 
the railway (as compared with present undertakings) must be con- 
siderably reduced, and the revenue to be derived from the working of 
it must, be sufficient to pay interest on capital, after paying working 
expenses, in a reasonable time after construction — say in five years, 
so that the finances of the country may not be unduly taxed. 

It is the object of the present work to show that this is by no 
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■teaas sodi s difficult matter as many pei^le sappose, and that were 
tite same degree of oommon-aense farou^t to bear npon railway 
ocmstmotum and working as is used in ordinary bosinesw matters, 
and were subsidiary railways treated entirely in a oommeroial spirit, 
we should have fewer unprofitable railways to-day, and many places 
whidi are now devoid of railway commnnioation would be hearing 
the wdoome sound of the railway whistle 

In compiling this volume, I have made liberal use of information 
bearing upon the question of "light” railways and "little” rail- 
ways which has appeared from time to time in technical%e|rspapers 
and periodicals, and especially in Engvneenng, the EngvMtr, the 
BaUway Wmid, Trcmaport, the Proeeedxnga of tAe InstUutwn of Cvmi 
Engineen, the papers published by the International Bailway Con- 
gress, and the Bailway Bepcnrts of the different countries and Colonies 
mentioned in the work ; while to several of tbs above-mentioned 
journals, as well as to private firms, I have to acknowledge my 
indebtedness for the loan of blocks of illustratioas. The greatest 
cate having been taken to ensure scooracy in aU details, as well 
as oomprehensiveness of treatment, it is oonfiden19)nKntisi|M(ed that 
the work will prove of material assistanoe to the latgd iMMlwr of 
persons directly intnested in this question of the hour. 

The fhll text of the “ Bill to Facilitate the Constmctum of Light 
iMlwi^ in Ghnat Britain”— which has been introdueed in the 
Heose of OommoBs by the Fresident of the Board Trade (i^t 
Rsb. C. X. Bitchie, MX), whihi the later sheets of the work wtn 
jlMling throq^ the p r e s s trill be found set ont in an Aiqiendiz. 

IkseMtir. 

^ Itliway, less. 
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LIGHT EAILWAYS 


CHAPTEB I. 

LIGHT BAIL WATS CONSIDERED. 

In talking about light railways many people at once jump at the 
conclusion that a light railway means a narrow-gauge railway, and 
the vision of a break of gauge at once obscures their faculties, and 
they dismiss the matter without farther consideration. There is no 
reason why a light railway, if circumstances warrant it, diould not 
be constructed on the standard gauge, and in speaking of lig^t railways 
in any country they may be described generally, as railways con- 
structed to a lighter standard than the main lines of the country, 
worked at a slower speed, with less accommodation for passengers and 
goods, but capable of carrying the main-line rolling stock, but not the 
main-line engines. In Britain, with our standard gauge of 4 ft. 8 ins. 
and 90-lb. rails, worked at a speed of 66 miles per hour, a light 
railway is one with 60-lb. rails, on the same gauge, and worked at 
a maintained speed for passenger trains of say 26 miles per hour. In 
South Afirioa, with a standard gauge of 3 ft. 6 ins. and 60-lb. raQs, 
worked at a maintained speed of 23 miles per hour, a light railway 
is one with 46-lb. rails, and worked at a maintained ^eed of 15 miles 
an hour. 

What is a lig^t railway in one country becomes a heavy line in 
another. A narrow-gauge railway is not necessarily a lij^t ope, as 
instance the Festiniog Bailway of 1 ft llj^ ins. gauge, laid with 60-lb. 

• B 
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nils, and the railways in Natal, of 3 ft. 6 ins. gauge, to be relaid with 
rails weighing 70 lbs. per yard. 

In dealing with this subject of light railways, it is necessary to 
go further than this, and to consider railways laid with rails lighter 
than what is sufficient to carry the rolling stock of the main lines of 
a country, and on a narrower gauge, and which may be designated by 
the term “little ” railways, and worked at a less speed than the light 
railways. 

In the development of poor districts, light and little railways are 
of much more service than the main line. The main line, being of 
considerable cost, must be taken as straight as the “ lie ” of the country 
will allow, between the two objective points, and cannot theAfqre 
deviate to the right or left for the purpose of serving an outlying 
town or moderate-sized village, mi the working of the traffic will 
not allow of frequent stoppages for passengers or goods at small 
stations ; but the local railway for the purpose of securing traffic, and 
following out the intentions for which it was constructed, can go out 
of its direct route to serve a large farm or a small village, and the 
cost will not be greatly enhanced thereby. There are places in England 
served by the main lines which are eight miles from a railway station, 
although the farm may be within a short distance of the railway, 
whilst in the colonies many places are also similarly situated. With 
local railways as feeders to the main lines, an enterprising farmer 
might extend the siding right into his homestead, and, by means of a 
portable railway, convey the trucks to the very spot where he wishes 
the goods to be taken up. There is no reason why country towns 
should not lay a branch right down the main street, and every 
merchant might have a siding right into his store. That this can be 
more easily done by a “little” railway than by a "light” railway 
will be obvious to every one from the fact that the rolling stock on 
the one will be considerably lighter than that on the other, and 
consequently more easily handled. 

One of the most difficult matters to decide in any new country,, 
is the style and class of railway to lay down in a certain district for 
the traffic is likely to come upon it. We find many lines in this 
ooimtEy and in our colonies in a chronic state of bankruptcy bIcause 
the works and roUiog stock are out of proportion to the traffic, whereasi, 
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had the railway been justly proportioned to the traffic to be carried, 
it would have earned a fair dividend. A railway is most economically 
worked when it is fully occupied, and when it is fully occupied it 
ought to b# highly remunerative. 

It is much better in the first instance to lay down a light or 
little railway to develop a poor district, than to lay down a main- 
line standard. During the years that the district is developing, the 
railway will be fully equal to the traffic, and when the revenue is 
such that interest can be paid on increased capital, the permanent 
way and its rolling stock can be removed to develop another district, 
and the main-line standard substituted. 

In matters of railway construction we must follow the lines that 
a business man would adopt in opening a store in a new country. 
He would first build premises suitable to the amount of business he 
expected to do, or could do, with the capital at his disposal, and as 
his business increased he would enlarge his premises. 

The little railway being first constructed in a district of such a 
size and weight of rail that it would economically carry the traffic 
that is likely to pass over it for the first ten years, would be earning 
a dividend on its small capital, during the greater part, if not the 
whole, of this time, and when the district had become properly 
developed by its means, the time would be ripe for replacing it by 
the heavier rail and rolling stock of the main line. By the very fact 
of having the little railway running through a district, the main line 
can be laid down at a cheaper cost afterwards than if it had been 
constructed in the first instance, and were the work properly oxganized 
no hindrance to traffic need take place. By following this method 
of railway construction in the development of poor districts, a countiy 
would possess railways which were always paying their interest on 
capital, and consequently more districts in a country could have a 
railway, and no burden would be placed on the finances of a countiy. 

The “little” railway, with its light rolling stock and slow speed, 
is mudi cheaper to maintain than a railway with heavy zoUing stock, 
and even if a light line is laid down, using the main-line rolling stock, 
but running at slow speed, there is always the tendency to increase 
the Speed, and to send over the light railway the hei^viest engines 
of the Tmidn line, and the disability, therafore, of odnstroctiag , 
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feeden to the main line on a difiPerent gauge becomes very often an 
ttdvkntage. 

Feeders to the main line in South Australia were constructed on 
the 6 ft. 3 ins. gauge, with 40-lb. rails, the greatest axle weight was to be 
7 tons, and 20-ton engines were to be used, whilst the speed was not 
to exceed 20 miles an hour. When the line had been opened some 
time, public pressure was brought to bear on a democratic Govern- 
ment, heavier engines and faster speed were introduced, until at last 
the engines weighed 9 tons per axle, and the speed increased to S.! 
miles an hour. The engineer-in-chief, in reporting to the Govern- 
ment, on the opening of the first section, said — 

**It muBt distinctly be bomc in mtnd that the Buccess or otherwise of the 
economical working of this line will depend upon two principal circumstances : the 
weight imposed by the rolling stock upon the rails, and the speed of the trains. The 
weight on any wheel of the engines should not exceed tons (or 7 tons per axle), 
and the speed should be limited to 10 miles an hour for goods, and from 15 to 20 
miles an hour for passengers.'’ 

The principle adopted for South Australia was no doubt quite 
right in trying to find economy of construction in keeping the same 
gauge, laying a lighter rail, and using lighter engines; but the 
after events were most serious, and no one can deny that an engine 
with 9 tons per axle, running 35 miles an hour on a 40-lb. rail, was a 
condition of affairs that was most dangerous to all concerned. In 
future railway constructions, constant agitation in Parliament lead to 
the introduction of the 3 ft. 6 ins. gauge for branch lines into poor 
districts, and it is admitted that the carrying capacity of this gauge 
has not yet been reached in that colony, nor is likely to be, for the 
next thirty years, and it is worthy of note that the working expenses 
on these railways are less than on the broad gauge. 

Scarcely any of the branch lines in New South Wales pay interest 
on capital after deducting working expenses (some of them do not even 
pay working expenses), yet the traffic on the majority of them suffices 
to pay the working expenses of a railway on the main-line staadard, 
and consequently the great desideratum on future branch lines must 
be to keep down the capital cost. This point has been brought very 
prominently before the Government by the Gommissioners, and they 
have advocated branch lines of a different type from the main line. 
In their report for 1894, just to hand, they say — 
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« We have for some years past urged that for new extensions in a purely pastoral 
and level country, where the traffic would be exceedingly light, a line capable of 
carrying a light locomotive, with the ordinary class of rolling stock, at a speed of 
about 16 miles per hour in daylight only, could be constructed, taaduswt of hridgea^ 
watervxtys^ amd statUm accommodation^ which latter should be of the most simple 
nature, for £1750 per mile. This could only be considered a * pioneer * railway, and 
would be altogether different from a standard railway line, even of light construction. 
It would be simply a line to carry traffic with reasonable speed at a lower scale of 
charges than is now carried by road. The rates for such lines would bring about 
a material saving to the users, compared with what is paid for the carriage by road, 
and the scale of charges should be such as to avoid any material loss to the country'. 
Lines of this character would avoid the great disadvantage of break of gauge ; the}’ 
would cost scarcely anything more in the first instance than a narrow-gauge line ; 
and the whole of the ordinary rolling stock, exclusive of engines, which could be 
selected from the lightest types existing in the service, could pass over them, and 
thus avoid the great disadvantage and cost of creating a new class of rolling stock.’* 


The Commissioners recognize that the great desideratum in de- 
veloping lines is to keep down the capital cost, but the lines they 
advocate even in a very even country must cost £3000 per mile with 
bridges and waterways. 

But how are the fertile districts to be served which ax© separated 
from the main lines by an intervening stretch of difificult country ? 
There is no reason why railways, and especially branch lines, should 
all be constructed on the same gauge as the main line. The means 
of transport should be proportioned to the quantities of traffic, and 
whilst it may be advisable to make a branch line on the main-line 
standard in one instance, in another it woujd be well to lay down a 
light or even a little railway. So impressed with this idea is the 
Minister of Bailways in Victoria that, even against the engineering 
evidence in the colony, he favours the construction of narrow-gauge 
railways, and even goes so far as to say that the excessive cost of two 
shillings per ton for transhipment, is a small price to pay as against 
the advantages of railways. He goes on further to say that there is 
no district in that colony where a broad-gauge railway would pay, and 
the principle the colony must follow in all future railway extensions 
is to build such lines as will carry the probable traffic. 

In the Gape Colony the branch lines there have entailed such 
an expenditure, that they do not pay the foil interest on the capital 
after deductmg working expenses, and, although the whole system 
yidds a return of more than five per cent., the whole of the smplss 
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money is earned by one line, the Midland, running from Fort 
Elizabeth to the Transvaal Gk)ld Fields. A branch line, constructed 
and worked by a private company, cannot earn more than 2 per 
cent., even after the capital has been reduced to about ^£4700 per 
mile, with a gross revenue of £297 per mile. 

It is therefore necessary for the Colonial Government to take on 
entirely new departure in the construction and working of future 
branch lines, and, if they are to be built and worked in such a manner 
as to pay their way, radical alterations will be necessary in the weight 
of rail laid down, and in the rolling stock employed. 

There is no district in this colony that can support a railway cost- 
ing even £4,000 per mile, and the utmost limit that a railway slould 
cost, even in the best districts, must not exceed £3,000 per mile, if the 
revenue derived therefrom is to, pay interest on the capital as well 
as working expenses. There are many fertile districts, with plenty of 
water, and a good rainfall, and capable of being put under irrigation, 
which will remain in their present stagnate condition until they 
can have railway communication to take their produce to the nearest 
market. Some of these districts are over a hundred miles from that 
market, and the only means of transport being the bullock-waggon, 
the farmer is very often six weeks away from home, and never less 
than three, in taking a waggon-load of produce there. His capital 
being limited, his means of transport is on the same scale, and he 
can, therefore, grow on his farm no greater quantity of produce than 
he can convey to market, yet the farm he holds could be made to 
produce ten, twenty, perhaps fifty times the quantity. 

Under such conditions the country cannot progress agriculturally, 
and it is not to be wondered at that the Cape Colony is in a worse 
condition in tUs respect to-day, than it was fifteen years ago. Were 
these districts supplied with railway communication, a mudi larger 
popnlatLOn could be put upon the land, a larger c^preage could be 
brought under cultivation, aAd the capital that the farmer has in- 
vested in his bullock-waggons and bullocks for transport pur^ioses, 
would be released for other uses; and, free from transport riding, 
he wduld be able to devote more time to his faming operations, to 
say nothing of the moral and social advantages the district would 
azgoy by tiie advent of the railway. 
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But, in designing a railway for such a district, we have to face 
the fact that the traffic likely to come upon it at the commencement 
is of the smallest, that the population is scarce, and that, before 
the railway — even the smallest possible railway serviceable for 
steam traction — can have sufficient traffic to pay interest on capital 
and working expenses, more land will have to be brought into 
cultivation, the farmer will have to get accustomed to the new 
condition of things, and the transport rider will have gradually to 
get rid of his oxen, and settle on the land. The question arises. 
Is it worth while to give such a district railway communication? 
Is it possible to lay down a railway to serve such circumstances ? 
Unless the district has railway communication it cannot progress, 
and we have only to disabuse our minds of the ingrained prejudice 
we have against break of gauge and "toy” railways, and briSog to 
our aid business principles, when we shall be able, without attempting 
anything new in railway construction, to build and work such a 
railway that" will have a carrying capacity ample for the district 
for many years to come. 

It may be interesting to show the present poverty of a very fertile 
district, but one capable of immense possibilities, lying between Port 
Elizabeth and Uniondale, a distance of about 150 miles. 

REVENUE. 


Say the traffic crossiog the Gamtoos River ferry will travel on an 


average 120 miles — 


£ 

8. 

d. 

5612 Tons 

40/- ... 

11,224 

0 

0 

2925 Passengers let Class 

40/. ... 

5,850 

0 

0 

300 Trucks (Cattle) 

60/- ... 

900 

0 

0 

40 Trucks (Goats, Sheep, etc.) 

60/- ... 

120 

0 

0 

1023 Passengers 3rd Class 

10/- ... 

511 10 

0 

1000 Holiday Passengers return to Gamtoos River 





(40 miles) 

6/. ... 

250 

0 

0 

Between Van Staaden's River and Gamtoos River, average distance 




say 30 miles — 





3000 Tons 

11/- ... 

1,650 

0 

0 

1000 Passengers 1st Class 

Ill- ... 

560 

0 

0 

2000 Passengers 3id Class 

2/9 ... 

275 

0 

0 


Between Van Staaden'a and Port Elizabeth, average distance 12 
miles — ® 

1000 Tons 4/- 200 0 0 

1000 Passengers 1st Class d/- 200 0 0 

Oanied forward 21»720 10 0 
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Brought forward 

... 

£ s. 
21,730 10 

f/. 

0 

2000 FSBBengerB 3rd Class return, Holiday Traffic 




(25 miles) 

3/- 

450 0 

0 

15,000 Passengers, Suburban (season) to Walmer ... 

1/6 

ol,125 0 

0 

Muls and Parcels for 150 miles 

... 

1,200 0 

0 

Estimated total revenue 

... 

£24,505 10 

0 

Total Revenue 


24,505 10 

0 

Allowing 67 % for working expenses on the small traffic 

... 

16,405 10 

0 

Nett revenue .. 

... 

£8,100 0 

0 

Revenue per mile of Railway 

... 

164- 0 

0 

Working Expenses of do. 

... 

109 0 

0 

Nett Revenue 

... 

5i 0 

0 

Interest on Capital of £300,000 (150 miles at £2000 per mile) .. 

. 2| per cent. 



Here we see that, if the whole of the traffic passed over the rail- 
way, it would pay nearly 3 per cent, on £2000 per mile only, but not 
much more than one-half would use the railway in the first year 
(from various causes previously mentioned), but it is safe to predict 
that in less than five years the railway would pay 4 per cent, in 
addition to working expenses. In twenty years' time the district 
would no doubt support a railway of the main-line standard, and had 
the line been gradually extended towards Cape Town in the mean time, 
other districts would have been developed, so that the main line could 
be laid from Fort Elizabeth to Gape Town, a distance of about 450 
miles, and have a traffic ready developed for it. 

It is no argument to say, that because this district is not capable 
of supporting a light line it shall have no railway at all. We have 
examples of what can be done by little ” railways in India to guide 
ns in this matter, and so long as a district has fair prospects before it, 
and when the people of the district are willing to take some of the 
financial burden on their own shoulders, it is the duty of those who 
have it in their power, to assist in supplying the pressing needs of such 
a fertile district. South Australia is even in a worse position, for a 
railway in the northern portion, running from Fort Darwin to Fine 
Gre^, a distance of 145 miles, has a gross revenue of only £16,000 
per annuin, and a net revenue of £33 per mile, but, constructed at a 
cost of £7880 per mile, pays only | per cent, on its capital. 

Taming ftom' our colonies to this country, we have a few local 
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railways, notably the Gorris Bailway, the Southwold, the Easingwold, 
and one or two others constructed for special purposes, and we have 
the so-called light railways in Ireland. 

As showing what local lines can do for a district, we may take the 
Southwold Bailway, running between Halesworth and Southwold, on 
the Suffolk coast. This line cost about £8000 per mile (the excessive 
cost due, perhaps, to financing), and is constructed on a 3-ft. gauge. 
Before this railway was constructed, an omnibus used to run now and 
again between the two towns, whereas the railway now carries 90,000 
passengers and 9000 tons of goods and minerals annually. In the 
Easingwold district, an omnibus, r unning three times a day each way, 
carried all the traffic, whereas by the railway upwards of 43,000 pas- 
sengers and 12,500 tons of goods and minerals are conveyed annually. 
The same statistics might be given of the Gorris, the Wisbech and 
Upwell, and other railways. It cannot be doubted that the traffic has 
immensely increased through the medium of the railway, and in much 
greater proportions than if the old carts, waggons, and omnibuses had 
still been in existence. Turning again to the light railways on the 
Gontinent, it will be seen that the increase in traffic after the con- 
struction of these railways has been very marked, as instanced by the 
following lines. 

Ghent-Uecloo-Bruges , — From 1861-1868 goods receipts grew slowly 
but regularly from JEIO to £147 per mile. The latter figure is practi- 
cally that of the normal receipts for the following 14 years (1868- 
1882), when the average was £164 per mile. From 1882 to 1892 
tlie average was £192 per mile. 

AntwerjhGhent , — ^From 1847 to 1857 the goods receipts rose very 
slowly from £42 to £288 per mUe. 

Liige Maesfricht — From 1862 to 1872 the goods receipts grew 
from £169 to £824 per mile, that is, about 10 per cent, per mile per 
annum. 

In 1887 the gross receipts per mile reached £960, that is, during 
the following 16 years, an annual increase of 1 per cent per mile. 

TeTrnmde-Saint-Nieolai , — ^In 1877 goods receipts £80 per mile. 
In 1883 it had increased by gradual leaps to £242 per mile. From 
1888 to 1892 the average remained at £243 per mile. 

MdUnei-TiTnmzen . — In 1872 the goods mileage leoeiptB were 
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fil82. In 1884, £448 per mile, which is approaching the normal In 
1892»]n &ct, the goods mileage receipts were £512 per mile. 

llbe light railways in Ireland have greatly benefited the districts 
thiqr serve both socially and commercially, but they have <4jeen con- 
etanicted at such a cost, that they are not financially successful in 
themselves, though contributing to the general prosperity of the 
countiy. Their construction has been on too elaborate a scale for 
them to be classed as light railways, under the category of local 
railways we are now considering, and their working is too similar to 
that of the main lines to allow of their being economically worked 
and maintained, and for the relief of agriculture we must look to 
something more simple than the light railways of Ireland. 

If we have not done much in this country for the benefit of agricul- 
ture, by providing cheap transport from the main lines, or from the 
chief markets to outlying districts, other countries have not followed 
our example, and perhaps the most successful, as well as the best 
organized system of local railways is to be found in Belgium. By 
means of a National Society of Local Bailways, guaranteed by the 
Government, and financed by the Government, the State, the Com- 
mune, and by private individuals, and worked by private enterprise, 
a large mileage of these railways has been constructed and successfully 
worked, and the tariffs charged are very low. It is the object of these 
railways to earn only the minimum dividend to make them self- 
supporting, and to charge the rates accordingly. In many instances, 
daring the summer months, six trains per day or more are run in each 
direction, and in the winter months never less than four. The objects 
of the Government in organizing these lines are set forth in a docu- 
ment issued the Society, from which the following is extracted — 

^ For yean past the spirit of enterprise and progress has directed itself almost 
exdusivriy to the extension and improvement of main lines of railway. It is true 
that the number of roads and canals has been increased, and that their conatrucfion 
has been improved, but there have been so changes, or almost none, in the manner 
in which tilAc is conducted on these lines of communication. Old-fai^oned waggons 
continue to travel on the high-roads, and whereas the price of carriage for bng 
dkfeanoes has enormously decreased, it costs as much as, if not more tban, it did half 
a century back, to cart a load of wheat. 

** It is the Amotion of local railways to improve this state of thingh. Constructed, 
as a geaetsl ruk^ on the existing roads, and^ in consequence, more economically than 
loain railway lines, operated with the greatest economy, and hy means of cheap 
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rolling stock, they will furnish the people with the means of transporting their pro* 
ducts at the lowest possible price. By means of their jimctions with the main 
railway lines, they will render access to them more convenient both for passengers and 
for go^s. They will assist communication from village to village, and from village 
to the adjacdht station. They will call into being new industries, by affording them 
new outlets for their products. Finally, they will enable the farmer to procure at a 
cheap rate the fertilizers necessary to enable him to face foreign competition, and by 
the low cost of carriage, will open to him the markets of his own country, as well as 
those abroad. For many places, deprived, as it seemed, for all time of railway com- 
munication, those light lines will furnish an opportunity unhoped for, and possibly 
the last, of escaping from their fatal position of isolation.’* 

Austria has also promulgated a Light Bailway Act, and the 
Minister of Commerce, in introducing the measure, said — 

“ His conviction was that light railways could only be built on a large scale 
if tho cost of construction was kept as low as possible, and was so simple and cheap 
that the lines would return 3 per cent.” 

So impressed with the benefits which light railways are expected 
to bring to the country, an Austrian official railway journal says — 

** Where, it may ho asked, is tho reasonable limit of light-railway construction 
to stop ? Only at a point where there is no cart left running, except upon rails, when 
the last waggoner has taken service as a railway fireman. 

For a manufacturing centre, or, it may be, only a single factory, which is a 
dozen miles from the nearest station, will, other things being equal, hardly be able 
to compete with a rival which avoids this dozen miles of cartage, or with a mill 
which can load its pioduce direct, because it has a siding into the yard. Once started, 
the demand for even more and more light railways, even for the shortest distances, 
and the smallest village, will press forward resistiessly.” 

The light railways in France have not been such a success 
financially as they have been in Belgium, and they are a heavy 
tax on the public exchequer. Still, in every instance, they contribute 
largely to the finances of the main lines they join, and, from statistics 
collected, it has been proved that a branch line joining a main line 
has increased the receipts of the main line very considerably, and yet, 
while the branch Une only earned 77,600 frs., it contributed traffic to 
the main line which earned for that body 313,600 &s., and which it 
would not have earned had not the light railway been in existence. 

If light railways are to pay in themselves, without talring into 
account their contributory value to other systems, they must be 
constructed on the most economical system possible, and this has not 
been done in France. Most extravagant prices have been paid for 
the land, and other expenses have been incuired which should not be 
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dzacted in the case of a local railway, and the agreements made with 
the working companies have been upon too liberal a scale. Yet, if 
the economical system had been followed in France as in 

Bdgiam, better results would have accrued. 

Eveory nation on the Continent has interested itself in light 
railways, and the Prussian Minister of Public Works, in moving the 
third reading of the light Kailway Law (1892), said — 

“Elsewhere the construction and working of similar light railways have proved 
a Ueemg to the country. A traveller to-day through North Italy, through Belgium, 
and through Holland can satisfy himself what a blessing these light railways have 
been. It is as though irrigation canals have been earned through the iielci9, and 
everything was growing and flourishing under their fertilizing streams. In North 
Italy in particular, the blessing which they bring with them is so obvious tligt even 
the casual tourist can hardly fail to notice it.** 

These expressions of the leading statesmen on the Continent are 
based on the practical working of thousands of miles of light railways, 
and one can scarcely understand the position taken up by our own 
leading engineers and railway managers, whenever the question of 
light or little railways, or no railways at all, has to be considered for 
many of the districts in our colonies, and even in this country. 
Looking at what has been done in other countries for agricultine, by 
means of light railways, we are right in assuming that, notwithstanding 
the different circumstances and surroundings of our own people, they 
would be of equal benefit here, and if they did not benefit agriculture 
directly, they would indirectly, by elevating the social and moral 
condition of the country-people, and affording them some inducement 
to remain in their villages, when the drawback of isolation was 
removed. It cannot be expected tliat industries or manufactories 
can flourish in places removed from railway communication, and here 
we have another inducement for the construction of these railways 
into certain districts, and which may encourage capital to be dis- 
tributed about the country. By means of the lightest of light rail- 
ways, viz. a little railway, or a steam tramway, the farmer may be 
induced to cultivate poultry farming and butter making, and so 
prevent the importation of a large quantity of produce which annually 
comes into this country from abroad. The farmer is more likely to 
get a better price for his perishable commodities by being able to 
send them daily to market, than he does by only sending them once 
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a week, and when he knows that by despatching them by train doily, 
they will be on the market within twelve hours, he will be incited 
to greater exertions, and his mind will be strengthened and invigorated 
by being ih daily contact with the outside world. 

It is a favourite argument against the construction of light railways 
that they do not pay, that the accommodation they give is of the 
scantiest, and that it is not worth any one’s while to interest them- 
selves in the matter. One can only reply that they are not expected 
to pay handsome dividends, the rai&m d^etreof their being constructed 
as light railways is that the present and near future traffic is not 
expected to pay a laige dividend, but if they pay working expenses, 
and the interest on their capital, they are doing all that must be 
expected of them financially. Did they do more, the rates should be 
reduced to such a point as to wipe off the surplus, and give whatever 
benefit financially there was to the population of the district. 
Whether they pay directly or not, however, does not weigh with the 
Governments on the Continent, as they estimate the indirect gain as 
greater than the direct loss. 

The construction of light railways in this country should not be 
undertaken in any hap-hazard way, without any regard to their 
financial position. One of the greatest questions to be decided in 
projecting any of these lines is its future financial position, and any 
line projected should have resources to pay, at any rate, for its work- 
ing expenses in the first year. Some of the light railways in Ireland 
do not do this, and the best way of securing this object is perhaps by 
making the people of a district share in the profit or loss of the 
undertaking. 

In our colonies especially should this be the case, and in a pro- 
posal made for the financing of a ** little” railway in South Africa, 
the advisability of the people interested, offering to Gnvemment. to 
contribute 1 per cent, towards a guarantee required was considered. 
The railway passed through the districts of five Divisional Councils 
and one large Municipal Council Were the proportions of a guaran- 
tee to be divided, according to the advantages likely to be gained by 
eadi, the burden to be borne by the poorer distncts diould be 
lightened by a diare of its guarantee being taken up its rich 
municipal neighbour, which, being the terminus Of tiie line, wpiolil 
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i6ttp pnctioiilly the greatest benefit. Each Divisional Gonncil has 
to its own roads, and, even if a guarantee of 1 per 

oent. on the cost of construction of the line, had to be paid by 
all the parties interested, the share of each would not Amount to 
the saving effected in the repair of the roads (always an expensive 
in OUT colonies), by the removal of the heavy traffic there- 
from. There are no statistics with reference to this affecting the 
roads in South Africa, but it must be considerable. In Ireland some 
of the highway authorities show that the repairs of a road, which 
cost 14^^. per yard before a railway was made, had been reduced 
to 3^. 

As has been mentioned before, the construction and 'irking 
of light railways must be of the cheapest and simplest. In 
this country, over bridges and under bridges must be dispensed 
with; level-crossing gates, keepers* lodges, and signals will not 
be necessary. Except in special cases, fencing must not be required, 
land must be purchased at its agricultural value, and the working 
hours of the employees must not be limited to an eight-hours’ day. 
Expensive station buildings and goods sheds must not be erected; 
the guard must give out the tickets in the train, and all items of 
working must be reduced to the most rudimentary and economical 
system. 

The restrictions required by the Board of Trade as to interlocking 
points and signals, as to signals themselves, automatic brakes, and 
other items, will have to be considerably modified before light 
railways can hope to have any prospect of being a financial success. 
The tedious and expensive process of getting Parliamentary sanction 
for any railway will have to be simplified, and payments made for 
these services more in accordance with the work to be done. 

In this ccimntry, where our standard gauge is 4 ft. 8^ ins., that of 
each light railway will have to be considexed on its own merits, and 
the gai:^ best suited for its requirements adopted. It is a favourite 
argument that the gauge, or the distance between the rails, has the 
least influence on the cost of a railway, and that it is madness to 
pot dow|l a different gauge from the main Ene, az|d so have the 
efspimse of transhipping at the junction. This cannot be disputed 
in the main, h^t special oases require special treatment, and if a 
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light railway is to run alongside a country road, or through country 
villages, a narrower gauge than the main line must perforce be put 
down. If a light railway is to be worked as a light railway, even 
if it is th6 same gauge as the main line, a lighter class of rolling 
stock should be used, in which the dead weight to the live load 
shall be better proportioned, and in which each individual truck 
can be more easily handled at any of the stopping-places or loading- 
places cn rovtc We need only mention the practice of our Conti- 
nental neighbours, in adoptmg a metre gauge, to add to our arguments, 
even on Imes that have little length In our colonies which have 
adopted the narrow gauge of 3 ft. 6 ins. as their main line, it may 
be advisable to adopt, in certain districts, a still narrower gauge. 

It is more advantageous for the working of a light railway that 
the rolling stock should be apportioned to the work it has to do, and 
not be burdened by the comparatively heavy rolling stock of the 
main line The rolling stock of these light lines may have to travel 
over portable lines on a farm, or to a store, and be propelled, in 
many instances, by hand, or by ponies. It may be difficult to find 
a load of six tons in one place to fill the truck, and, consequently, a 
very large dead load, in proportion to the live load, is being hauled 
for no purpose. 

By adopting a special gauge, we show at once that we have 
departed from the extravagant conditions of the main line, and have 
taken away the only lever political agitators could have for enforcing 
higher speeds, better accommodation, and more elaborate working, as 
instanced in the South Australian light railways constructed on the 
main-line gauge^ and mentioned previously. 

If agriculture is to be benefited to any extent by means 
light railways in this country, the trucks must run from the field 
direct to market-places. Lines laid out on this principle will no doubt 
compete with the main lines ; but it cannot be said that at present 
the main-line companies either care for tiris traffic or do much to 
cultivate it. It will be useless for a farmer to support a light line 
of short leugth, carrying traffic at a compaiatiyely low rate, if at 
the junction the traffic is to be handicapped by the excessive rates 
charged by the main-line companies. To make these lines xBnnme*- 
rative, tb^y must have length of haul as well as tmffie, tbqr must^ 
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Ittck up traffic as they go along at any point, and must put the 
producer in direct touch with the consumer without passing through 
intennediaiy hands. The lines must be worked by a company 
distmct from the main line, and by officials who harb not been 
brought up to the red-tape rules and lavish expenditure of the 
present railways. The men in charge must be able to cut down 
expenses in every item, to simplify every detail, and to adopt cheap 
means for gaining cheap ends. The local railways of the country 
must take the place of the carrier’s cart of years gone by; but, in 
view of their being connected up at some future time, and fprmed 
into a secondary railway system, it would be advisable to construct 
them on one gauge, say 2 ft. 6 ins or 3 ft,, and use rolling sto^ that 
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CHAPTER IT. 

MOST SUITABLE GAUGE AND BREAK OF GAUGE. 

Perhaps on no detail of railway construction for local railways, or 
even for opening up new countries by railways, is there so much 
difference of opinion amongst engineers as on the subject of gauge. 
It is a common-sense matter after all, and one that can be decided 
by any one trained to business principles, and with a fair amount 
of common sense. England, with a larger quantity of traffic per 
mile of railway than any other country in the world, does her work 
very well on a gauge of 4ft. 8 Jins., and we may consider this now 
as the best gauge that can be put down for all practical purposes 
for heavy traffic, and though, perhaps, a better gauge to have adopted 
in the first instance would have been one of 5 ft. 3 ins., still it cannot 
be denied that our work is done very well on the standard one. 

The next gauges of importance are the metre (3 ft. 3f ins.), and 
3ft. Gins., and these have proved very serviceable wherever they 
have been put down. In poor and mountainous districts they have 
rendered railway construction financially possible, and profitable, 
which would o&erwise have been impossible with a wider gauge. 
Wherever the narrow gauge has been put down, its carrying capadly 
has not yet been reached, and though in many cases in America it 
has been replaced by the standard gauge, this was considered advisable 
more to facilitate traffic interchanged, than from any inherent faults 
of the narrow gauge, and was perfectly justifiable under the increase^ 
volume of traffic. The narrow gauge, however, made the standard 
gatige possible in its district much sooner than would have been 
the case, had a district waited until it could have famished sufficient 
traffic for the standard gauge at first. 

C 
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Other districts can be named where the standard gauge has been 
replaoed by the narrow gauge, and in considering the two gauges, we 
must remember that the cost of moving a ton of goods on either gauge 
is the same, UTider similar conditions^ but the interest to* be paid on 
capital is greater in the former than in the latter case. 

There are gauges of all widths, constructed in different countries, 
viz. : 1 ft. Ill ins., 2 ft. 0 in., 2 ft. 3 ins., 2 ft. 5} ins., 2 ft. 6 ins., 2 ft. 
71 ins., 2 ft. 9 ins., 3 ft. 0 in., 3 ft. 3g ins., 3 ft. 6 ins., 4 ft. 0 in., 4 ft. 
81 ins., 5 ft. 3 ins., and 7 ft. 0 in., but for all practical purposes the 4 ft. 
81 ins., 3 ft. 6 ins., and 2 ft. 6 ins. represent the three gauges most 
suitable for economical railway construction, where steam traction is 
employed. 

The gauge of 2 ft. 6 ins. may be very usefully employed in moun- 
tainous districts, or in other places where the traffic is of the scantiest, 
and where a railway of some kind is necessary to develop traffic and 
increase the productions of a district, which would otherwise remain 
stationary, were it not for the railway. 

Where railways already exist in a country, and it is desirable to 
construct feeder or branch lines, which are not likely to be remunera- 
tive in themselves, it would be justifiable to run a light line, capable 
of carrying the main-line rolling stock, but worked with lighter 
engines, where — 

1. The branch line is a short one. 

2. A continuation of the main line. 

3. On very even ground. 

But where the branch line exceeds say 25 miles in length, or has to 
be constructed in a very rough country, it becomes a question of 
financial consideration whether it is advisable to construct a cheaper 
line on a separate gauge, and face the seeming disadvantages of a 
break of gauge. 

The .inconvenience of transhipment can be ]^t gauged by the 
question of expense, which will range from 1^. to 3d. per ton, and, 
with the use of modem appliances, can now be done without damage. 
On some riioit lines special trucks have been arranged for carrying the 
mejn-^lipe trucks over the narrow branch lines, buj; these btave not 
profU&aatirihoto^ in every instance, as it has been found that the 
Ises in work of the main-line truck, during its time on the braadi 
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line, more than counterbalanced the cost of transhipment. A better 
arrangement for the transhipment of perishable goods, such as fruit, 
fish, vegetables, etc., or other goods that will not bear much handling, 
is for the bbdies of the branch rolling stock to be made as boxes, and 
of such a size that two or four of them can fill a main-line truck. 
The farmer could load these boxes at his farm, bring them to the 
station on his waggon, load them by cranes on to the branch truck, 
they would then be transferred to the main-line truck, and finally, 
if advisable, from the main-line truck to the delivery waggon at the 
receiving end, and by this method the perishable goods would go from 
the farm to the market-place without being once handled. The boxes, 
when empty, could be returned loaded with other commodities, or if 
empty, could be so packed that one main-line truck would be able to 
carry several of them. 

For the purposes of deciding whether the cost of transhipment 
would not allow a more expensive line to be constructed, each branch 
line must be considered on its own merits. Supposing we have a 
branch line 25 miles long, and we have to tranship 24,000 tons per 
annum ; this, at 3d. per ton, represents an expenditure of £300 per 
annum, or £12 per mile, which, capitalized at 3 per cent., means that 
a further sum of £400 per mile could have been spent on the railway 
for the purpose of avoiding transhipment ; but this, again, may be 
more than covered by the reductions that could be made in the cost 
of construction, and in the running expenses of the lighter line. 

If it is a question of having a break of gauge, or no railway at all, 
the evils of transhipment have not to be considered. A break of 
gauge occurs wherever produce is handled, as loading from the store 
to the waggon, and from the waggon to the railway truck ; and why 
there should be so much outcry against the uifioading from one rail- 
way truck to another one cannot understand. 

The transhipment of traffic from a branch line to the mam line 
can never be a serious matter. Those who make a '' bogey ” ci tran- 
shipment should give attention to the remarks of one who perhaps 
has had to deal this in far larger proportions than any one 
previously, or than any one is likdy to encounter again. The late 
Mr. Grierson, General Manager of the Great Western Bailway, 
said-- 
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** The truth was, that Bome of those who were opposed to a break of gauge, under 
any circumstances, had very much exaggerated the cost and damages arising from 
a transfer from one gauge to another. The delay and difficulties arising from a 
break of gauge were not of a serious nature. With regard to the construction of 
new lines of railway on a different gauge from that on existing lines, he could quite 
understand that there would be, and were, cases in every country in which that was 
a necessity, and even desirable course to adopt, where, from the nature or amount 
of traffic, the character of the country, or other circumstances, narrow-gauge branches 
would be sufficient for all commercial purposes, without any serious disadvantages. 
It would then, and then only, be a question of constructing railways on the narrow 
gauge, or of having no railways at idl ; and in such a position he Avoiild distinctly 
say (although it would be a misfortune to be placed in the position of choosing such 
an alternative), that the railways should be made, notwithstanding that the evil of 
a break of gauge was incurrecL** 

Sir James Brunlees, President of the Institution of Civil Eii^eers, 
said — 

“His opinion was that the gauge was a question of circumstances, and that 
where it would be wisdom in one case to lay a certain gauge, it would be in another 
the height of folly. As regarded metr^gauge lines, he thought they should be laid 
out merely as feeders to the railway system of the country, in fact, taking the place 
of roads. The nuls should weigh not more than 30 lbs. to the yard, the engines 
8 to 10 tons, and the waggons 1} tons empty, with a carrying capacity of 3 tons.** 

In considering the evils and expense of a break of gauge, much is 
made by persons, experienced in Government employ, of the necessity 
of having separate workshops and workmen for the repairs of the 
rolling stock of the narrow gauge ; and this additional establishment 
must be built and maintained if a different gauge from the main line 
is decided upon for a branch line. To any one who has had to work 
railways distinct from the main line, and in an economical manner, 
this seems a very ‘exaggerated proposition, and will appear so to others 
when properly considered. On many branch lines one engine, perhaps 
two, or at most three, will be employed, and even if there were a 
dozen the ordmaiy repairs to keep these engines in work would be 
done by the engine-drivers themselves, assisted by a competent fitter 
and a blacksmith, as has been dione, and as is now done by railway 
contractors in all parts of the country ; and the extensive (?) workshops 
need only contain a lathe and forge. When it was necessary for an 
engine to undergo important repairs it would be run on to a special 
truck— the work of a few minutes---and'||||gveyed over the main 
to an established workshop. The ordin ^^y oiling stock would be 
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treated in the same manner ; hut this would not occur to anything like 
the same extent as with locomotiyes. 

As to the point of providing additional rolling stock, there may be 
sound argufnent in this, when an isolated branch line is under con- 
sideration ; and this is a point which should be taken notice of when 
considering the financial cost of the question. There will be times 
when a short branch line, at busy seasons, might be pressed for rolling 
stock, and, bein^ isolated, have no opportunity of drawing upon similar 
lines for a temporary supply. At the same time, it must be re- 
membered that the branch line must be equipped with rolling stock, 
and if the main line has barely sufficient for its own wants, more 
must be purchased, and the cost of the main-line rolling stock will be 
often more than three times the cost of the rolling stock lor a branch 
line, designed for slow speeds, and with a due regard to the proportion 
of the dead weight to the live load. 

No country in the world has taken more advantage of economical 
means of transport than India, or has made a better adaptation of 
different types of railway as a means to an end. In that country 
there is the broad 6 ft. 6. ins. running through the main arteries of traffic, 
and carrying a large traffic at low rates and at a fair percentage of 
receipts. Sunning out of these there are the first-class metre-gauge 
lines carrying less traffic per mile, but still a very considerable one, 
and paying a good dividend on the cost of construction. In other 
places there are second-class metre-gauge lines, serving poorer districts ; 
and, finally, the special gauges of 2 ft. 6 ins. and 2 ft., serving places 
where, in some instances, it would be finan ci ally impossible to 
employ any other line. 

A railway is simply a machine to serve a definite purpose, and the 
nearer the machine is apportioned to the work it has to do the 
cheaper will work be done, and the better return will there be 
on the capital outlay. One does not generally employ a waggon and 
a team of horses to do the work which can easily be done by a coster- 
monger’s barrow. Engineers, and especially Government engmeero, 
are so rooted to one gauge, that it is refireshing to find the chief 
officers of the Bombay, Baroda, and Central Indian Eailweyadvi^ 
the construction of a branch line only 22 miles long on the 2 ft. 6 ms. 
gauge, as there was not sufficient traffic to pay for a 6 fb 6 ms. rsilway*r 
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In dq[«rting from the normal gauge for the construction of local 
nilwayB in poor districts (and it is railway construction into these 
distiiots that is being considered), the saving in the cost of adopting 
a different gauge from the main line may be summed up as follows — 

1. The saving in cost of construction. 

2. The saving in cost of rolling stock. 

3. The saving in cost of running expenses and maintenance. 

In comparing railways of the same weight of rail, and built for the 
same speed, and with the same provision for stations, etc., the 
difference in cost of construction, attributable to t^e gauge, doea not 
amount to so very much in an easy country for railway construction. 
By many authorities it is put down as varying between £40^ and 
£1000 per mile. An estimate made in India for a standard, metre, 
and special gauge railway between certain points 17 miles apart was 
as under — 

Standiird gauge 5 ft. 6 ms. . £2,927 per mile. 

Metre gauge 3 ft. SJ ins . . £1969 „ 

Special gauge 2 ft. 6 ins .. £1817 „ 

And it has been fairly shown that the differesce in cost in India, 
between a 6 ft. 6 ins. and metre-gauge line, comparing like with like, 
is not under £750 per mile. 

Taking the case of a railway in Ireland on the 5 ft. 3 ins. gauge, 
constructed to carry the main-line rolling stock, and comparing it 
with the cost of a line on the 3-ft. gauge of lighter construction, but 
still amply sufficient for the estimated traffic, Mr. W. B. Lewis 
estimates the saving on one mile of the single narrow gauge, as 
fbllowB — 


Etiihmiks 

£ 8. 
150 10 

d. 

0 

Road approaches 

194 4 

0 

Fandngofdo. * 

16 10 

0 

Road metal 

12 12 

0 

Ballast and boxiog 

188 12 

0 

Public road bridges 

211 0 

0 

Pannaaeut ways rails and fiutenings ... 

423 0 

0 

Slespe^ ••• ..a ... .aa ... ... 

il83 6 

8 

Oanisge of material and layii^ 

6 16 

0 

Carried forward ^ ... 

1280 10 

8 



GAUGE INFLUEKOING OOST. 


23 



Brought forward 

£ s. 

... 1280 10 

d. 

8 

Culvertb 

... ... 

7 10 

0 

Accommodation works . . 

. 

20 0 

0 

Lapd 

... ... . « 

75 0 

0 

Proportion of signals 

... 

20 0 

0 

Stations and platforms . . . 

... 

100 0 

0 

Add contingencies 10 per cent 


£1503 0 
. . 150 0 

8 

0 



£1653 0 

8 


The cost of a railway in an easy country is influenced by four , 
conditions, and to compare one railway with another, these conditions 
must be known, viz. — 

1. The greatest weight to be carried on one axle, on which the 
weight of the rail depends. 

2. The speed of the trains. 

3. The gauge of the railway. 

4. The station accommodation. 

From which it will be seen that the gauge comes third on the list as 
influencing the cost of construction in an easy country. 

But when wo come to consider the cost of construction in a 
mountainous district, the difference may become very considerable, 
and amount in some instances to many thousands of pounds. The 
reduction of the gauge enables curves of very small radii to be used, 
and whilst a 5 chains radius is as small as it is convenient to go, on 
the gauge of 4 ft. SJ ins., a 3 chains radius can be used on the metre 
gauge, and a chain on the 2 ft. 6 ins., and the railways will fltiH 
be in good working condition. The question of curves in laying out 
a line in a difficult country is one of great importance, as it enables 
a railway to follow the contour of the ground, to avoid heavy 
embankments, cuttings and tunnels, and by these means to effect a 
great saving in first cost. The greater flexibility of the narrow gauge 
also allows the railway to approach the different large centres of 
population more readily, and by being able to turn and twist about 
the streets of a town, to deliver without intermediate tran/ipert, at 
the very doors of the warehouses and market-places, the goo^ft and 
produce collected in the country. 
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A table has been published* which gives very accurately the 
diffsrenoe in cost due to the gauge of siuular railways, of the same 
character, constructed through different conditions of country, and 
serves to show how much can be saved by siiiting the ^uge to the 
country to be traversed. But, at the same time, there are various 
questions to be considered in the solutions of a railway problem, and 
each proposed line should be considered on its merits. 

CofiT PEK Mile. 


Mvtnre of oountiy. 

SUndord gauge. 

4 ft. S^ins. 

Metre gauge. 

Sft Sflne. 


£ 

£ 

£ 

£ 

Level .. 

2,392 to 

3,987 

1,595 to 

2.551 

Slightly undulating 

3,652 „ 

5,582 

2,392 „ 

3,987 

Very undulating 

4,785 „ 

7,179 

3,652 „ 

4,786 

subtly hilly .. 

0,380 „ 

9,571 

3,987 „ 

5,582 

Very hilly 

H,742 „ 

11,163 

4,785 „ 

7,178 

subtly mountainous 

10,365 „ 

12,760 

0,380 „ 

8,774 

Yeiy mountainous 

11,963 „ 

15,950 

7,977 „ 

11,164 



In estimating the difference in cost of two gauges in a certain 
district, it would be necessary to make a separate alignment for each, 
putting in the curves suitable for each gauge. Where this has been 
done in one or two cases before deciding upon the type of railway to 
be put down, the difference in cost has been very remarkable. 

For the Denver and Bio Grande, 20 miles in length — 

Standard gauge £13,962 per mile. 

d-ft. gauge ... ... £3,908 „ 

For a railway in Queensland — 

Standard gauge £46,000 per mile. 

3 ft. 6 ins. gauge £16,000 „ 

In Queensland, two lines of 0 miles and 16 miles respectively 
were surveyed, crossing a mountainous district. The curves for the 
Standard gauge (4 ft. 8} ins.) were fixed at 8 chains radius, and for 
the narrow gauge at 5 chains. The great difference in cost was due 
pdndpelly to the necessarily larger curves on the one line, whereby 
the quantity of excavation, the length of tunnelling, the height and 
length of viaducts, and the length of culverts were considerably in- 
creased, cauiEing a difference of £31,000 per mile in ccmstruction alone, 
and adding a considerable annual sum to the cost of maintenance. 

* latemational Biulway CoagresB. 
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In adopting a local line on a different gauge from the main line, 
a considerable saving can be effected in the rolling stock. The rolling 
stock, not having to intermix with the waggons on the main line, can 
be of much lighter construction, and consequently cheaper. The 
waggons on the main line, carrying a load of 10 tons, generally weigh 
more than 5 tons, having a ratio of live load to dead load of 1*75 to 1 ; 
whereas waggons of the same capacity on a narrower gauge can be 
made, weighing only 2^ to 3 tons, or a ratio of 3 or 4 to 1. On the 
broad gauge of 5 ft. 6 ins. it has not been found necessary to make the 
waggons wider than 8 feet ; on the metre gauge there are waggons 
8 feet wide, and on the 2 ft. G ins. gauge 6 ft. 8 ins. wide. 

It is not found in practice, on lines of light trafGc, that a greater 
number of vehicles are required on the narrow gauge to carry the same 
amount of traffic. The waggons scarcely ever carry their full weight, 
and this fact gives the light rolling stock an advantage over the heavy 
stock in reducing working expenses. 

Comparing the standard-gauge Hues, Bengal-Nagpur (No. 1), and 
Indian Midland (No. 2), with the metre gauge Hnes, Bengal North 
Western (No. 3), and Eajputana Malwa (No. 4), in India, we find that 
the number of vehicles in a train, with practically the same amount 
of traffic, differs only in a small degree, which may be attributable to 
local conditions, and slightly to the advantage of the narrow gauge. 




Gadgi. 



No. 1, 

5 ft. e.ins.' 

No 2, 

6 ft. 6 int. 

No 8, 

3ft. Slim. 

No. 4, 

8 ft. St Ins. 

Average number of passengers in a 
passenger tnun 

260 

176 

248 

255 

Average distance travelled by a pas- 
senger in miles 

49 

68 

35 

54 

Average number of tons in a goods 
train •• .. .. 

110 

101 

97 

100 

Average distance in miles hauled of a 
ton ot goods 

99 

140 

127 

242 

Average number of vehicles in a pas- 
senger train 

19 

11 

18 

16 

Average number of vehicles in a goods 
tram •• •• ■■ •• 

24 

28 

82 

24 

Average number of vehicles in a mixed 
train: Coaches 

1 8 

9 

12 

12 

„ Goods waggons .. 

14 

18 

11 

9 
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Hie aaving in running expenses and maintenance on a narrow- 
gauge line, provided with light rolling stock, may be divided under 
tile following heads, commencing with the most important — 
Maintenance. 

Haction and rolling stock 
Administration. 

The maintenance of a railway depends so much upon the amount of 
traflEic passmg over it, the number of the trains, the curves and gradients, 
that it is difficult to give any correct comparison between the main- 
tenance of one line and another. The first cost of construction. of a 
narrow gauge is less by the avoidance of heavy cuttings and embank- 
ments ; the dead load is less in proportion to the live load carried ; the 
weight per axle is less, and the speed is less ; it must therefore follow 
that the cost of maintenance mu^t be less, both in labour and material. 
The coat of maintenance of the three different gauges in India 
averages — 


Standanl 

Metre | 

special 


Sd. 

£187 

6 3d. 

£67 

5'9d. 

£41 

Per tram mile. 

Per mile. 

Wbilst in Iidand, taking laUways with practically the same amount 
of traffic — 

5ft. Sin 

All ndlweys. 

3ft Oin 


6*40d. to 15*78d. 

£77 „ £189 

7-08(i. 

£144 

3-16d. to 6-07d. 
£82 „ £65 

Per tram mile. 

Per mile. 


The maintenance expenses on the narrow gauge would show still 
more favourable results were the traffic greater. 

The traction expenses on a line with light rojling stock must 
neoessazily be less, as the locomotive has less dead weight to haul per 
ton of paying load. On lines of small traffic the halilage expenses axe 
{hither reduced by the smaller waggons being better filled, con- 
seq^ueiitiy they are more efficiently used. The adminis|t|Utlve expenses 
ijh^d be, of course, independent of the gauge. They are influenced 
more by the exigencies of tiie traffic and the style of the management; 
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but as a rule the public will look over the deficiencies of a narrow- 
gauge line, and suit themselves to a less luxurious condition of things, 
which, were the Une of the main-line gauge, would flood the General 
Manager's dlfice with letters of complaint, and the newspapers with 
columns of pent-up wrath. 

Knowing the advantages and the disadvantages of a break of 
gauge, and how much a line may be expected to cost on a certain 
gauge, under different conditions, it may be useful to consider what 
is the most useful gauge for local railways. Notwithstanding the 
systematic opposition which has to be faced in proposing a break of 
gauge, it cannot be denied that a gauge differing from the main line, 
has great advantages from the point of view of economy, and may 
prove the solution of the difficult problem, for the relief of agriculture, 
of economical local railways. 

The most suitable gauge for local railways may be taken to be 
the 2 feet, or, preferably, the 2 ft. 6 ins. A railway on this gauge can 
follow the windings and the turnings of any cart road ; it can be laid 
without inconvenience on the cess of the main roads ; sufficient power 
can be developed in the locomotive to enable it to haul any load that 
the district may reasonably require ; and it has the advantage of being 
the most economical gauge that can be usefully employed in steam 
traction. By using this gauge, the farmer can employ a portable line 
about his farm, on which the waggons can be drawn by horses to the 
place of loading ; the merchant can do the same in his warehouse, 
and by this means there need be no transhipment between the places 
of first loading and final unloading. 

The weight of rail should not exceed 30 lbs. per lineal yard, and 
steel sleepers should be used for the better preserving of the gauge. 

On this rail a four-wheel-coupled engine weighing 15 tons in 
working order, will haul a gross load of 150 tons up a gradient of 
1 in 100, or 75 tons up 1 in 50. Engines up to 25 tons can be used 
on this rail, if necessary, with a hauling capacity of 225 tons up 1 in 
100. The former engine will run a passenger train, if necessary, at 
the rate of 35 miles per hour,and can befitted with a tender to enable 
it to run 50 miles without stopping. Full particulaxs of the loeo* 
motives and rolling stock suitable for this line will be faund under 
Chapter III. 
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Several railways on a gauge of 2 ft., 2 ft. 3 ins., and 2 ft. 6 ins. have 
been built, and are working satisfactorily, and of these may be 
mentioned the Festiniog, the North Wales narrow gauge, and the 
Darjeeling railways on the 2-ft. gauge. The Corris Bailway on the 
2 ft. 3 ins. gauge, and the Morvi, the Gaekwai’s Dabhoi, and the 
Antofagasta and Bolivia (574 miles long) on the 2 ft. 6 ins. gauge. 
Details as to construction and working of these railways are given in 
Chapter X. 

If in any new country, or in our colonies, a narrow-gauge line 
him been laid down to develop a certain district, and after the lapse 
of ten or twenty years it has become inadequate for the traffic, no 
difficulty need be experienced in making the line of the main-line 
standard and gauge; and the work can be done without any interference 
to the traffic. The Bengal-Nagpur Eailway, in India, was converted 
from the metre gauge to the standard gauge for 145 miles of its 
length in thia way, in the space of twelve months ; whilst the Great 
Western Bailway, in England, changed 200 miles of their line from 
7 ft. to 4 ft. ins. in throe days, by stopping all traffic during the 
work of conversioiL 

The rolling stock, permanent way, and iron superstructure of the 
bridges used on the pioneer line will be useful to lay down in another 
district, to develop that district for the advent of the heavier line. 
The very fact of having the pioneer line in existence will cheapen 
the construction of the heavier line, and the extra cost of the heavier 
linA will now have a revenue created for it which will make it im- 
mediately remunerative. Were this policy more generally followed, 
the traffic-producing capabilities of a district would be proved at a 
fnifiiTtinTn of cost, and if they did not come up to expectations, the 
loss incoired would be of the smallest. Whereas, under the present 
system, branch lines of the main-line standard have been laid down, 
and the traffic forthcoming has not been sufficient to pay working 
expenses. The lines are burdened by a heavy capital cost, which 
Lfugft as a millstone round the neck of the constructing company or 
colony, that further construction of branch lines— of which 
many countries, and especially 'our colonies, stand filo much in need 
-^has thus been prevented. 
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CHAPTER III. 

THE SURVEY AND LOCATION OF LIGHT RAILWAYS. 

The survey and economical location of a local railway is almost of 
the same importance, perhaps of more importance, than the location 
of a main line. The main line, as a rule, runs between two objective 
points, and its mission is to get there with the best gradients obtain- 
able, but in the shortest distance, due regard being had to the cost of 
working eventually. The object of the local line is to develop a 
district, and to make traffic for itself, and consequently must go, in 
a certain degree, where that traffic is en route, and with the best 
gradients possible for economical working afterwards. For the 
purpose of collecting traffic from a town some considerable distance 
from the straight route, it might be necessary to deviate from the 
straight route some ten miles or more, and increase the length of the 
line by three miles by doing so, thus — 



Fia. 1. 

The distance AG = 50 miles. 

„ „ ABC = 64 miles. 

A considerable degree of success of the local line will depend 
upon its judicious location, and no effort should be spared to offset 
this by well-trained and experienced individuals. 

The position of the line being decided upon, that which should 
have the next consideration is the gradient. Tlus rules the load an 
engine can haul, and is a measure of the accommodation afforded by. 
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and determines the carrying capadty of, the line. Whilst no regard 
in <Bdinary light lines need be paid to gradients over 1 in 200 for the 
purpose of cheapening construction, all gradients below this should 
be oonsidered and calculated on measure of distance. The influence 
of a gradient on the value of a railway is of very great importance ; 
and in comparing one main line with another, their equivalents in 
distance has been reckoned as follows. In considering gradients 
below 1 in 200, one line may practically be considered as good as 
another, but for gradients between 1 in 200 and 1 in 100, one mile 
should be reckoned as mile, and the following table will show 
the value of two railways reckoned by the gradients — 

Between 1 m 100 and 1 in 6G as miles. 

1 66 „ 1 „ 50 „ 1 * „ 

»» 1 n so „ 1 „ 40 ,, 1* 

1 »» 40 „ 1 ,, 2 „ 

Above 1 „ 33 „ 2^ „ 

Passenger traffic always follows the route which most suits its 
convenience, but goods traffic goes by the shortest route, and in 
dealing with competitive lines, the shortest route for goods traffic 
con be determined by the above table. 

The hauling power of a locomotive is considerably lessened on 
the steeper gradients, and there are also many difficulties raised by 
them in the speed of trains, both ascending and descending, and a 
considerable element of danger in working heavy goods trains. 

The table on page 51 will show the power of a locomotive 
working on different gradients. 

It will be seen that the influence of severe gradients has a very 
material effect on the carrying power of a railway, and, in laying 
out a line, it may be policy to follow that route which affords 
the easiest possible gradients for the longest distance, and cross 
over the intervening distances with such gradients as are found 
necessary. 

If it is in any way practicable to locate the line that the steepest 
gradients can be in one district of 30 miles or so, this district 
could be worked by special engines, either of heavier^ type, or of 
qpeoial couBtruction. The weight of rails and curves could be com- 
pensated for this, and the extra cost of construction for this portion, 
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if any, may be allowable by the saving effected in working expenses 
over the whole line. 

It has been estimated as under for two lines of railway between 
two points 80 miles apart, point to point, one with a gradient of 
1 in 30, and the other 1 in 15.* 



Ordliuiiy light qratem. 

Proposed light system. 

Length of line 

135 miles 

93 miles 

Maximum gradient 

lin 30 

1 in 15 

Weight of engine 

„ of rails 

24 tons 

40 lbs. 

40 tons 

32 lbs. 

„ of adhesion 

19 tons 

40 tons 

Maximum load up, 1 in 

61 „ 

148 „ 

„ „ linlG 

6 „ 

61i „ 

£4268 

Cost per mile 

£5896 

Total capital 

£794,780 

£394,363 

Working expenses 

£38,880 

£31,758 

Train miles 

260,164 miles 

187,303 miles 

Receipts 

£56,000 

£56,000 

Interest on capital 

24 ])er cent. 

6} per cent. 


With a traffic of 60 tons of goods per day, and one passenger train 
in each direction, and rates chaxged at 2d, per ton per mile for goods 
traffic, and Id, per mile for passengers. 

It should be particularly borne in mind that, because a 1 in 40 
gradient has been found necessary in one particular place, the 
same gradient can with impunity be laid out in other places. The 
best gradients that can be obtained must be used — of course with 
due regard to the cost of construction in each particular section of 
the line. There is an instance in one of our colonies where, because 
1 in 40 was adopted as the ruling gradient, the engineer, in staking 
out the line, put in this gradient without taking the trouble to see 
whether better gradients could be obtained at certain places. In 
after years, when the traffic of the line considerably increased, and 
competition from another line was an element of danger, it was 
decided to reduce the gradients on certain sections to 1 in 80 ; and, 
in Buxveyix^ for these reduced gradients, it was found, in one instance, 
that the 1 in 80 gradients shortened the distance between the two 
respective points, and, had this gradient been adopted in the first' 


« Min. Proc. JmL C.E. 
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instanoe at this particular place, the original cost of construction 
would also have been reduced. 

A ruling gradient of 1 in 80 is, perhaps, the best gradient that 
oan be obtained in many countries, and steeper gradients than this, 
for any considerable length, should not be put in unless for the 
puipose of avoiding heavy earthworks or bridges. Where it is 
absolutely necessary to use steeper gradients at successive points to 
overcome sharp rises, the gradients may be so arranged that they will 
not interfere with the hauling capacity of the locomotive. 

The light lines in Prussia, on the 2-ft. gauge, used for bpth 
passenger and goods traffic, have a ruling gradient of 1 in 50 ; but, 
when gradients between 1 in 40 and 50 are introduced, if loliger 
than 500 yards, a horizontal stretch of double the length of the 
gradient is arranged before it, ^o as to allow the train to store 
momentum for the ascent. Steeper gradients also up to 1 in 25, 
if they do not exceed 120 yards long, and 1 in 30, not exceeding 
220 yards long, can also be overcome by the tractive power generated, 
and without additional locomotives ; and still steeper gradients of 
1 in 18 can be negotiated, if such gradients do not exceed the length 
of the train. 

From what has been written, it will be seen that the question 
of gradients is one of great importance, and its importance may be 
carried a step further if the light line has any probability of being 
converted into a main line at some future period. 

The conversion of the light line to one of heavier construction, 
necessitates the widening of cuttings and embankments, if on a 
wider gauge, and, may be, the flattening of curves. It will be seen 
that, if the light line has been laid to the best gradients obtainable 
in the first instance, the conversion of the line can take place on the 
same track, and at the least possible cost. 

Every latitude must be allowed in the laying out of a line in 
the matter of curves, and, when the minimum radius has been 
decided upon, it can be introduced, and must of necessity be intro- 
duced, wherever a saving in cost of construction can be effected. 

In laying out a curve on the ruling gradient, the jgradient for 
this particular distance must be compensated to suit the radius of 
the curve, so as not to increase the resistance to the locomotives 
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more than on the ruling gradient. The compensation generally 
allowed is 0*05 per cent, of gradient for each degree of curvature. 
A gradient of 1 per cent, is 1 in 100, and a degree of curvature 
is 5730 feet radius. 

There will be no occasion to consider the future conversion of 
the line in the matter of curves, as the first cost being a con- 
sideration, it is absolutely necessary to introduce sharp curves. 
When it becomes necessary to convert the line, the traffic on the 
line must be such that the extra expenditure in fattening the 
original curves for the new line will be justifiable, or the necessity 
for converting the line would not have arisen. No obstruction or 
delay to traffic will occur, and little expenditure will have been 
wasted in the original trace. 

The TninimnTn radius of curves generally adopted on a 3 ft. 6 ins. 
gauge is one of 5 chains, and this is the radius which experience 
has proved to be the smallest that can practically be used on open 
lines for ordinary speeds, though curves of 3 chains radius are freely 
used in station yards and sidings. The corresponding curve on a 
4 ft. ins. gauge open line would be 8 chains radius ; but, when 
dealing with a gauge of 2 ft. 6 ins., the curve would only be 

chain radius. 

The following diagram will show, to the non-professional mind, 
in a graphic manner the saving to be effected in earthworks and 
bridges, viaducts or tunnels, and afterwards in maintenance expenses, 
by being able to follow the contour of the ground in a mountainous 
country by using sharp curves. 
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CHAPTER IV. 

THE PERMANENT WAY. 

In designing a local railway, and deciding upon the type of line pro- 
posed to be laid down for serving a particular district, it is necessary 
to fix,in the first instance, the weight per lineal yard of the rail to be 
used. On this depends the character of the line in a great meaAne * 
the ballast, the sleepers, the bridges and viaducts, the maintenance of 
the line, the weight per axle of the engine and rolling stock, and the 
capability of the line for carrying either a heavy or a fast traffic. 

The chief item in the construction of cheap railways that is 
generally fixed upon for economy is the weight of the rails, and this 
ia so for the reason stated above, and also because the permanent way 
is the largest individual item of cost in a light line. It is of the 
utmost importance that the rail should be amply sufficient to cany 
the rolling stock and traffic that is likely to come upon the road ; and 
of economies practised, and which must necessarily be practised, in the 
constraction of local railways, the worst economy is that of cutting 
down the wei^t of the rail to the lowest possible limit. 

There are ample opportunities to the efficient engineer to effect 
economies other than in the rail, and where such economies can have 
very little harm either in the future capability of the line, for carrying 
traffic, or in increasing the cost of maintenance. Stations and station 
buildings, earthworks, masonry, culverts, bridges, signals, and manage- 
ment, axe aU Intimate items for economy, which may be cut down to 
a very considerable extent from the standard adopted on the main lines, 
without in any way interfering with the earning capacity of the line. 

If it is decided to construct a local line capable of conveying the 
idling stock of the main lines, but not the engines, it will be neces- 
sary,3n many instances, to use a rail of 50 lbs. weight lineal yard, 
whereas if the Hoe is to be extended into poor districts, and a break 
cxf gauge is dedded upon, a rail of 30 lbs. weight can be used. Bails 
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of a lighter weight than this have been used for locomotive traction 
but for practical purposes, and for the lines under consideration, a rail 
of 30 lbs. weight is the lowest weight economically justifiable for local 
railways for steam traction. 

Even for a roadway that has little more than the traffic going 
along the ordinary turnpike road, it is advisable to effect the economies 
necessary in the works below formation level, rather than to cut down 
to the lowest possible limit the weight of the rail. The weight per 
axle that a rail of a certain weight will carry depends upon the spacing 
of the sleepers and the quantity and quality of the ballast. The usual 
practice in India has been to allow, with 2000 sleepers per mile, 8 tons 
per axle for a 40-lb. rail, and 10 tons per axle for a 50-lb. rail ; whilst 
in other places a much less axle weight has been followed. 

A rough-and-ready rule for calculating the weight per axle that 
rails up to 45 lbs. per yard will carry, is to allow 6 lbs. per yard of 
rail, for every ton weight on an axle. Experience has shown that 
7 tons per axle is a sufficient load for a 41:^lb. rail to cany for 
economical maintenance, with 1920 sleepers to the mile, and 6 ins. 
depth of ballast under the sleepers. 

The sleepers to be used will depend upon the facility the country 
affords for supplying them, but if the difference in cost is not con- 
siderable, steel sleepers are to be preferred to wooden ones. The life 
of a steel sleeper may be taken at from four times that of a wooden 
one, and it has the additional advantage of keeping the road in better 
gauge when light rails are used, and forming altogether a firmer 
permanent way. 

They should have the clips pundied out of the solid, and the rail 
fastened with a jagged steel key. On the straight portions of the 
railway, the key would be placed on the outside of the rail, and on 
curves, on the inside of one or both rails, according to the allowance 
of extra width of gauge required by the radius of the curve. If 
wooden sleepers axe used, they can be either square or half-round, and 
should be creesoted if possible, and thoroughly dried and seasoned 
before being used. 

On the light railways in Hungary the deepers are of this 

^ sele-plate on thct deeper. 
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TliiA IB a very good fonn for a sleeper with a flat-bottom rail, as 
it has a good wide base, and the rail, having a shorter bearing on 
the sleeper, is not so liable to cause the sleeper to rock on the 
paw^g of the rolling load. Spikes or coach-screws may be used for 
fMitAmng the sole-plates to the sleepers, and wherever possible, the 
sole-plates should be fastened to the sleepers before the latter are dis- 
tributed for laying. It is also advisable for the sleeper to be bored for 
the spikes before creosoting, as by so doing the creosote penetrates 
into the timber surrounding the spike, and the timber is thus pre- 
vented from prematurely decaying at the spike holes. 

The switches and crossings should be riveted to iron sole-plates, 
so as to ensure them keeping their respective positions. Being of 
light material, they are more liable to shift, and are not so easily kept 
in their place as the heavier material used on main lines. 

The ballast should be of the best description obtainable, and as a 
small quantity per lineal yard is used, it would not cost much, if it 
were screened before being put in position. This would ensure better 
drainage in wet weather, and would also prevent the clogging of the 
axle-boxes with fine dust. The permanent way also must be of the 
best description of its kind, as on this depends, m a great measure, 
the atiTipal cost of maintenance. 

The following table gives the cost for the permanent way of four 
probable light lines, including laying and ballasting, each line appor- 
tioned to the weight carried per axle, and to a speed of 10 to 20 
miles per hour — 


Railway No. 1 . 



20-lb.raUB ... 
26 „ 



.. 2 ft 0 ins. gauge. 

. . 2 ft 6 ina. „ 

2 ft. 6 ina. „ 

.. Metre or 8 ft 6 ina. ditto. 


Pbbmanent Way. 

The raiU in use on different railways vary only as to size and weight; 
steel is now universally used. A rail of 36 lbs. per yard on the 2-ft. 
gauge, 41^ lbs. on the 2 ft 6 ins. gauge, and 60 lbs. on the metre or 
3 ft 6 ins. gauge, is the heaviest that should be used for. ordinary wofk. 

The JUk'phaUB are generally plain, and vary in size and weight 
aoootdiiig to the rail; sometimeB they are angular. 

Meemesfini (Indian Statefi Bailway pattern). — As will be seen 
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from the following illustration of this sleeper, the metal is rolled 
on the top than on sides, the sleeper being afterwards pressed to form 



Fxo 3. 


by hydraulic pressure, and the clips punched out at top, and bent to 
fit rails. The rails are held in position by steel wedges, one end of 
which is split. When extra width of gauge is required for cuires, etc., 
this may be easily obtained by fixing the wedges at inside of rails. 


Oinii 

Approximite ' 
weight of ileeper 

^ Length of eleepen 

Price, complete 
with wedges 

SultoUe for nlli 

ft Ini 

Ibfl 

ft. ins. 

£ «. d. 

lbs peryird. 

2 6 

1 35 

4 6 

0 2 lOj^ 

25 to 30 

Metre 

1 65 

5 4 

0 4 3 

40 60 

3 6 

67 

5 6 

0 4 4 * 

o 

o 


Fish-bolts and Spikes. 


Wbxqrt of Rau pbb Yard. 



No 8 No. 4. 

80 lbs. 00 Ibi 


Ina. In. Ini. In. 

2} X f 4^ X t 

4ixi 6ix* 


3td-piate8 are flat pieoes of iroa interposed between the tails sad 
sleeper to give the tail a greater bearing, and ate abeolnteilj neoeasaty 
when wooden deepets ate used. A taised rim on the other edge is 
an improvement on the otherwise plain plate. 
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SlMpm, wood. 

1 2000 par mile. 

Weight 
per mile. 

Weight eadh. 

Gouge, 
n. inB. 

ft. In Ini. iui. 

toafg 

Ibe. 

Bidhmy No. 1 2 0 

4 0X6X4 

22 

25 

„ 2 2 6 

50x6x4 

27 

30 

„ 3 2 6 

50x6x4 

27 

30 

„ * 3 32 1 

I 6 8x 8 X6 

58 

66 


8teel« with keja 

1 

Plain trough ^ 

Weight 
per mile 

WeigAeach 


Gauge 
ft lOB. 

ft Ina ins Ina 

tons 

Iha 

Bailway No. 1 

2 

0 ' 

4- 0 X 6 X J 

18 

1 

20 

» 2 

2 

6 

5 0 X 6 X J 

22 

1 

23 

.. 3 

2 

6 

5 0 X 6f X i 

27 

30 

« 4 

. 3 

1 

5 9 X 12 X ^ 

1 

60^ 1 

70 

Steel, with keye 

1 

(Corrugated. ^ 

1 Welglit 1 
1 per mile. 

1 Weight each 


Gauge 1 

ft. Ins. 

ft. Ins. Ine. Ins. 

tone 

Ihi. 

Bailway No. 1 

.. 2 

0 

4 0x6 X 

16 

18 

« 8 

.. 2 

6 

6 Oxefx* 

35 

39 


Toixtb AMD CaoegxMoe, bitetsd to Wbouobx-ibom Base-fdatbb. 



Bane m Tabu. 

oolbB. 

atlba. 

Mlbi. 

50 Ibe. 


£ t. d. 

£ f. d. 

£ a d. 

£ a. d. 

Two-switdi ind croning 

5 15 0 

6 15 0 

7 6 0 

16 0 0 

Slagle croMover 

11 15 0 

14 0 0 

16 0 o' 

32 0 0 
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Total Wxioht of PEiWAiiBNT Wat m Mn-n. 



Baiu fib Taii», Am Qavos of Railway, 


No.l. aoibi. 

aft. ohiB. 

No.! nil),. 
SltSlnt. 

No.3. 301tA 
Sft. SlBA 

No. 4. SOlbs. 

8ft.8|lllli, 

or8ft.6iiu. 



tnosoit8.qn. 
31 9 0 

(onicwti.qn. 
89 5 0 

tonicwt8.qn. 

47 8 0 

toDB owts. qn. 

78 10 0 

Fish-plAtes 

0 17 2 

12 3 

17 0 

4 15 0 

Fish-DoltB 

0 5 0 

0 9 0 

0 9 0 

012 0 

fipikeB 

1 4 3 

16 0 

16 0 

2 8 0 

Bed-plates 

2 0 0 

3 0 0 

4 0 0 

11 6 0 

Sleepers, wood 

22 0 0 

27 0 0 

27 0 0 

58 10 0 

„ steel 

18 0 0 

22 0 0 

27 0 0 

62 10 0 

Total weight, with wood sleepers 

57 16 1 

72 2 3 

81 5 0 

156 1 0 

„ „ steel „ 

50 11 2 

62 16 3 

75 19 0 

146 7 0 


Ballast. 


BuUb. 

ft ins. ft. Idb. ft iDB. 

Bailway No. 1 20-lb. 

5 0x3 0x0 6 = 0*36 cubic yd. per lin. yd. 

„ 2& 8 25 &30-lb. 

6 0x3 0x0 9s 0*50 „ „ 

M 4 60-lb. 

80x30xl0s0*89 „ „ 
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TABLE A. 

Probable Cost of the Perkakekt Wat, Laid and Ballasted, in the 
United Kingdom. 


Weight of Bail fib Likbal YABi>b ahd Oacgb op Railway. 



- 


- 

— ft 

1 

90 Ibp. 

26lbB. 

30 lbs. 1 

10 lbs. 

1 

9 ft. 0 lOB. 

3 ft. 6 Ins 

2ft.6lllB. 1 

1 

Sn.8|ins. 

1 

£ 1. 1 

t 1. i. 

t t. d. 



t t. d. 

Bails, at £4 lOi, per ton .. | 

141 15 0 

176 12 6 

212 3 6 

363 6 0 

Fastenings, at £15 per ton .. 1 

l(i 17 0 

23 5 0 

27 0 0 

80 6 0 

Steel deepen, at £8 „ .. i 

144 0 0 1 

176 0 0 

216 0 0 

600 0 0 

Add 10 per cent for poiute, | 





croadnga, and ndinge 

30 5 3 1 

37 11 9 

45 10 4 

98 7 0 

Cost of materislB .. .. 1 

332 17 9 

413 0 3 

600 13 JO 

1026 17 0 

Loading and distributing 





matmals along line, at 





2a.6d.pertoi 

6 17 6 

7 15 2 

9 10 0 

18 5 0 

Laying road and lifting, at 


1 



Od. per lineal yard 

C6 0 0 

— 

— 


la. „ 

— 

88 0 0 

88 0 0 


laM. „ 

— 

— 

— 

no 0 0 

BaUaiting, at 2«. 6d. per 





ettUo;^ 

80 0 0 

no 0 0 

no 0 0 

198 0 0 

Add 10 per cent, ftv pointo. 





cnadng^ and sidinga .. 

16 6 9 

20 11 6 

20 16 0 

82 12 6 

Coat of laying, etc. .. 

168 8 8 

226 6 8 

228 6 0 

858 17 6 

Costofmateriala 

332 17 9 

418 9 8 

600 18 10 

1026 17 0 

Coatoflaytaig 

fn.a 1 i .1 

168 8 8 

226 6 8 

228 6 0 

868 17 6 


tpernile .. 
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If coQstnicted in one of our colonies, the cost may amount to 

TABLE B. 


Weight or Rail fib Lineal Yard, and Gauge or Bailwat 



SSlIw 

2ft Olnt 

2511a 

2ft SlM. 

sotla. 

2ft. Stos 

ssite 
sit Sllni. 


£ 1. 

£ I. cL 

£ 1. £ 

£ 1. d. 

MaterialB f. 0. b. England .. 

332 17 i) 

413 9 3 

600 13 10 

1026 17 0 

Freight and landing, at 256. 
per ton 

63 15 0 

78 16 0 

96 0 0 

183 2 6 

Duty free— edd points and 
orossingB 

6 7 6 

7 17 6 

9 10 0 

18 6 3 

Coat of materialB landed . . 

403 0 3 

600 1 9 

606 3 10 

1228 6 9 

Loading, conTeying, and dis- 
tributing matems along 
line, say at 20s. per ton .. 
Laying toad and lining, at 20 

51 0 0 

63 0 0 

76 0 0 

147 0 0 

per cent on EngUsh prices 
Ballasting, at 20 per cent 

79 4 0 

106 12 0 

106 12 0 

132 0 0 

extra to English prices .. 
Add 10 per cent, for pdnts, 

96 0 0 

132 0 0 

132 0 0 

237 12 0 

crossings, and sidings .. 

22 12 4 

30 1 2 

31 7 2 

61 13 2 

Cost of layings etc. .. 

248 16 4 

330 13 2 

344 19 2 

668 5 2 

dost of materials landed .. 

403 0 3 



1228 6 9 

dost of laying, etc. .. 

248 16 4 

330 13 2 

344 19 2 

668 6 2 

Total cost in a colony (prob- 
able) per mile 

£66116 7 

£830 14 11 

£960 3 0 

£1796 10 11 
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CHAPTER V. 

BBIDQEa AND CULVERTS. 

lx may be economy in the fiist instance to construct the bridges for 
local lines of timber, if procurable in the country, so as to lessen the 
first cost. Timber bridges will last for twenty years, and when it 
becomes necessary to renew them, the line may be in such a position 
financially that this can be done out of revenue, or, at any rate, out of 
a sinldng fund provided for this purpose. If stone is plentiful in the 
district, the abutments may be of dry rubble or concrete, with timber 
tops or rolled joists, as may be found convenient. The abutments 
and piers must be built of sufildent strength to support the thrusts 
imposed upon them, irrespective of the gauge or the rolling load ; but 
the superstructure, when of iron or timber, may be made according 
to the rolling load first determined upon. First cost is a consideration 
in constructing local lines, and if the character of the line is not 
likdy to be altered for the space of twenty years, it is a waste of 
money to pay for extra iron, however small, in the superstructure, 
until the standard of the line is changed. 

It may be also more economical in certain places to use timber 
tressds, where the railway runs for a considerable distance above 
the original surface of the ground, say at a height of 10 or 16 ft., 
' instead of making an earthen embankment. These are details that 
can be decided on the spot by the engineer in charge of the construction, 
and much will depend on the resources of the engineer, whether the 
line is economically constructed or not. 

In eroflsing rivers of considerable width, as are nrelt with in our 
oolonieB, with the bed of the stream between high surrounding banks, 
and which are subject to high floods, rising and falling rapidly, at 
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certain periods of the year, it may be advisable to approach the river 
with 1 in 80 gradients, and run across the bed of the river on a 
masonry or concrete wall, say 6 ft. high, rather than build an 
expensive bridge several feet above the highest known flood, with 
deep foundations. 

Communications may be interrupted for three or perhaps four 
days at a time twice a year, but this would not be of so much 
importance as the saving of several thousands of pounds. The 
concrete wall would answer the purpose of a dam which may serve 
for irrigation purposes, or the watering of cattle. Self-acting sluices, 
or other arrangements, would be necessary to prevent communications 
being interrupted by every slight freshet, and which would also allow 
free passage of the water in the main channel at the time of heavy flood. 

Wrought-iron pipes, earthenware pipes, wooden boxes, or tressel 
work might take the place of culverts in small and large water-ways 
in the first instance, as would be found most economical, and in 
tropical countries it would be better to repair washaways, rather than 
anticipate them by extensive precautions years before they would be 
called into use. The interruption of communications now and again 
would not be a serious matter on a local line, and might conveniently 
be risked, if considerable sums of money would be saved thereby. 
In calculating the strength for the superstructure of bridges, a rolling 
load of 15 cwt. per lineal foot may be taken for rails up to 30 lbs. 
per lineal yard for spans of 20, 40, and up to 60 feet, whilst for 
heavier rails the weight adopted on the Indian metre-gauge railways 
may be used. 


Span. 

BolUng load. | 

Welglit of iron In bridge. 

ft. 

tona 

tOOBOWto. 

20 

20 

2 6 

80 

30 

5 0 

40 

40 

7 0 

50 

50 

11 0 

70 

62 , 

Load on bottom 22 0 

»» 

1 

” 1 

„ top 14 0 

160 

110 1 

72 0 


The weights under the Board of Trade requirements for this country 
axe nearly double the above. 

Meel Brf4ge_A light lattice steelrgirder biidgei enitahle ftr 
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ontyiiig a light railway over a valley or river, is shown in Fig. 4 The 
appioziinate prices and weights for several spans, suitable for carrying 
z^waysof 30-in. to metre gauge, with rails 30 to 36 lbs. per yard, and 
locomotives weighing 18 tons, with corresponding rolling stock, are — 



Sp«n 

1 

1 

j^pproxlnuto wirlgbi 

1 I 

Price 

ft. 


ft. 


lOM 

£ 

60 

X 

13 1 

Aide 

20 1 

250 

80 

X 

13 

II 

28 , 

325 

100 

X 

13 

>« 1 

47 

450 

120 

X 

13 

1 

>* 

5.*} . 

650 

160 

X 

13 

If 

95 

1050 


The above prices include construction, erection, painting, tihdng 
down, packing, re-marking for re-erection at destination, and delivery 
f 0 . b. export steamer. 

The approximate weight of iron in the superstructure of bridges, 
suitable for light railways, and capable of carrying a locomotive weigh- 
ing 20 tons and a train, may be given as under, fixed complete : — 


Spni. 

Appitnlinate weight 

Per ton 

Cost 

Per lineal foot 

ft. 

tone 

£ 

« 

£ t d. 

20 

2-5 

12 

30 

1 10 0 

30 

5-0 

It 

60 

2 0 0 

40 

7-0 

II 

84 

2 2 0 

50 

11-0 

II 

132 

2 13 0 

60 

180 

II 

216 

3 12 8 

70 

22*0 load on bottom\ 


168 

2 5 9 

70 

14*0 load on top / 

II 

80 

28*0 

II 

836 

4 4 0 

100 

47*0 

II 

564 

5 12 9 

120 

55*0 

II 

660 

5 10 0 

160 

95*0 

1 

1140 

7 2 6 


In New Zealand, timber bridges * were erected as under : — 


CfialMt 

Mibt. 

Length 

Ana in 

100 eq. ft 

Total coot. 

Ooetpfr 
lOOaq ft 

Coat par lineal ft. 

ft. 

ft. 

ft. 



£ 

89 

484 

267 



11*98 

86 

606 

356 



18*86 

76 

224 

106 

8049 

■9 

18*60 


In South Australia, t a 60-ft. span, capable of carrying a load of 
* Jfia. Prae* ImL tcI. bdiL p. 60. t iUd., toL Iri. p. 86. 
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16 ewt per lineal foot, mth the load on the top of the girders, has 
been built as under. 

With limited headway, plate girders are used 4 ft. 6 ins. deep, 
and in all other cases lattice girders 6 ft. deep. The* girders are 
spaced 6 ft. apart, centre to centre, braced together with vertical 
eross bracing, and stiffened by horizontal sway bracing. The 
girders are fixed on screw piles 21 ins. diameter, spaced 10 ft. 
apart, centre to centre, and braced together. 

The total weight of wrought iron in a bridge of 60-ft. span was 
as follows : — 


Two plate girders, etc. . . 

Two lattice girders 

Gross-head girder .. 

Cast iron in screw piles, 2 piles per 
span, 20 fL above ground and 
10 ft. below .. 

tuu c.t«. 

9 12^ 

7 0 

tonn cwta. 

8 21\ 
18j/ 

7 0 

£ a. tf. 

at £12 per ton = 108 12 0 

at£C „ 42 0 0 

Total iron in a plate-girder span 
„ lattice-girder span 

17 11 

1C 1 

£150 12 0 

or £2 10s. Od pei lineal ft. 


To thu must be added the timber flooring and hand railing. 


In Sumatra, for 35-ton engines, having an axle wdght of 9 tons, 
the wei^t of iron in the superstructure of bridges for the different 
spans is as under: — 


(Smt ipMi baiw««n ftbutaMiits. 

OD top flonge. 

1 Batlway between glrdeiB. 

a. Ira. 

tora 

tone 

6 7 

0-35 


10 2 

0-87 


19 8 

2*40 


23 8 

2*46 I 

1 

26 8 

4*05 

, 6*80 

82 9 

6-76 1 


89 4 

— 

11*21 

49 8 

16*00 

11*38 

65 8 

16*95 

21*02 

82 0 

— 

26*79 

98 2 

— 

40*01 

180 11 

— 

58*66 

168 7 



88*05 

188 9 aidi 

— 

12^02 


The following bridges* have been erected in India, on the 
Afljpiitana State Bailway, metre gauge, and 50-lb. sted rails : — 

* Jfia. Jhif. Tol. 1. p. 154. 
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Naum of river. 

Ifo. of 
openlnge. 

Clear rpan of 
each opening. 

Height of under aide 
of guder to above bed 
of Btream. 

Coet per lineal foot, 
abQtmenta 
aMplen. 



ft 

ft. 

£ a. tf. 

Pempura .. * 

• 3 

40 

23 

14 14 0 

Pailara 

4 

60 

16 

26 10 0 

Amanishah 

4 

142 

48 

48 14 0 

Datra .. 

8 

20 

16 

12 11 0 

Eanowlee 

30 

10} 

13} 

7 15 0 

Jataoli Sabi .. 

130 

22 

10 

11 11 0 


On railways in the Cape Colony, bridges have been erected for 
a 3 ft. 6 ins. gauge railway and 60-lb. rails, including masonry 
abutments and piers ; — 



ft. 


£ a. d. 

1 

200 


45 0 0 

1 

160 


40 0 O' 

1 

80 


31 0 0 

1 

70 


31 0 0 

2 

50 


30 0 0 


The Americans have built tressel work for their railways, 40 feet 
high, at from £2 to £2 10a. per lineal foot. Timber-trussed bridges, 
100 ft. to 150 ft. high, from £5 5a. to £6 15a. per lineal foot, and 
pm-jointed girder bridges, 100 ft. to 200 ft. span, superstructure only, 
at £9 per lineal foot. 

Onlverta. — The culverts can be constructed of concrete, masonry, 
brickwork, timber, or piping, as may be most economical, according 
to their situation, and have either arches, timber, or rolled joists 
for covering. 

The following table of rolled joists, suitable for a rolling load of 


1 ton per lineal foot, may be useful : — 


Span In ftet 


Slaeof Jolat. 

it 

Iba. 

ina. Ina. 

6 

16 

6x3 

8 

16 

6x3 

10 

26 

6x5 

12 

31 

8x5 

14 

36 

10 X 6 

16 

86 

10 X 5 

18 

48 

12 X 5 

20 

64 

12 X 6 

22 

42 

15 X 5 

24 

61 

15 X 6 

26 

65 

IB X 6 

28 

84 

18 X 7 

30 

84 

18 X 7 
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Tbe fdlowing table gives the number of cubic yards of concrete 
or masonry per lineal yard in culverts : — 


She 1 

1 

Arch 

Invert 

Sidee 

Helghl,lBride 

dUBwIfr 

Coble nrdi per 
^ Uneil jaiaT 

ft 

ft iDI 

tni 

ft ini 1 

ft ini 


— 

— 

— 

— 

1 0 

0-60 

— 

— 

— 

— 

2 0 

0 75 

3 

0 u 

0 

1 2 

3 3 

1-60 

4 

1 2 

9 

1 (> 

4 G 

3-30 

5 

1 2 

9 

1 10 

5 G 

4-70 

6 

1 6 

9 

2 3 

6 G 

6-10 

8 

1 6 

9 

2 9 

8 6 

9-0 

10 

1 0 

9 

3 6 

10 6 

no • 


Culverts m masonry, or 5-to-l lime concrete, sides and inverts, 
with timber bearers or rolled joists * — 


Width 

1 Height 

1 

8idei. 

Invert 

Cobic yardi per 
llnetl ytra. 

Length of top 
^rder 

Sin of Umber 

ft. loi 

2 6 

' ft ini, 

6 0 

1 

ft. Ini 

2 3 

ini. 

9 

2^ 

ft ini 

5 6 

ini im 

12x b 

5 0 

1 7 « 

2 G 

9 

5 

8 G 

12 X 6 

10 0 

1 13 0 

3 3 

9 

U\ 

13 0 

14 X 12 
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CHAPTER VI. 

LOCOMOTIVES AND BOLLING STOCK. 

A GREAT aigument in favour of constructing light railways in a poor 
country, and where little traffic is in sight, or the probable increase 
small, on a different gauge from the main line, is, that you can suit 
the rolling stock to the work it has to do, and so proportion the 
dead weight to the live load more advantageously than can possibly 
be done on main lines, where the speed is considerable, and where 
much shunting is inevitable. 

Light rolling stock cannot run intermixed with heavy stock, as 
it would come to grief in the different shunting operations, and, 
moreover, it would be an element of danger in running at high 
speeds. The slightest check in the speed of a goods train running 
downhill, or on a curve, would have a tendency to jump a light 
waggon, in contact with a heavy one, off the road; and railway 
managers will not allow an indiscriminate use of light and heavy 
rolling stock in one train. 

It is not practicable to run a train of Ught rolling stock by 
itself on a main line, as the mainpline tram* passing the several 
junctions may only have one truck to pick up here and there, and 
could scarcely get a full load of light rolling stock in the whole 
length of its journey. Even if this could be done, it is not possible 
to keep the light rolling stock separate from the heavy stock at 
station yards and junctions; and in the shunting operations, the li£^t 
rolling stock must be considerably damaged. 

For light railways to earn the interest on capital, ^and at fiiC 

X 
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same time to cany produce at a low rate^ advantage must be taken 
of every item where economy can be made, and, if economical 
working is a feature — and it must necessarily be an important feature 
in every railway — the rolling stock on light railwayannust be built 
for the work it has to do. 

In our main lines carrying traffic long distances, the working 
expenses are influenced by the increased capacity of the waggons, 
and the consequent reduction of the dead weight to the live load, 
and by the increase of the paying load drawn by increased power 
of the locomotives. 

It is the object of good management to make up the load on 
the train as large as possible, and reduce the number of drains 
This is, of course, sound policy, but the same rule cannot apply to 
light lines, as there is not the same amount of traffic to handle, 
nor the same distance to haul. Were it followed on light lines, the 
service of trains would, perhaps, be one every other day, instead of, 
as it should be to give proper facilities to a district, at least two 
trains each way per day ; and statistics show that, for distances up to 
125 miles, even on main lines, small waggons are better. 

If, therefore, this service is to be obtained, the locomotives and 
waggons must be designed accordingly, and we must not employ 
large engines and trucks to do the work that can easily be done by 
small ones. 

The maintenance of the permanent way, both in labour and in 
renewals, is governed in a great measure by the weight passing over 
it daily, and if, in the carrying of the traffic, we employ vehicles 
having a greater dead weight in proportion to the paying load, so 
much more have we to pay for maintenance expenses. The cost 
of haulage per train mile m the same whether the engine pulls live 
or dead load ; but the revenue per train mile is, of course, more, the 
greater the paying load is to the dead load. 

ftoeomotUea.— These should generally be of the tank type, with 
four or six wheels coupled according to the work to be done, but every 
engine should have more than four wheels. A foujt-wheel engine is 
generally very tinsteady in its running, and destructive to the road, 
causing increased cost of maintenance. Four-wheel-coupled engines 




COVERED GOODS WAGGON. 





. LOAD HAULED ON YABIOUB GRADIENTS. 
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should have a radial axle or a bogie, to give greater steadiness. The 
engine shonld not be heavier than is required to produce the necessary 
tractive force by adhesion, and the weight on the driving wheds must 
be proportioned to the weight of the rails. 

Unless the traffic is veiy heavy, or other conditions are unfavour- 
able, a four-wheel-coupled engine is to be preferred to any other, both 
on account of the facility it has in passing round curves, and of its 
being less destructive to the road. In these light engines the hand- 
brake should be placed conveniently for the driver to work, so as to 
dispense with a great portion of the labour of the fireman on the 
engine. The fireman would act, when required, as brakesman to the 
front of the train, and would assist in all shunting operations, whilst 
the gua^ would attend to the brakes at the rear of the train. 

The speed on these light lines will necessarily be slow for goods 
traffic, and, except in special cases, continuous brakes will not be 
required ; but a simple arrangement might be adopted, by which the 
lever-brakes could be lowered from the engines by means of a cord. 
The engines should have a gangway along each side and at the ends, 
as is now done on contractors’ engines in this country, so that the 
firemen might easily pass from the engine to the adjoining vehicle. 

The cost of fuel and repairs may be kept at a minimum by keeping 
the speeds on gradients (below the ruling gradient), and on the level 
within proper limits, which on the level should not exceed 18 miles 
per hour for passenger trains, and 12 miles per hour for goods trains. 
Engines for light railways can be designed to have a tractive force per 
ton weight of about 321 lbs., including friction, and the speed required 
to develop the maximum tractive force is 7 miles per hour, and this 
should be the speed on the steepest gradient. The haulage load on 
the various gradients will therefore be — 


Maximum Weight of Tbaih in Tons ok Gbadient of (exclusive of Ekginx) — 


XngliM wtl^t. 
Tom. 

Tractive 

force. 

Tom. 

1 In 
200 

1 In 
100. 

1 In 
80. 

1 in 
00. 

lin 

50 

1 In 
40 

1 in 
80. 

1 in 
85. 

lin 

SO. 

1 

n 

1-0 

182 

76 

61 

46 

38 


21 

16 

12 

2 

.. Ill 

1-6 

200 

118 

92 

70 

67 

46 

81 

26 

18 

8 

.. 16 

2-0 

265 


122 

92 

76 

69 

42 

88 

24 

4 

.. 22} 

8*0 


2$6 

183 

128 

114 

89 

68 

49 

35 
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LIGHT BAILWATB. 


Hie vateriiig stations may be placed at a distance of two hoars’ 
nm, as it would scarcely ever happen that the engine would have to 
exert its nuudmum power for so long a time. These stations should 
also be of the simplest character, and were the engifle fitted wilh a 
pump, no overhead tank would be necessary along the line at any 
place, except at the engme-sheds. The coaling stations might be 
arranged at every second water>tank. For extra long runs, or in 
places where it would be difficult to get water or store coal, a tender 
would have to follow the engine. 

Tar passenger and parcel traffic on lines with light traffic, a steam 
carriage may be advantageously used. It can be constructed ^ hold 
firom 60 to 100 passengers, and travel at a speed of 25 miles an hour, 
or even up to 37 miles an hour, if necessary. The steam-carriage 
alone consumes about 7 lbs. of eoal per hour, and can be constructed 
to carry water and coal for a 50-mile run. There is a great saving 
effected in using these carriages, as the working expenses and main- 
tenance of the road is less than one-half that of an ordinary light 
railway, and the travelling is quite smooth and safe. The carriage 
can be started and stopped much more quickly than a small train, 
and as the passengers themselves supply the extra weight required 
for adhesion, there is consequently a great reduction in the dead 
wdj^t of the steam-carriage itself. The cost of a carnage varies from 
£600 to £1500. 

OoBspouad lioeoasotive.— The illustration (Fig. 5 a) shows a type 
of compound locomotives— there being one hij^-ptessare cylinder 
exhausting into a reheating receiver in the hot-smoke box, and thence 
into the two low-pressure cylinders outside— this gives the same 
numbw of exhausts as an ordinary locomotive, and is effective in 
making a steady blast. 

The engine, one of several built by the Avonside Engine Company, 
for a 2 ft. 6 ins. gauge railway in South America, is of the dimensions 
given in the subjoined list (p. 54). 
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Dimekbiokb of Engine Illustrated in Fig. 5a (p. 63). 

15 ins. by 16 ins. stroke. 

30 », 


1 high-pEesBure cylinder 

2 low-pressure cylinders 

Fixed wheel-base 

6 oou^ed wheels 

Trailing bo^e (4 wheels) 

Leading pony tnick (2 wheels) 

Heating surface, tubes 

„ fire-box 

Tank capacity 

Bunker capacity 

Working pressure 

Weight on any axle not exceeding 7 tons 


... 7 ft. 

. . 8 ft. in diameter, centre wheels 

having no flanges. 

2 ft. in diameter, 
do. 

676 square feet. 

70 

860 gallons. 

90 cubic feet. 

180 lbs. per square IncJ^. 

Total weight, 87 tons, in work- 
ing order. 

Bails, 86 lbs. per yard. 


Sleepers are spaced about 2 ft. 5 ins. centres. 


In order to make an engine with a long total wheel-base accommo- 
date itself to the road, all the coupled wheels and the pony truck are 
compensated together, and to give great lateral flexibility when on 
sharp curves the hind bogie and front pony truck are free to move 

9 ins., subject to controlling springs. The draw gear also — which 
pulls from a point near the centre coupled wheels — can move laterally 

10 ins. at the buffer beam. 

The adoption of compound engines was determined by the great 
cost of fuel and water they were to use, and it has been found in 
actual working that they save about 25 per cent, on these items over 
plain engines doing the same work. The engines are reported to 
run very steadily, and are probably the largest engines made for the 
2 ft, 6 ins. gauge. 

The reversing handles are arranged so that both high and low- 
pressure cylinders may be worked in various grades of expansion. 
The sanding is done by Gresham's steam sanding apparatus. The 
starting apparatus is by a simple valve whidi admits a small amount 
of hig^-pressuie steam into the low-pressure cylinders, and it has 
been found in practice to be very effective. There is a safety-valve 
on the receiver to blow off at 125 lbs. per square inch. The engines 
have cabs of oommodiouB pattern, having a clear working space for 
driver and stoker of 6 ft. by 4 ft. 6 ins. 

Xbe tractive force of these engines is 10,870 lbs. 
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The following liable gives details of the various types of loco- 
ibotives shown in I^s. 6-11 (see next page) : — 

TABLE C. 


Fabtioulabb of Looohouvbs in Aotuai. Use. 




« 

Fig. 6. 

Fig. T. 

Fig. 8. 

Fig. e. 

Fig. 10. 

Fig. 11 

Weight of nuls on which 









engine is now working .. 

lbs. 

20 

26i 

30 

30 

40 

36 

36 

Ghiuge of railway on which 









engine is now working .. 

feet 

2 0 

2 0 

2 6 

2 0 

2 0 

2 6 

2 6 

Diameter of cylinders 

ins. 


91 

9 

9 


12 

13 

Stroke of cylinders .. 

ts 

11* 

12i 

16 

14 


18 

18 

Diameter of coupled wheels 

feet 

2 0 

2 li 

3 3 

2 8 

2 2 

2 9 

2 9 

Rigid wheel-base 


3 0 

4 7 

6 3 

5 4 

5 6 

6 6 

6 9 

capacity 

cwts. 

25 

30 

40 

12 

— 


20 

Water „ .. * 

galls. 

760 

900 

800 

380 

600 

400 

700 

Weight of engine in working 









Older 

tons 

8i 

13 

00 

rH 

14i 

13J 

25 

28 

Tractive force 

lbs. 

2240 

3360 

3860 

3543 

5000 

7700 

9100 

Gross load hauled up (exclu- 









sive of engine)— 









linSO 

tons 

61 

92 

92 

98 

137 

213 

244 

1 „ 40 

IS 

30 

45 

45 

48 

66 

105 

118 

1 „ 26 

ft 

16 

25 

25 

27 

87 

67 

66 

Radius of curves round which 









engine will pass freely .. 

feet 

49 

82 

100 

70 


182 

166 

Price of locomotive .. 

£ 

846 

1136 

1020 

926 

H 

1665 

1860 


* Similar to Fig. 6, but with four wheels coupled. 


Waggons and Oaarviagoa.'^or lines of light traffic the most 
economical waggons are those of the four-wheel type, caxiying 6 to 6 
tons in paying load, and weighing fix>m 1^ to 2 tons. This gives 
a proportion between live and dead load of 3 to 1. Bogie trucks can 
be used for special purposes, such as the conveyance of cattle or other 
special traffic; but trucks can be so arranged that small animals, as 
sheep, goats, or calves, can be conveyed in the ordinary waggons in use. 

Bogie trucks are not suitable generally for diort lines, say under 
125 miles in lengUi, where the traffic is distributed thiongliout the 
length of the line, and which has to be picked up here and ihera. 
niese tmdEs will cany 10 tons, and having a four cubic capacity; it 
is not eai^ to get them folly loaded at one station; c o nsequently 
there is a probability of their being only partly loaded, and a maas 
of d e«d weight is added to the train for no puxpoae. It is also laoM 




56 


light railwais. 



Fio 6 —Gunge 2 ft rail, 26J II d 



iMOTtVB OM THE MO«Vl RAIL’WAY. 





Plate II 



Fio. 8. LOCOMOTIVE ON THE FESTINIOG RAILWAY 




Plate 111. 



Flo. 9« LOCOMOTIVE ON DARJEELING RAILWAY. 






F»6 io locomotive on ANrOFAGASTA AND BOLIVIA RAILWAY 




Plate 



II LOCOMOTIVE ON ANTOFAGASTA AND BOLIVIA RAILWAY 





WAGGONS AND CABBIAGBS. 
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economical in working light lines to have as few types of waggons as 
possible, and it will generally be found that waggons about 14 ft long 
and 6 ft. 6 ins. to 7 ft wide, inside measurement according to the 
gauge of 2 ft. 6 ins. or 3 ft. 6 ins., will be large enough for ordinary 
traffic. 

The open waggons can be 1 ft 3 ins. deep, whilst waggons 3 ft 
deep, with a cross-bar from end to end on top, on which can be 
stretched a net for cattle, and a tarpaulin for covering goods, will 
serve for both a cattle-truck and a covered van, with wheels 1 ft 10 ins. 
diameter. 

The waggons can be of light construction, as although they may 
be made strong enough to carry five tons at low speeds, it will be 
found in practice that they will scarcely ever be called upon to cany 
this weight on the lines under consideration. These waggons would 
not cost more than £45 each. The lightest waggons on the ordinary 
4 ft. 8^ ins. gauge working on the main lines, carrying 6 tons, weigh 
4^ tons, whilst the same waggons on the narrow gauge weigh 2 tons. 

The passenger carriages would also be on the same scale of lightness 
as the goods waggons, and it may be advisable to construct these on 
the bogie principle. 

The first-class carriages may be either divided into square com- 
partments seating nine passengers, arranged with sleeping berths and 
lavatory arrangements, or with the seats longitudinally, as in a 
tramcar. They should not weigh more than from 220 to 320 Iba per 
passenger, and the cost will be about £10 to £14 per passenger carried. 

The third-class carriages can be both opened and closed, according 
to the class of traffic, and should weigh &om 220 lbs. per passenger, 
and cost from £4 per passenger. 

It is not advisable to have more than two classes on light railways, 
and if short of rolUng stock at any time, the goods waggons should be 
available for fitting up as third class, and might be so designed as to 
serve this purpose. 






X* 

Im 
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InsiAir Special Oavoe (2 ft. 6 ins. and 2 ft, 0 ina.) Bailwats. 



Johat 

Daijeellng. 

Oaekwii. 

MotfI. 

u 

LocoTMfHvei^ 





Locomotiyes on list, total 

7 



11 

Average number constantly under repedr 

1 

0-05 

1 

1 

Coaching (vehicles)— 





Total on list 

10 

66 

31 

84 

Average number constantly under repair 

1 

1-5 

1 

2*26 

f OfOtl/aOp™" 

Goods 

71 

167 

200 

97 

Average number constantly under repair 

3 

3 

3. 

6 

Brake-vans 

— 


6 

. 6 

Total vehicle stock on list 

81 

223 

237 

187 

Average number constantly under repairs . . 

4 

4-6 

4 

8*76 

Locomotives per mile 

0-26 

0-31 

0-08 

0*11 

Coaches „ 

0-37 

1-1 

0*43 

0*86 

Vehicles „ 

2-63 

3-27 

2-77 

I 

1*0 


Passmgeb Garbuoes fob Light Bailways. 



Fio. 12.— Open Thiid-olBH Oaniage. 


Wdght of raile 

Gauge of railway 

Length of carriage 

Width „ 

Wei^t of caniage carrying 32 paeaengera 

Diameter of wheda 

Centres of hogiea 

Price 


... SOlba. 

... 2ft.6ina. 

... 28 ft. 7 ins. 

. . 6 ft. 8 ins. 

... 8tons6owts. 
... 22 ins. 

... 12ft.9ins. 
... £200 
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Fio. 13.— Oompofite Carriage. 


Wdght of rails 

30 lbs. 

Gauge of railway 

2 ft. C ins. 

Length of carriage 

24 ft. 3 ins. 

Width „ 

6 ft. 8 ins. 

Weight of carriage canybg 10 first and 22 third*clafui 


paaaengera (= 32) 

3 tons 18 cwts. 

IKameter of wheels 

22 ins. 

Centres of bogies 

13 ft. 6 ins. 

Price, as above illustration 

£260 

First dass only 

£280 

Brake van, with postal compartment. 


Length, total 

12 ft. 

Length postal compartment 

6 ft. 6 ins. 

Width of carriage 

fifUSins. 

Whed base 

6ft. 

Wdj^t 

2tonBl7cwt8. 

Price 

£147 


BOGIE TBAHOAB. 


frl 



CO 

d 

CO 

s 


CD 

. to 
oi ^ 



£255 

£270 
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PLATE YL (Fio. 15).— Boon Balooh Oauuaoe. 

W^t of rails 26 lbs. 

Gauge of railway 2 ft 6 ins. 

Lengthof caniage ... 29ft6ins. 

Widtih „ 6 ft. 7 ins. 

H«ght in^ 6 ft. 9 ins. 

Price of firat-daaa carriage carrying 19 passengers ... £150 
Price of second-class carriage carrying 48 passengers ... £320 



Platb VI 



Fic 1C UrtTilF ^Atnnn f'AWWTAfiW 







Gauge 2 ft and upwards ; to carry 56 passengers. Price £116. 


Plate VII 



THIRD CLASS 





Plate VIII 



FIRST r-T OPEN EACH END, WITH CLOSED COMPARTMENT IN CENTRE 





Platk IX 



CIASS CARBIDE. NORTH WALES NARROW GAUGE RAILWAY 





Plate 



Fig i8 GOODS WAGGON 




GOODS WAGOOKa 
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PLATE X. (Fig. 18).— Goods 

Weight of rails 

Gauge of rulway 
Length of waggon 
Width n 
Height of side 
Load carried 

Weight of waggon 

Price 


Waggon. 

... 25 lbs. 

... 2 ft. 

. . 16 ft. 2 ins. 

... 6 ft. 

. . 9 ins. 

4 tons. 

... 1 ton 18 cwts. 

. . £41 


F 
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PLATE XI. (Fig. 19).-Goods Waggon. 


Weight of rails ... 
Gauge of railway 
Length of waggon 
Width n 
Height of sides 
Load carried 
Weight of waggon 
Price 


... 25 lbs. 

... 2 ft. 

... 29 ft. 9 ins. 

... 5ft. Sins. 

... 1ft. C ins. 

... 8 tons. 

... Stonslhcwts. 
... £89. 



Plate 



Fig 19 GOODS WAGGON 




Plate XII 



GOODS WAGGON 





BOGIE OOTEBED GOODS WAGGON. 
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Fi 6. 20,— Bogie CoTcred Goods Waggon. 


The above waggon is specially adapted for carrying large loads on 
narrow-gauge lines. The nnderframing is of wrought iron channel 
section, strongly stayed. The framing of body is of wood with match- 
boards of best red deal on outside, or, if for a tropical climate, iron 
plates. The roof is of stout canvas bedded in paint, and perfectly 
watertight. For tropical climates an extra outside roof of corrugated 
iron is recommended. The side-doors arranged to slide, and fitted 
with rollers and guides. The wheels are of chilled cast iron or steel. 
If required, the waggon can be fitted with a screw brake worked 
from guard’s seat on the roof or from a platform at end of waggon. 


Gauge. 

length. 

^ Width. 

1 Height. 

Price. 

ft. Ini. 

ft. Ins. 

1 ft. ins. 

ft. Ins. 

£ 

2 0 

20 0 

6 6 

6 0 

£146 

2 6 

26 0 

6 0 

1 

6 0 

£146 

Uetn, orS 6 

26 0 

6 6 

1 

6 0 

£160 





BOaiE SUGAB-OANB OB FORAGE WAGGON. 
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0 

1 




Price. 

£ 9 . d. 

20 0 0 
21 10 0 
24 0 0 

S H 

n 

1 

•dOOO 

dOOO 

iHiHiH 

Extra for 

ononetiogie. 

•^ooo 

•SiOiOlO 

1 

& 

oi poets. 

JcOCDA 

i 

i 

Breadth. 

|»oe» 

(2^1010 

Length. 

ft. ina. 
12 0 
12 0 
12 0 

j 

of wheels. 

J©9 09-^ 

1 

I 


ft. ina. 
2 0 

2 6 

Metre, or 3 6 
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Gauge 2 ft. and upwards ; to carry 4 horsss. Price £133. 


BOGIE COVERED VAK. 
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CHAPTER VII. 

PBOBABLE COST OF CONSTBUCTION AND EQUIPMENT. 

The cost of construction and equipment of any railway, obviously 
depends on the character of the railway, of the country through which 
it passes, and the amount of traffic it has to carry. All that can be 
done here, is to suggest the probable cost of certain railways in easy 
districts, and to cite what other rimilar railways have cost, in detail. 
From this a comparison can be made of various types of railways, 
which may enable many to form an approximate estimate, of what a 
particular railway may cost in a certain district. 


Survey 

Engineering and supervision 
Earthworks .. 

Bridges and culverts 
Permanent way and ballasting 
Stations and buildings, etc., sav 
Bolling stock 

Temporary works and sundries 
Probable cost per mile 


Weight of Bails, and Gauge or Bailwat. 


1 

1 20 lbs. 

' 2 ft. 0 Ins. 

so lbs. 

2 ft 0 Ins. 

80 lbs. 

3 ft. 6 Ins. 

60 lbs. 

8 ft. 0 ins. 

£ 

£ 

£ 

£ 

25 

25 

25 

25 

125 

125 

125 

125 

200 

250 

350 

400 

200 

250 

350 

500 

500 

730 

864 

1385 

50 

50 

60 

70 

250 

300 

350 

460 

100 

100 

100 

150 

£1450 

£1830 

£2224 

£3106 


Land has not been considered. 

Fencing may or may not be required, and, in any case, the cost 
would be the same for each line. 
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The following light railways have been estimated for : — 

I Wbiomt or Baiu, akd Oavom or Railwat. 



Qnceoa- 

land. 

BtrbAdoes. 

Cape Colony. 

Enaiaiid. 

Ceylon. 


3611m. 

3 ft. 6 ins. 

4011m. 

3 ft. 0 Ins. 

46 lbs. 
3ft. 6 ins. 

80 lbs. 
2ft.6ln8. 

60 lbs. 

4 ft. StlUB. 

46lbfl. 

6 ft. 6 ins. 


£ 

£ 

£ 

£ 

£ 

£ 

Survey 

— 

— 

30 

25 

— 



Engineering and super- 
vision 

100 

64 

100 

125 

1 

1J7*7 

Land .. 


222 

80 

— 

150 

28*0 

Fencing 

150 



80 



360 

^17*3 

Earthworks . . 

COO 

293 

703 

250 

165 

Y32*8 

Bridges and culverts .. 

640 

225 

752 

250 

300 

469*6 

Permanent way and 
ballasting .. 

1418 

1194 

1736 

950 

1364 

1326*0 

Stations, buildings, etc. 

CO 1 

'70 

324 

50 

50 

106*6 

JioUing stock .. 

— 

527 

300 

250 

200* 

162*3 

Temporary work and 
sundries 

no 

125 

170 

100 

111 

98*1 

Contingencies .. ^ 

— 

1 

— 

— 

— - 

179*2 

Estimate per mile 

£3078 

I £2720 

£4275 

£2000 

£2700 

£2737*5 


Estimate of cost per mile of a light surface line of railway, with 
60-lb. steel rails, by Mr. Price Williams. 


Febuanent Wat. 

£ f. d, 

96 tons steel rails, 60 lbs. per yard ... at £5 475 0 0 

8*22 „ fish-plates at £8 16s. 28 6 9 

0*65 „ bolts (No. 1408) at £16 6s. 6(/. ' 10 12 3 

2*80 „ spikes (No. 7744) at £18 8s. 87 10 8 

1986 sleepers, 2 ft. 10 ins. centres, 8 ft. x 9in. x 4 J ins., at 2s. 6d , each 242 0 

1760 lineal yards laying road at Is. 8cl. 146 13 

1200 cubic yards ballast, 6 ins. deep, under sleepers ... at 5s. 300 0 


0 

4 

0 


2200 cubic yards earthwork (forming) ... 

£1 240 

Sidings, switches, crossings, etc. — 

CuWerts, waterways, side drains, etc. ... 

Station platforms, etc. 

Land, 8 acres per mile 

8000 lineal yArds fencing and gates 

liOcomotiveB, 

Oontingendes, 6 per cent., say 

, Total cost per mile 

, ’ K<mL— In fl^s estama;^ Mr. Price WUliams has allowed nothing for En- 
Ijtaearingt Prowiioo, or preliminary expenses. ^ ^ 

* Locomotives only. 



£1240 

2 

7 

... 

... at Is. Od, 165 

0 

0 


124 

0 

0 


800 

0 

0 


60 

0 

0 


...at £60 160 

0 

0 


860 

0 

0 


£2889 

2 

7 

... 

200 

0 

0 

... 

111 



... 



0 

0 
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The following li^t railways have been constructed : — 
In India.* 



WBioar OF Rails, and Gauge of Railway. 


Hjdsnbsd. 

Umarkot. 

Gaekwai's 

Dabhoi. 

Morrl. 

Blcktneer 

section. 

Tlrhoot 

section. 


60 lbs. 

30 lbs. 

SOlba. 

40 lbs. 

401te. 


6 ft. 6 Ins. 

2 ft. 6 ins. 

2 ft. 6 Ins. 

3 ft. 3flns. 

8ft. 8| Ins. 

Preliminary expenses .. 

£ 

£ 

£ 

£ . 

£ 

44 

36 

14 

12 

40 

Land 



1 


214 

Formation 

164 

) 


132 

236 

Bridgework 

333 

1 405 

520 

9 

889 

Fencing 

23 

1 


0-6 

199 

Permanent way and ballast 

1036 

985 

762 

1105 

1755 

Stations and buildings .. 

176 

271 

30 

101 

691 

Plant 

24 

9 

12 

9 

127 

Rolling stock 

9 

271 

278 

181 

676 

Greneral charges .. 

866 

148 

92 

17 

299 

Cost per mile 

£2701 

£2125 

£1709 

1 £1566*5 

£5124 


In Europe.* 


Weight of Bail, and Gauge of Railway. 



Caen to 
Dlvea-en- 
Lno, France. 

Flthlyiers 
to Toury, 
France. 

Belginm. 

Corrls. 

North 

Wales. 

Oogher 

Valley. 

Ireland. 

Wooton 

tramway. 

SOlba. 

aft.01na. 

lOlbe. 

2 ft. Gins. 

35 lbs. 

8 ft. 8| Ins. 

8ft. Sins. 

46 lbs. 

8 ft 0 Ina. 

48 lbs. 
4ft. ^las. 


£ 

£ 

£ 

£ 

I ^ 

£ 

Cost of cGnstruction . . 

) 

1223 

2038 

) 


1600 


|2143 



|l814 

1 3286 


91 rolling stock .. 


328 

650 

1 


400 

Total cost per mile 

£2143 

£1551 

£2688 

£1814 

£3286 

£2000 


** Bee also Chap. X. 








76 


UGHT BAILWAra 


la our CiolODies* 


Weiqbt of lUii, AHD Oauqs OF Bailwat. 


1 

Sontb AoBtnlU. I 

1 

Gape Colony. 

NewSoatb 

WalM. 


40 lbs. 

5 ft. 3ilM. 

40 lbs. 1 

3 tt. € iuB. 1 

451bii. 

3 ft. 6 Ids. 

4 ft. ins. 

1 

1 

Cost of construction .. \ 

£ 

5000 

£ 

3548 

£ 

4700 

£ 

3708 

„ rolling stock 

1 

— 

i 

' 161 

Total cost per mile .. j 

1 

j 5000 

i 3548 

1 4700 1 

3869 


In tliiR country two light railways are being constructed, one on 
the standard gauge, from Castle Cary to Somerton (capable of carrying 
the Great Western rolling stock). There are to be no stations or 
signals, and the capital cost is to be £5000 per mile. The other 
railway is to run from Barnstable to Lynton, on a gauge of 2 feet. 
The capital cost is to be £3,660 per mile, but the cost of construction 
is estimated at £2614 per mile. 

In India, a railway on the 2 ft. 6 ins. gauge, with 30-lb. rails, is 
under construction, from the Barsi Boad Station of the Great Indian 
Peninsular Bailway to the town of Barsi, a distance of nearly 22 miles. 
The capital cost of the line is £3,409 per mile, which is sufficient to 
provide for the complete and efficient construction and equipment of 
the line, including rolling stock, and to meet all preliminary expenses, 
an d the payment of interest on capital during construction. The 
traffic on the railway is estimated at 70,000 tons of goods and 63,000 
passengers annually, or 3182 tons and 2863 passengers per mile per 
annum. 

* See aho Chap. X. t Without rolling stock. 
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CHAPTER VIII. 

WOBKim EXPENSES. 

The working expenses of railways depend upon several conditions, 
which vary on different railways. The length of the railway, and the 
quantity of the traffic, the gradients and curves, the cost of fuel and 
labour, aU have a direct effect on the carrying cost, irrespective of the 
gauge of the railway; but, as has been previously stated, it is as 
economical to move a ton of goods or a passenger on a narrow-gauge 
railway as on a broad one, if like with like is compared. 

Where the traffic is very small, not reaching more than £300 per 
nule per annum, the balance is more in favour of lines built in accord- 
ance with this traffic, both as to gauge and strength, than of others built 
to the standard of the main lines, or of lighter construction, to carry 
the main-line rolling stock without the engines. Whatever the traffic, 
there are certain standing charges to be paid, which will not vary to 
any great extent, whether the traffic is light or fairly heavy. The 
general management, the superior supervision, and station staff, will 
be the same for a light line as for a heavy one, with small traffic ; but 
the expenditure in maintenance, both for labour and materials, will be 
greater on a line canying heavy rolling stock than on one caxiying 
light roUihg stock for the same amount of traffic. 

The usual expenditure for labour on maintenance of lines carrying 
the main-line tolling stock averages one man per mile of railway, 
whilst the same on lines of lighter construction is as low, in some 
instances, as 0*18 per man per mile. The haulage expenses and the 
shunting operations of lighter rolling stodc will be additional items 
of economy, whilst the proportion of live paying load to dead load 
^irill be more favourable in the case of the lighter rolling stock. 

On a line now working, 400 miles long, with a traffic of about £300 
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per mile par annum, the average freight load was only 2*49 tons in a 
vehiele capable of carrying 5 tons, and the percentage of freight to 
total weight on rails was 43 32 per cent. Had the main-line rolling 
atock of the country been employed for this traffic, the per centage of 
freight to total weight would have been about 33 per cent. 

It has been stated that the standing expenses of light lines with 
email traffic, say under £500 per mile per annum, will amount to 
about £70 per mile per annum, and the working expenses will be this 
eum, with an addition of \ of the receipts. That is, if the revenue 
of a line amounts to, say, £300 per mile, the workmg expenses may 
be expected to reach £70 + = £170 per mile per^imum, 

or, say, 5G per cent, of gross earnings. The train mileage per mile 
per annum for this traffic would probably amount to 3000 train 
miles, or nearly Is. 2d. per train mile, as low a figure as may be 
expected to be reached in this country on any light railway, carrying 
passengers and goods traffic, unless under very special circumstances 
If a line constructed for this traffic is to earn, say, 4 per cent, on its 
capital, after paying working expenses, the capital cost must not 
exceed £3000 per mile. 

There are no light railways in this country, excepting perhaps 
one or two, which are worked at as low a figure, but which must be 
attained, if the railways are to be a financial success. The railways 
in the Isle of Man (see Chap. X. for details) are worked at 2s. per 
tndn mile, and earn 4s. Sd., but this is less than 50 per cent, of the 
receipts ; whilst the locomotive charges, including cost of repairs, is 
only 6'75d. per train mUe — 

The Corns Bailwsy is worked at 2«. 2d, per train mile, earning 3«. 2d, 

The EaaingwoLd „ „ la. 10(2. „ „ 2a. Id, 

The Glyn Valley „ „ la. Id. „ „ 2a. 2d. 

The Golden Valley Bailway, worked by the Great Western 
Bailway Company, using the main-line waggons, but light engines 
and ooadieB, with a traffic earning Is. 2d. per train mile, is worked 
at Is. 8d. Compared with the other railways, this line is only 
charged with a proportion of the ^^repairs to waggons” and traffic 
charges. 

The Woiwton and Stoney Btratibrd Bailway is worked at la. Od, per train mile. 

The WooUm Tramway „ „ 8d „ 
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The working expenses of the so-called light railways in Irelaiid 
vary from Is. hd, to 28. 7(2. per train mile. 

The main results of working the light railways of Belgium is 
10(2. per train <mile, or £204 per mile per annum, earning Is. or 
£286 per mile, and, on account of the very low rates charged — ^under 
Id. per ton per mile — the expenses are 71*31 of the gross earnings. 

Each line, or series of lines, is worked by a private company or 
firm, which provides all labour, fuel, etc., and executes all repairs 
both to the works and rolling stock. The agreements vary on nearly 
every line. The principal items are as follows : — 

On the Ostend-Eurnes line, the working company receives — 

70 per cent, of all receiptR up to £288 per mile per annum. 


69 


yy 

yy 

£320 

68 

>1 

yy 

yy 

£352 

65 

yy 

yy 

$* 

beyond thib sum. 


On the Ostend-Blankenberghe the agreement is — 

All receipts up to £128 per mile ; 44*95 per cent, of all receipts up to £320 per 
mile, with a deduction of 0*1 per cent, for every additional £6*4 per mile above 
£320. The working company is guaranteed a mmimum of £128 per mile by the 
National Society. 

The details of the working expenses of local railways in other 
countries are dealt with in Chapter X., and particular attention 
should be given to the Palmerstone and Fine Greek Bailway, in South 
Australia. This railway is worked at a cost of only £78 per mile, 
but giving only 214 train miles per mile per annum. 

In comparing the locomotive expenses on a broad- and narrow- 
gauge railway, the statistics, furnished by the Locomotive Super- 
intendent of South Australia, show good results in favour of light 
narrow-gauge railways for small traffic. As will be seen from 
Table S, the relative cost of consumption of coal and lubricants per 
100 tons per mile is less on the narrow gauge than on the broad. 

In New South Wales, the lismore-Tweed line is worked at a 
cost of £84 per mile per annum, giving a train service of 607 train 
miles per mile per annum, or a train each way per day. The revenue 
is so very small, amounting to only £69 per mile per annum, that 
it is questionable whether any railway with this small amount ckf 
traffic, even of the simplest and most economical type, could do more 
than pay working expenses. 
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•Pm trorkiag expenses on light lines in onr colonies, vith a 
tnin Mirrioe of not less than 1200 train miles per mile per annum, 
dwold not exceed 2s. 6(2. per train mile; but, of course, this will 
d^end on many circumstances, and particularly on theJengih of the 
line, and also on its quality and type. 

" The ordinary daily run of a locomotive is about 100 miles, and, 
consequently, a line 50 miles long, or in multq^les of 50, will be 
more economically worked than, say, one of 30 miles. The former 
will allow an engine to complete the double journey in one day, and, 
consequently, both men and plant are fully employed. Fixed charges 
will also be less per train mile the longer the distance to divide 
them over. 

A well-constructed, well-baUasted and maintained little raij^way, 
with rolling stock in good order, will be more cheaply worked than 
the ordinary railway constructed for the sake of economy, with the 
secondhand rails, shaky rolling ttock, and patched-up locomotives 
of tile main lines. 

Bailways constructed for special traffic have been worked at a low 
cost per mile, and the following statistics will show what has been 
done on a railway in Brazil for sugar traffic. 

The railway is 100 miles long, with branches, laid with rails 
14 lbs. per lineal yard, and the total cost, including equipment, was 
£1263 per mile, or a total cost of £126,300. 

The working expenses are : — 

Per mile per enn. 


Maintenaiice ... 
Locomotive ... 


Bepaira to rolling stock 

Management 

Sundry charges 


... 16-3 
... 2-0 

... 37-0 
... 4-7 


£ 65-0 

The gross earnings amounted to £225 per mile per annum. The 
working expenses are therefore 28*8 per cent, of gross earnings, 
and the net return on capital is* 12'6 per cent, The traffic carried 
amounted to 45,000 tons. 
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CHAPTEE IX. 

TEE FINANCING AND WORKING OF LIGHT RAILWAYS 

In the financiiig and working of light railways in this country and 
in our colonies, every precaution must be taken to ascertain that 
the railway has some future prospect of paying its way, and the 
following elementary rules must be observed : — 

** 1. The most careful possible estimate of earnings must be made, and without 
being turned aside by mirages, which lead not only County Councillors but also 
working Companies aside, we must resolutely refuse to have anything to do with 
lines where we cannot feel sure of immediate earnings of at least SOs. per mile per 
week. On general principles, we shall not be far wrong in assuming that a line 
which serves a district where there are manufactories of some kind, and a dense 
jiopulation, will always pay its working expenses, whereas a line which has nothing 
but agricultural traffic will rarely cover its working expenses, unless it leads directly 
to an important town. 

** 2. We must get rid of all the unnecessary surplusage to which the main lines 
have too much accustomed us. Let the railway be as far as possible a high-road, 
and worked with the most stiict economy. Do not demand three trains each way 
ilaily at the outset, as a matter of course. Almost all the places where light lines 
are asked for have at present only two connections by public vehicle each way daily, 
one in the morning and one in the everung^ It would, therefore, be only reasonable 
for poor lines to only have two trains each way daily, which ought to satisfy the 
inhabitants by their additional speed and additional comfort. Later on, if the 
receipts increase, the Department may require a third train to be put on under 
conditionB laid down to start with in the cancession. If this be done, there will be 
little risk to fear insufficiency of receipts. Unfortunatdy it would be very difficult 
now to induce people who have got their light lines to consent to one of the e ris ti n g 
trains being taken off, though in fact it may be practically empty. 

** 3. The number of locomotivea required mi^t be somewhat reduced, and there 
might be certain motor vebidea which, either alone or drawing a single carriage, 
could at certain hours give an additional service on the most populous portion of ^ 
line, such as the suburbs of a town. 

There shoqld be some modification introduced into the requirement that 
there shiffi be for each Department a separate working Company, and a aingle working 
Company mig^t be allow^ to work the lines of two or more adjoining Bepartmente 

O 
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^MAdoh tie in similar conditions. In this manner the general expenses would be 
diminished, and also the cost of repairs.** * 

In Great Britain it may be said that we have practically no light 
raUways, and that all the railways have been built b^ private enter- 
prise without the assistance of the State or of any local corporations. 
The competition here has been so keen amongst the great railway 
companies, that they have undertaken the construction of branch 
or feeder lines in districts where it was almost impossible for the 
traffic to do much more than pay working expenses, even if so much 
These lines have all been constructed on the standard gauge, con- 
forming in all respects to the Board of Trade requirements, and worked 
by the main-line engines and rolling stock. 

There seems now to be a very strong movement in thesnountry 
in favour of light railways in the interests of agriculture, and, it* 
these railways are to be constructed, it is probable that the State 
and local bodies will have to assist in the financing of them. This 
has been done very considerably on the Continent, and if these 
li^t railways are to be a partial solution of the problem of 
agricultural depression, and the agricultural interest cannot pay 
for them, then the State must assist, or the railways will never 
be made. 

There is no doubt that better communication between towns and 
villages must tend to bring more land into cultivation, and open 
up a wider area to a good market; and, if it is to the interest of 
the country as a whole, that more land should be brought into 
cultivation, it is surely the duty of the State to assist in providing 
the means of better communication. 

Means of communication in the form of roads, bridges, and 
railways, are provided by Government in every colony; and, in 
countries over whidx we have established a protectorate, the State 
undertakes the whole burden of constructing and working the railways, 
necessary for the development of Hie country. 

State and local assistance have been given to the railways in 
Iidand, and it may be said that nearly every railway in that 
country has, at one time or another, received some financial assistanoe 
ftuan dne or other of these bodies, and, up to the present time, a sum 
* Trantport^ Nov. 80th, 1894. 
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of nearly three millions sterling of Gk>YenLment money has been 
contributed to these railways. 

Part of this money, to the extent of about one million sterling, 
has been advanced to the private railway companies as a loan, the 
security being a mortgage on the property. The remainder has been 
given out and out, without any Government control in the manage- 
ment, to the several railway companies, on their undertaldng to 
construct and work certain railways. 

The subsidy for these so-called light railways, imder the Acts of 
1889 and 1890, amounts to about £5000 per mile of railway, a sum 
which should have been more than sufficient to cover the whole cost 
of the railways per mile. 

The private railway companies in Ireland are receiving at the 
hands of the State, not only a branch railway free of cost, but also 
all the new traffic which the branch railway collects and ^delivers to 
the parent line. 

Another form of assistance given to these railways has been the 
Baronial guarantee of interest. In this case the Baronial authorities 
have guaranteed interest on the whole, or on part of the capital, at 
the rate of 4, and sometimes 5, per cent., either in perpetuity or for 
30 years. In these cases the guaranteed companies manage their 
own affairs, whilst the Baronies have the power to appoint one or 
more directors on the board. 

It is needless to say that these so-called light railways have not 
been a financial success, though they have contributed very materially 
to the improvement and welfare of the districts through which they 
have been constructed. The capital cost of the lines has been 
excessive, the financial arrangements have been on too lavish a scale, 
and have not contained in them the elements of commercial success, 
whilst the working expenses, under the Board of Trade regulations, 
and perhaps incompetent management, have been too high. 

Agricultural lines, pure and simple, are not sufficiently remunera- 
tive to tempt the employment of private capital, and all experience 
on the Continent, with the exception of one or two instances, points 
to the association of the State and the local authorities with private 
enterp^e, in the construction and working of these lines. Unless 
aome such basis as this can be arranged for the light zailTOys in 
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Britein, there is very litUe hope of many lines being built. With 
the Board of Trade regulations amended for a maximum speed of 
20 miles an hour, instead of 70, as at present, and the preliminary 
nidations necessary for obtaining authority for the* construction of 
a railway simplified, and expenses reduced, there are districts in 
whidi light railways can be constructed without State or local aid, 
and which will not only pay their way, but return a fair percentage 
on their capital. 

It will be a matter for arrangement whether these lines shall be 
constructed and worked by a separate company, or whether they shall 
be undertaken by the main-line companies, as is done in Ireland. 
The capital for these lines might be found by private individuals 
interested in the district, and, after construction, the linai oould be 
handed over to a main-line company to work at a fixed percentage 
of receipts, as is proposed to be done in one or two light railways now 
before Parliament. For a short isolated branch, this may be the best 
method, but the calculation of the receipts earned by the branch, 
should follow on the lines adopted for branch lines financed by 
private companies in India, as explained in Chapter X. 

The branch line is entitled to a percentage of any increase of 
traffic collected and handed over to the main line, which traffic would 
not have been created had the branch line not been made. If a 
system of light railways, radiating from large towns or a good market, 
is decided upon — and these are the lines which will mostly benefit 
agriculture, and are most likely to be financially successful — it 
would be better to follow the system adopted in Belgium, and form a 
separate company for their construction and working. 

If any lines proposed in a district do not show sufficient induce- 
ment for private enterprise to take up, the money for these should 
be raised by a guarantee of interest, diared by the State and the 
local authorities, the working company taking the risk of the line 
pay^ working expenses. The locality requiring the railway should 
take the initiative in promoting the ridlway, and be prepared to 
undertake a certain proportion of the guarantee of interest. 

If A district is prepared to do this, the State- can hardly rtfuse 
to appply the balance of the guarantee necefljsaiy for raising the 
capital. The localities and private enteiprike being associated 
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together in the risk would prevent lines being undertaken without 
due consideration, or prospect of returning a fair interest on capital, 
after paying working expenses. 

The guaraiftee of the State would enable the money to be raised 
without difficulty and at little expense, and would do away with 
those large financial swindles which have handicapped many lines 
already constructed. Even if the lines did not earn the whole of 
the guarantee, it can scarcely be said that the country would lose, 
as the undertaking would undoubtedly improve the condition of the 
people, and confer benefits on the districts which would not have 
been obtained otherwise. 

light railways, under this principle, should mean railways costing 
not more than £3500 per mile. For this sum, a line on the standard 
gauge can be built in a fairly easy country, whilst a serviceable line 
on the 2 ft. 6 ins. gauge can be constructed, and equipped, in almost 
any mountainous district. 

The following are the principal modifications of the Standing 
Orders of Parliament, and the laws affecting the authorization and 
construction of light railways, proposed by Mr. Pain, in a paper read 
before the Surveyors’ Institute, on February 18, 1895 : — 

, ** Ist. One notice only of the intention to introduce a Bill to be required in a 
paper circulated in the district served by the light railway, one in a London daily 
paper, and none in the London Gazette, which the public never sees or reads. 

" 2nd. The Parliamentary deposit to be at the rate of 2} per cent, on the cost of 
the works, instead of 6 per cent., as at present, and the promoters to be at liberty to 
deposit stock of the trustees’ investment class. 

** 3rd. The scale of fees payable during the passing of the Bill through Parliament 
to be 60 per cent, less than that now in force. 

**4th. The provisions under the Customs and Inland Revenue Act, 1869 
(Mr. Goschen’s), by which 2s. per cent, on the authorized capital has to be paid on 
the passing of the Act, to be r^iealed so far as regards light railways. 

** 6th. Power to be given in all Light Bailway Acts to authorize the company 
to issue ordinary shares at a discount not exceeding 10 per cent., or to jiay interest 
out of capital not exceeding 3 per cent, per M>Tmm during the construction of 
the line. 

“ 6th. Power fdso to be given to issue debentures not exceeding one-half the 
amount of the ordinary share capital. 

" 7th. Power to be given to the company to compel parishes, or parts of parishes, 
to be bmefited by the construction of the light railway, to make and levy a rate 
on all property, such rate to be determined by the valuer appointed by the Board of 
Trade, and to be equal to one moiety of the unproved annual value arising from the 
opening of the light railway. No such rate to be levied until the Ught railway is 
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9paiMd for traffic ; and as soon as 3 per cent has been earned on the ordinary stock 
from the net traffic receipts, and for three consecutive years, the power to rate 
the pazidi to cease. The maximum amount in the £ of the rate to be levied to be 
fixed in the Bill by Parliament after having received a report on the same by the 
▼alner appointed by the Board of Trade. * 

^8th. Acquisition of land. I'he powers of the Board of Trade under the 85th 
section of the Lands Clauses Act to appoint a valuer for immediate possession to be 
extended, so as to constitute such surveyor or valuer the official umpire in all cases 
of disputed compensation between the company and those beneficially interested in 
the property to be acquired. 

** 9th. Power to Im given to the company, in all cases where the compensation 
exceeds the sum of £100, to give a rent-charge in ])lace of such money payment of 
compensation, such rent to be based on the 3 ]ier cent, tables. 

** 10th. Powers of the Board of Trade to be further extended as follows After 
the passing of an Act, but before the commencement of the construction oC a light 
railway, working plans and sections, with a 8][)ecification of the works, to be deposited 
by the company’s engineer with the Board of Trade, who shall state, i^. writing, 
what relaxation of the usual requirements will be permitted under the particular 
circumstances of each case, under the following heads : — Description of Permanent 
Way; Signalling at Junctions and Stations; Length and Height of Passenger 
Platfonns, if any ; Accommodation at Stations for Passengers ; Gate-keepers’ Huts at 
Level Crossings ; Speed of Trains, and Description of Rolling Stock. 

** 11th. Power to be given to the Board of Trade to permit the company to use 
materials which have been used before, but which are in a thoroughly sound 
condition, such as rails, sleepers, fastenings, fencing, gates, girders for over and imder 
bridges, station buildings, or other materials which the company’s engineer shall 
dedare, in writing, are fit and profier to be used for the purpose. 

**12th. Light railways not to be subject to the clauses in the Regulation of 
Railways Act, 1889 : — Ist. As regards mixed trains ; 2nd. As regards continuous 
bnkesy except in cases where the gradients are so long and severe that, in the 
opinion of the Board of Trade inspector, it would be dangerous to work the trains 
without them. 

**13th. No passenger duty to be paid by a light railway company.” 

Finakciko and Wobkikg Light Railways on the Continent. 

account of the direct or indirect advantages accruing from contributive 
Hnaa to the conimuneB, the State and the nation, the intervention of corporate bodies 
by means of subsidies, advances or guarantees of interest, is justified, both by reason 
and experienoe. 

**ThiB intervention is, moreover, a necessary condition of existence for these 
lines. 

**The subscription for ordinary shares on the part of the communes, as in 
Austria or, in another shape, as in Belgium, appears to be the most logical method* 
for it is in conformity wi^ conriderations of abstract justice; first, because the 
saeriiSoe should be only temporary, since the development of traffic should render it 
uimeoeesary later on ; and secondly, because corporate or associated bodies which aie 
indirectly interacted in the existence of the line, independently of the direct 
hdfnntegss they gain* shouLt fairly give preferential interest (n return, to private 
fertfos working the line who have spent time, trouble* and money upon it. 
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VI do not advocate that the great companies should supply capitid. This 
generally induces a false position, and produces too great dependence of the little 
line, and is unprofitable both to the company working the line and to the public. 

am not here criticizing lump-sum grants, or subscriptions for deferred 

shares. 

The leasing of contributive lines constructed entirely by the great lines, or 
taken over by them, on condition of leaving the lessee sufficient liberty and ample 
return on capital expended, and capability of grouping the lines so as to decrease 
general expenses, seems to me preferable. The foundation of special companies to 
undertake the construction and working of light lines tributaries to main lines, with 
the assistance of the great companies to assist or help in the working, seems to me 
the most logical, complete, and, financially speaking, the most favourable method, if 
the assistance is ample and genuine. Working under these conditions will be more 
economical than if great companies worked the lines directly, and there should be 
preliminary agreements duly dehned, and fixed rules as to the method in which the 
great companies should assist the smaller ones. 

** Indirect subsidies, such as granting land, allowing the stations, shops, etc., to 
be used, seem to be the rule everywhere; these are reasonable, and ought to be 
obligatory, if only in the x>ublic interest. They should never become a handle for 
high-handed oppression on the Httle line, or a source of profit out of proportion with 
the sacrifice entailed. 

“ They may also result in making the little lines share in expenses and methods 
of working incompatible with the economy which should prevail. However, day 
by day, relations are becoming more cordial with the main lines ; distrust is tending 
to disapjiear, and the burdens laid on the little lines are losing their appearance of 
exaction and unjustifiable indirect taxation. 

“ The public authorities will soon compel main lines to bear the cost of joint 
establishment. 

** The payment of a bonus by the great line to the little line per passenger or per 
ton brought on to their line, or on the total of new earnings gained at the junction, 
seems the fairest and most precise method of subsidizing light lines. M. Ckinsiddre's 
investigation shows this method to be actually only fair, and the companies who 
have applied it have certainly gone in the right and most liberal direction. 

** In goods traffic, connecting service is necessary, but I advocate the method of 
re-booking, simplifying the formalities between the companies, and giving up through 
service, even when the gauge is the same. For the secondary lines, through booking 
is a useless burden and expense, without being of any real advantage to the public. 
Through service requires or results in the entire adoption of all the rates, 
classifications, formalities, regulations, and account-keeping systems as carried out on 
the great lines. 

** The principle of absolute simplification and of economy which ought to be the 
essence of the organization of a local or secondary line, the limited staff, the 
avoidance of olerkage, the absolute simplicity of rates and audit; all this is 
destroyed by copying main lines, and replaced by comidicated machinery which 
the main lines have been obliged to buUd up owing to the extent, oomidexity, ei^ 
even intemationidity of their services. These reasons are exactly those whi^ ^ 
not exist for li^t contributive lines. 

**To apjdy the ordinary rates to light lines is anomalous, but if the services are 
carried out jointly with the main lines, they become almost absolutdy necessary. 
This is an anomaly, because classification has but little importance for lines of short 
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hiiglihiiiiiii the cue with cartage; the weight, apace occupied, and znanoerof 
I Mfcing lie elmoat the only things to consider; moreoyer, the ratio between the 
mileage tale and terminals is inyeraely proportionate for the little and big linea ; 
fer the dkort contributive lines the constant element is of primary instead of 
aeoondaiy importance. If light lines are, so to spmk, to bo squeeaed into the mould 
made for the main lines, the result will be that they will come out misshapen, and 
their growth will be stunted. 

Older to give the public the same advantages, the connecting service 
lequiras, on the part of the main systems, a simplified and liberal organisation, 
the reducUon of formalities required for re-booking, and regulations which still have 
to be investigated ; but when the main lines choose, agreement will be established 
without difficulty. 

All methods of transhipment belong to this part of the subject The organi- 
sation of stations where the lines meet with methods of transhipment, loading and 
u nlo a ding worked completely by mechanical {rawer, and acting rapidly, still require 
completion if not actual invention. The realization of this requirement appears 
to be the first step necessary to allow of the connec.ting method gaining the upper 

hmnA ^ 

** The actual passage of rolling stock from the main line on to the secondary lines 
is a burden which, from the time of equipping the line, encroaches upon the principle 
of economical constniction. It would be advantageous never to expect this ; and on 
this account, were it the only advantage, it seems to me that narrow gauge ought 
always to be adopted for contributive lines. 

^ Transhipment of goods is represented as a bugbear. This is a heresy that 
ou{^t to be extirpated. Ever^^body knows that even where there is no need for 
inmahipment, transhipment is carried out all the same, and to a considerable extent. 

" My report baa placed side by side what is required and what has been attained. 
As a matter of firat, there exist everywhere modest attem{»ts at help or assistance on 
the port of great companies. Nevertheless, reserve and hesitation in granting it are 
the usual rule. 

^Many favours are only apparent, although held out as advantages generously 
conceded. 

" At any rate, we can assert that no recognized method of assistance is adopted in 
practice. 

" Hie great companies, if they will be less dictatorial, will find their relations with 
their tribataiies daily more active, and more close to the great benefit not only of 
both odes but of the public.” * 


* Report to the International Railway Congress, London, 1895. By M. H. de 
Backer, Qeneral Manager of the General E^nomic Railway Society (Belgium). 
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CHAPTER X. 

LIGHT 11AILWAY8 OF OTHER COUNTRIES. 

In this chapter are collected statistics of railways in several countries, 
which may be considered the light railways of those countries, and a 
perusal of this information will show in many instances why the 
net revenue does not suffice to pay interest on the capital expenditure. 
The information may also be of service in determining what type of 
railway should be laid down to suit certain conditions in any 
district. 

“ The rapid growth of interest,” says the Railway World,* “ in the development 
of light railways, among both officials and the general public, has, however, drawn 
marked attention to the possibility of using a narrower gauge than that generally 
adopted as a standard, for the lines intended as feeders to main routes where some 
economy in land, construction, work, or material, may conceivably result from such 
a course. It is, therefore, of no little interest to see what is being done in foreign 
countries in the direction of narrow-gauge lines ; though, of course, other considera- 
tions than those which are merely technical must govern the adoption of such 
railways for this country, where financial and social conditions may be in this respect 
quite different. Still, speaking generally, there are many cases in Great Britain 
where the use of a narrow-gauge system at least merits careful consideration, 
unbiassed by the fact of an already fixed standard.” 

England and Wales. 

In the tale of Xu there ore about 46 miles of railways, and the 
railway taken here as an illustration runs from Douglas to Castleton 
and Port Erin to Peel. The lines have been substantially constructed, 
and the capital cost amounts to £9875 per nule. 

The traffic is chiefly passengers, with a large tourist traffic in the 

• March;.1896. 



90 


LIGHT BAILWATS. 


summer, when as many as twelve trains each way per day are run. 
The railway is worked on the staff system, the trains are not fitted 
with continuons brakes, signals are used except in a very primitive 
ffudiion, there are no platforms at the stations, and all the usual 
requirements of the Board of Trade are conspicuous by their absence. 
Yet with a traffic of 640,000 passengers and 22,000 tons of merchandise 
per annum, and passenger trains running with sixteen coaches at the 
rate of 30 miles an hour, there are no accidents. 

Labour and materials were high in price when the railway was 
built in 1873, hence the cost of the works is higher than it otherwise 
would have been. 

The railway returns 5 per cent, on its fairly large capital. 

The gauge of the line is 3 ft. 

The rails weigh 40 lbs. per lineal yard. 

The steepest gradient is 1 in 65. 

The sharpest curve is 10 chains radius. 

The locomotives have a single bogie in front, weigh 18 tons, and 
take 15 coaches, with 360 passengers, up the steepest incline. 

The goods waggons weigh 2 tons 12 cwts., and carry 6 tons ; whilst 
the passenger caiiiages are of the ordinary type. The details of the 
revenue and working expenses per annum are as follows : — 


Revenue — £ 


Passengers 

Parcels, horses, carriages .... 

MaUs 

Tninarala . 

Bents, etc 

Transfer fees 

... 20,767 

1875 
325 
2975 
394 
7 

Total revenue 

... £26,343 

The number of passengers carried per annum is 

The tonnage of merchandise carried per annum is 

... 648,779 
... 22,794 

The working expenses^ 

Maintenance, locomotive, and all charges ... 

Bates, taxes, and law charges 

Gampensation and losses 

... £12,446 
182 
8 

Total working expenses 

... £12,631 


Revenue per mile as £976, and per train mile da. 8d. 

Working espensee „ s £46% „ „ 2a. Od. 




CORRIS RAILWAY Gauob arr jin. 
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• 'The -Oorris Sailway (see tables E and F) is one of the most 
successful of the small railways in Wales. It has been constructed 
at a reasonable cost, and is economically worked, considering the 
gradients on t£e line. It pays 6 per cent, on its capital, and affords 
an excellent example of what the local railways intended for the 
benefit of agriculture in this country should be, if they are to pay 
their way financially. (Plate XIV.) 

The Easingwold Bailway (tables E and F) is a light railway on 
the standard gauge, and yet, with a traffic per mile much greater than 
the pre^dous railway, only contributes 1*1 per cent, towards the 
interest on its capital. 

The Bouthwold Bailway (tables E and F) runs from Halesworth 
Station on the Great Eastern Hallway to Southwold on the east 
coast. It has been the means of very materially developing this 
district, for whereas formerly an omnibus running at irregular intervals 
carried all the traffic, this now amounts to 87,000 passengers, and 
9000 tons of goods annually. 

Owing to the regulations imposed by the Board of Trade, 
and probably also to financial operations, the cost of the line 
has been unnecessarily high, the working expenses increased, aiid 
consequently very little towards the payment of a dividend is 
earned. 

Begarding the evils of transhipment, of which so much is 
made, the people prefer to tranship their coal from the main- 
line waggons into those of the narrow gauge, send it along the 
small railway, and then cart it three quarters of a mile, rather 
than cart it in the first instance three miles from the main-line 
junction. 

The I'tetiidog Bailwuy has been constructed for a special traffic, 
which is n^ostly with the gradient, and enjoys a revenue per mile 
greatly in excess of anything that may be expected to be obtained, 
from a purely agricultural line. 

With a capital cost of £10,727 per mile, it earns a dividend of 
over 6 per cent., and is an excellent example of what can be done on 
a 2-ft. gauge railway. The line is excellently managed, and may 
be considered the pioneer of narrow-gauge railways. 

The locomotives are powerful little machines, and are capable of 
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doing excellent work. The double-bogie Fairlie engines weigh 24 tons 
in working order, and cany 700 gallons of water and ton of coal. 
These engines are used mostly for working the mixed passenger and 
goods trains, and are vexy satisfactory. They consume on an average 
15 lbs. of coal per mile, and haul a gross load of about 120 tons up n 
gradient of 1 in 80. 

There is a large tourist traffic on the line, and also a special traffic 
in workmen employed in the quarries. The charge for a workman's 
weekly ticket for the whole distance is only 2s. 4d., about 350 men 
being conveyed daily. On Saturdays and Mondays, some of the 
workmen’s trains convey 700 men, and, at holiday times, as many 
as 1000 passengers have been conveyed in one train. The slate 
traffic is not so great as formerly, owing to the London ancf North- 
Western and Great Western Railway Companies having run their 
lines into the district. 

The rate for slates is 2d. per ton per mile, and the passenger fares 
are as follow's : — 


M ClM>. 

2nd CUn. 

3rd CbM. 

2id. 

2d, 

I^. per mile 

60 per cent. 

60 per cent. 

40 per cent., additional 
for return fare 


The railway is well equipped with a complete system of inter- 
locking ; the trains are worked by the staff and ticket. The average 
speed is about 15 miles per hour, though a speed of 35 miles an hour 
has been run. The station yards and buildings provide everything 
needed for a well-equipped railway. 

The transhipment is carried on as follows : miscellaneous goods 
and merchandise are dealt with in sheds, being unloaded from broad- 
gauge to narrow-gauge trucks, and vice versa, by hand. Goal is trans- 
fened by tipping the contents of the broad-gauge trucks into the 
narrow-gauge trucks by means of a special apparatus. Slates are 
either conveyed in their own small trucks, loaded on the broad- 
gauge trucks — ^three to a truck — or are transfieiTed by hand. To 
fadlitate operations, the rails of fhe respective gauges are either 
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liaised 4Dr lowered to bring the platforms of the trucks level with each 
other. 

The earthworks on the line are very heavy ; there are numerous ‘ 
bridges and Detaining walls, and also a tunnel 700 yards long. 

The cost for maintenance, for labour only, amounts to £35 per 
mile per annum. (Plates XV. and XVI.) 

The North Wales Naxrow Gauge Bailway has a large capital, 
due to the way in which it was financed. The actual cost of con- 
struction and equipment could not have exceeded £3500 per mile. 
This railway runs from Dinas, near Carnarvon, to Snowdon. (Plate 
XVII.) 

The Oolden Valley Bailway is a purely agricultural line, built on 
the standard gauge, and running from Pontrilas to Hay, in the 
counties of Hereford and Brecon. It is worked by the Great 
Western Eailway Company. The passenger carriages axb of light 
construction, but the ordinary rolling stock of the main-line company 
conveys the goods traffic. The traffic is very scanty, amounting to 
only £111 per mile per annum, which is not sufficient to cover the 
working expenses. 

With all the so-called advantages of being managed and worked 
by the main-line company, using the main-line rolling stock (for 
which no charge for repairs, etc., appears in the accounts), and 
debited with small traffic charges, the working expenses amoimt to 
la. 8d. per train mile. 

The Manoheeter aad Milford Bailway runs through an agri- 
cultural district in the county of Carmarthen. 

The Wiebaaoh and Upwell Bailway is a light line 5f miles long, 
on the standard gauge, owned and worked by the Great Eastern 
Bailway Company ; it is laid with flat-bottom rails, weighing 55 lbs. 
per lineal yard. A guard rail of angle iron is laid throughout 
the whole length. No bottom ballast is put down, but a top dress- 
ing of ballast is used. There is no fencing alongside the public 
road, on which the line runs, neither are there any stations or 
telegraph. 

The gradients are generally 1 in 100, but 1 in 30 inclines for 
short distances are introduced, where the line crosses over ordinary 
bridges. 
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jpie engines have four wheels, sheeted on the sides as in tramway 
engines, with wheel-bases of 6 ft 6 ins. They carry 450 gallons of 
water, 15 cwts. of fuel, and weigh in working order 20 tons. The 
consumption of coal is 15 lbs. per mile, and the gross 4oad taken by 
the exigine is 65 tons, exclusive of the engine. 

The passenger carriages used on the line are similar to ordinary 
tramcaxs, and the goods waggons are those running on the main 
line. 

The average speed of the trains is eight miles an hour, and the 
maximum speed ten miles, but the speed has to be considerably 
reduced when passing the worst curves of three chains radius, and 
the truck wheels grind very badly in passing round them. The 
railway successfully competes with the canal as between Wis]j||Bach 
and UpwelL 

The train service is confined to week days only. Seven passenger 
trains and three goods trains are run each way daily. Trains stop 
anywhere to pick up and set down passengers, and the line is worked 
similarly to a street tramway. 

The traffic for 1894 amounted to 103,966 passengers, and 33,385 
tons of goods and minerals. 

The first-class fare is at the rate of three-farthings per mile, the 
third-class one halfpenny, and the guard gives out the tickets in the 
train. 


The train mileage per mile per annum ... ... 6000 miles. 

The passengeta carried „ ... ... 18,081 No. 

The tonnage of goods „ „ ... ... 5806 tons. 

TIm Oljn Talley Txamwaj was originally constructed as a horse 
tramway, but was not a financial success. It was opened as a steam 
tramway in 1888, and last year carried upwards of 20,000 passengers 
and 45,000 tons of goods and minerals. The line is 9 miles long, 
starting from Chirk on the Great Western Bailway, and running along 
the roadside to Glyn. The traffic is mostly stone for road repairing 
purposes, and slates from the quarries. There is also a considerable 
tourist traffic in the summer, 300 passengers being conveyed in a 
single train. 

The engines have lOj^ ins. cylinders, 16-in. stroke, and the cost of 
hatdege, iriduding all charges for fud and wages, is l^d. per ton per 
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^e. .* The cost of an engine working, including engine drirer'a and 
fireman’s wages, cleaning, coal, oil, water, and aU charges, amounts to 
£13 per week. The engines cost £1200 each. 

The waggdus, holding from 1 to 4 tons each, cost from £15 to £22. 
The coaches, open, seating 10 passengers, cost £60 each, and closed, 
£88 eacL 



Souk a«noim A«y Lineb of Bailvat, KTa, which abe ob hate beek opened in Gbeat Bbitain, abbaho 

IN the Obdkb of C!ost pkb Mile. 

Koib. — T he ooet per mile ie arrived at by dividing the paid-up capital by the length of line, and is, therefore, only approximate. 


96 


uairr bailwatb. 




ENGLAKO AND WALES. 


97 




TABLE E. 

LbABINO PABnOULABBj GaFITAL, AHD GoBT of COHBTBUCnON OP BOMB BaILWATS IN ENGLAND AND WaLEB.* 
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LIGHT RAILWAYS. 


Ireland. 

(PLATES XVIII., XIX., XX., XXI.) 

The so-called light railways of Ireland, authorh^ under the 
light Bailway Acts, 1860 to 1883, have been constructed in 
a very substantial manner, and have cost, fully equipped, from 
£3200 to £8700 per mile. The general cost is from £5000 to 
£6000 per mile. 

The permanent way consists of rails 45 lbs. per yard, 24 ft. long, 
fastened to wooden sleepers, 6 ft. x 8 ins. x 4 ins., by clips and fang- 
bolts, or by ordinary spikes, with an iron sole-plate between the rail 
and the sleeper. The formation width is 12 ft., the ballast width 8 ft., 
with 4 ins. in depth under the sleeper. Gradients from ^ in 30, and 
curves of 5 chains radius are not imcommon, and in a few instances 
curves of 3j^ chains radius have been put down. The maximum speed 
is about 30 miles an hour. . 

The railways are well and substantially built in every way, and 
thoroughly equipped with signals, fences, telegraphs, etc., worked 
under the regulations of the Board of Trade, and in all respects 
ftimilftr to the main lines. 

The locomotives are 4- and 6-wheel-coupled tank engines. The 
four-wheel coupled have a pair of radial wheels at the trailing end. 
They carry 550 gallons of water, 15 cwts. of coal, and weigh, in 
working order,- 22 tons. Their gross working load up the steepest 
gradient is 60 tons, exclusive of weight of engine. The wheels are 
3 ft. diameter, with a fixed wheel-base of 6 ft. 10 ins. The six-wheel- 
coupled engines carry 450 gallons of water, 1 ton of coal, and weigh, 
in working order, 24 tons. Their gross working load up the steepest 
gradient is 90 tons, exclusive of engine. The wheels are 3 ft. 2 ins. 
diameter, with a fixed wheel-base of 12 ft. 

Compound engines are used on some of the lines, of two cylinders, 
with four wheels coupled, and a single bogie wheel in front and rear. 
The. coupled wheels are 3 ft. 10 ins. diameter, with a fixed wheel-base 
of 6 ft. They carry 700 gallons of water, 1 ton of coal, and weigh, 
in working order, 31 tons. The gross working load is 90 tons, 
exclusive of engine, and the coal consumption is about 4 lbs. per 
mile IfBSs than in the ordinary engines, or 20 lbs. l>er mile. 
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The ten-wheel tank engines have four-wheel leading bogies and 
six wheels coupled. The coupled wheels are 3 fb. 6 ins. diameter, 
and the fixed wheel-base is 9 ft. The engines carry 650 gallons of 
water, 2 ton% of fuel, and weigh 30 tons in working order. The 
gross working load is 100 tons up 1 in 40, and the coal consumption 
21 lbs. per mile. 

The passenger carriages are mostly of the six-wheel type, with 
a 20-ft. radial wheel-base, divided into five compartments each. 
There are also other carriages on bogies, 32 ft. long, with seats 
arranged as in a tramcar. The open trucks have four wheels, with 
a wheel-base of 8 ft. The tare weights are from 2 tons 10 cwts. to 
2 tons 15 cwts., and the load carried is from 5 to G tons. The covered 
trucks weigh 4 tons 13 cwts., and carry 7 tons. The engines and 
coaches, and most of the trucks, are fitted with the automatic 
vacuum brake. There are repairing shops, engine-sheds, . etc., at 
certain places. 

The railways are worked with staff and ticket, and in some cases 
with the electric staff. 

The light railways constructed under the Tramways Acts 
(Ireland), 1860 to 1883, have been largely subsidized by Govern- 
ment, and the following lines, amongst others, have raised their 
capital as under — 


Cavan, Leitrim, and Roscommon 
Clogher Valley Tramway 
Cork and Muskerry 
Tralee and Dingle 

,, .... 

West Clare 

If 


£ 

. . . 200,000 guaranteed at 5 per cent, per ann. 

... 121,600 

75.000 y, ,, 

... 120,000 „ 4 

30.000 ordinary shares, on which no 

interest has yet been paid. 

. . . 163,000 guaranteed at 4 per cent, per ann. 
16,500 ordinary shares, on which no 
interest has yet been paid. 


The total capital on the light railways under these Acts amounts 
to £1,074,349, and the ordinary capital raised amounts to £111,730. 
The capital guaranteed amounts to over £4000 per mile, a sum 
more than should have been spent in the construction and equipment 
of such railways. 

The amount to be contributed from public funds towards the 
construction of railways authorized under thd Light Bailways 
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(Iidand) Act, 1889, the Bailways (Ireland) Act, 1890, and the 
transfer of Bailways (Ireland) Act, 1890, is as nnder — 


Name of Railway. 


Achill Extension 
Ballina and Eillala 
Baltimore and Skibbereen 
Bantiy Bay Extension 
GoUooney and Glaremoris 
Donegal and Eillybegs 
Downpatrick, Eillough, and 
Ardglass 

Galway and Clifden . . 
Headford and Eenmarc 
Eillorglin and Valentia 
Stranorlar and Glenties 
Westport and Mallaranny 


Mileik 


8i 

8 

7 

1 ; 

47 

18j 


8 • 

i 

26? ! 
24i ! 
18 i 


Amount. 


£ 

59.000 

44.000 
50,700 

15.000 
150,000 
115,600 


Working Railway Company. 


Midland Great Western. 

tf 

Cork, Bandon, and South Coast. 

»» »» 
Waterford and Limerick. 
Donegal. 


30.000 
264,600 

50.000 

85.000 
116.000 
131,400 


Belfast and County Down. 
Midland Great Western. 
Great Southern and Western. 
♦» 

Donegal. 

Midland Great Western. 


236 J I 1,117,300 ! 


Or an average of £471 4 per mile. 


It will be seen from Table H that the light railways of Ireland 
earn very little interest on their capital cost. Some of them are 
worked at a loss, even with a revenue of Is. 5d. to la 7d, per train 
mile, and the working expenses are higher in every case than they 
should be. The railways are no doubt very advantageous to the 
districts through which they pass, and tend to improve the social 
and moral condition of the people; but without Government 
assistance the lines could not have been made of the substantial 
build they are at present. 

If light or local railways are to be constructed in this country, 
without financial assistance from either Government, or the rates, 
they will have to be made on a system entirely different from that 
of the so-called light railways of Ireland, and at a much less cost 
per mile. It may be argued whether such a system should not 
have been applied in Ireland, and, for the same amount of money 
that has been spent on these lines, have built at least twice 


There is sufficient traffic on all the lines to pay working expenses, 
and interest on a capital cost of £2000 per mile; for this amount,, 
a railway of 2 ft 6 ins. gauge, with 30-lb. rails, and correspondingly 
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of light construction for earthworks, and equipment, could have been 
obtained sufficient for all the traffic that is likely to come over these 
lines for many years. 

Several ot the railway managers complain of the break of gauge 
caused by these lines, and say that they should have been constructed 
on the standard gauge, and so have avoided the transhipping of 
goods at the junctions. It is not difficult to see what would have 
been the position of these lines financially had that been done. 
It is bad enough now, but with a capital cost of at least £1600 per 
mile more, and an increased cost in the working expenses, the 
annual deficit would have been very considerable. 

As to the evils of transhipment, about which so much is made, 
the argument loses its point, when the traffic returns for each line 
are examined separately. The chief earnings of the lines axe from 
passengers, and no considerable inconvenience can occur to them 
from having to change trains at the junctions. They have to do this 
often, from one main line to another, and the advantages of having 
railway communication into an out-of-the-way district is well worth 
the trouble of changing carriages, rather than having to make the 
journey by coach or otherwise. 

In the case of the goods traffic, the whole of the tonnage passing 
over the lines selected for illustration is given in the table below. 
It may be assumed that only a small proportion of this would require 
transhipping, but even if the whole were transferred from the broad 
to the narrow, and vice versa, the undertaking would not be very 
serious. 


l!l«ine of Railway. 

ToUl 

tonnage. 

Average ton- 
nage per day. 

Average ton- 
nage per mile 
per annum. 

BallycasUe i 

9,530 

32 

696 

Londonderry, Letterkenny, and Lough Swilly 

47,989 

159 

1,648 

West Clare 

10,724 

36 

897 

Cavan and Leitrim 

17,116 

67 

366 

Clogher Valley 

16,170 

64 

437 

Cork and Muskerry 

13,461 

45 

748 

Tralee and Dingle 

8,823 

29 

238 


The traffic requiring transhipment varies from day to day, but; 
by taking the highest figures as the daily average, the task is evpn 
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then a very light one. The cost of transhipment for general goods 
varies from 1^. to Ad, per ton, and an outside average figure for this 
work would be Zd, per ton. If we capitalize the tonnage per mile 
at this figure, at 4 per cent , in the case of the Londonderry line, we 
get £500, and of the Tralee and Dingle £75, as the extra amount 
of capital that may have been spent per mile, to have avoided tran- 
shipment. Taking the figures given elsewhere, viz. £1600 per mile, 
as the saving between an ordinary standard and narrow gauge line, 
we save a capital of £1100 per mile in the former case, and £1525 
per mile in the latter case, after paying all expenses of transhipment, 
by adopting a narrow-gauge raUway. 

The total traffic has been taken in these instances, but had' the 
actual traffic transhipped been obtained, the difference woulduhave 
been still more favourable to the break of gauge. 

Tho Listow^ SAd BallyliniiioiL is a single-rail railway 10 miles 
long, known as the Lartigue system. The track consists of a double- 
headed rail, supported on angle-iron trestles, about three feet from the 
ground. On each side of these trestles, about 1 ft. G ins. below the 
bearing rail, runs a guide-rail which keeps the vehicles m a vertical 
position. The trestles are attached to steel sleepers 3 ft. 3 ins. long 
and 6 ins. wide, resting on wooden sleepers 6 ft. 0 ins. x 9 ins. X 3 ins. 
The trestles are spaced about 3 feet apart. The weight of the bearing 
rail is 27 lbs. to the yard, in 33-ft. lengths, and the guide-rails weigh 
11 lbs. each per yard in 20-ft. lengths. The crossing from one line to 
the other is effected by making a length of the road turn on its base, 
and at public level crossings a somewhat similar arrangement is 
adopted. 

The gradients and curves are as on other lines, and the 
maTimnm speed is 24 mUes an hour. The cost of construction was 
£8666 per mile, including rolling stock, and the cost of maintenance 
in labour only, is £35 per mile per annum. 

The line was opened in 1888, with a capital of £11,000 5-p6r-oent. 
debenture stock, and £22,000 ordinary stock. Last year the line 
paid the interest on the debenture stock, and earned ^ per cent, 
on the ordinaiy stock. 

The locomotives weigh tons, with a tender we^hing 3 tons in 
addition. Owing to the peculiar nature of this system of railway, 
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the edgme has two separate boilers, and the diirer and firemen 
are on opposite sides, being separated by the frame or girder which 
carries the supporting wheels of the engine, and to which the boilers 
are affixed. The engine is, however, arranged so that it can be 
worked from either side as desired. The tender carries 200 gallons 
of water, 1 ton of coal, and the consumption of coal is from 15 lbs. 
to 18 lbs. per mile. 

The tractive power of the engine is equal to a gross load of 
88 tons up 1 in 80. The steepest gradient on the line is 1 in 45. 
The carriages are 18 ft. long and 9 ft. wide. They are arranged on 
the bogie principle, and are carried on either side of the centre rail. 
They are constructed to hold 28 passengers ; the seats are arranged 
longitudinally, the passengers sitting back to back. The waggons are 
on the same principle as the carriages, the open ones weigh 3^ tons, 
and carry 5 tons, the covered ones weigh 3]^ tons, and carry 4 tons. 

The Westinghouse break is fitted on the engines, carriages, and 
vans. The train service provides for two trains per day each way, 
during winter, and for four each way during summer. The line 
is worked by means of the staff and ticket. 

The cost of construction and equipment, and the working expenses, 
do not vary from what a small railway of the ordinary type might 
be buUt and worked for. 

The passengers carried last year numbered 39,578, and the ton- 
nage of goods 8487 tons. The receipts amounted, to £2283 ; or per 
mile £228 ; or per train mile 2s. lOd. The working expenses were 
£1663 ; or per mile £166 ; or per train mile 2s. Od. 

The rates charged are for sand 2d., breadstnffs 3d., and timber 4d. 
per ton per mile. (Plate XXII.) 
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Belgium. 

The light railways of Belgium have been instituted since 1885' 
These railways ore constructed and organized by the Sodetd 
Nationale des Chemin de Fer Vidnaux ; whilst the capital is found 
by the State, the Provinces, the Communes, and a small part by 
individuals. No railway can be made unless sufficient capital has 
been subscribed previously, to ensure its construction and equipment. 

The Government saw that such an important work could not 
be left entirely to private enterprise, and so allowed the above-named 
sodety to take the matter in hand, and granted to it the preferential 
light of constructing any light railway in that country, providdit that 
the Gkivemment was satisfied that it was beneficial to make it. 

The railways are generally' laid alongside the public roads, and 
are worked very cheaply. They communicate with all the prindpal 
standard-gauge railways, thus giving ready access to them for goods 
and passengers, tending to develop new districts, affording more 
numerous outlets for agricultural products, and providing means of 
communication with districts that would otherwise be hopelessly 
isolated. The lines are built on the metre gauge, and this has only 
been departed from, where the railways join those on the Dutch 
gauge of 3 ft. 6 ins., or on very short isolated branches running out 
of the standard gauge. 

The National Society of Local Bailways has its head-office in 
Brussels, and its object is declared to be the construction and working 
of local railways in Belgium, and possibly their extension into other 
countries.* 

The society is permitted to place its available funds in the 
deposit or current account of the National Savings Bank and 
Provident Fund, or in the Banque Nationals, while it may also 
purdiase debenture bonds issued or guaranteed by the State, the 
Pkovinces, or the Communes; but all other ffnancial operations are 
expresi^ly forbidden. 

13i 6 society, which can only be wound up by virtue of a law that 
win regulate the conditions, may abandon a line, iff during three 
* The £fi^eer, March 29, April 5 and 19, 1895. 
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condecuiive years the gross receipts remain insufficient to cover the 
expenses of working, or if during five consecutive years the profit be 
less than 50 per cent, of the interest on the formation capital 

^e share capital which equals the cost of constructing the lines, 
and, if necessary, equipping them with rolling stock, will be divided 
into so many series of shares (each share bearing the value of dS40) 
as the lines conceded ; and to each series of shares are attached the 
profit earned by the line which it represents, but only within the 
limits mentioned below, whilst at least two-thirds of the shares of 
each series must be subscribed by the State, the Provinces, and 
the Communes. 

It was not considered — and the event has confirmed this as a 
rule — ^that local railways would be u bad investment for the 
Communes, considering the economical conditions under which 
the lines are made, and the very low rate of interest under which 
the money is obtained. 

The liability of shareholders is limited to the amount of their 
holdings, and the State and Provinces may pay their shares of the 
capital in annuities extending over ninety years, as also may the 
communal authorities on giving proof of sufficient resources. 

All shares in airear bear interest at the rate of 6 per cent, per 
annum; and after repeated notice at intervals of two months, the 
council of the society may annul the shares in arrear, in which case 
all amounts paid in remain acquired to the society. 

After the expiration of the nineteenth year of working a line 
conceded, the State, the Provincial, and, the Communal authorities 
interested, will have the right to buy at par, pro rata of their 
subscriptions, the shares originally subscribed by individuals; and 
the society is empowered to issue debenture bonds representing the 
annuities due to it. 

The society and its lines are relieved, as far as possible, from 
the payment of dues, rates, and taxes. 

The society is managed by a council consisting of a president, 
four administrators, and a director-general. The president is nomi* 
nated by the King for six years; and the nomination may be 
renewed indefinitely for the same period. There is a supervising 
committee consisting of six members; and the Gtovernment 
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reseires the right of examiniDg all the books and documents, for 
checking the operations of the society. 

A separate account is kept for each line, showing the expenses 
of construction and maintenance, and eventually those of working; 
and the share to be borne by each line in the general expenses 
of the society is determined by the amount of receipts which it 
contributes. 

When a line is worked at a loss, the deficiency is made good 
by the society, which reimburses itself from the first profit made 
by that line ; and if the line be abandoned, the loss will be debited 
to the reserve fund. 

The profits of each line are distributed in the form of a first 
dividend amongst the shareholders, up to 4j^ per cent, of the^Capital ; 
and the surplus (after deduction of certain percentages, due for their 
services, to the administrators and director-general, is distributed) 
— one quarter to form an individual reserve fund as provision for 
extensions and improvements ; three-eighths to the shareholders by 
way of second dividend ; and three-eighths to the society for forming 
a general reserve fund to cover possible losses, and permit extensions 
and improvements of the whole system. 

The funds of the individual reserve funds may now, with Govern- 
ment sanction, be applied to the payment of dividends. 

In the event of a local line being bought up by the State, the 
price paid will be applied to reimburse, totally or partially, the 
payments made by the shareholders ; and the surplus, if any, will 
be applied, half for distribution amongst the shareholders, and half 
as a contribution to the general reserve fund. 

In the event of the society abandoning an unproductive line, 
there is provisidn for its being handed over, imder certain conditions, 
to a group of shareholders who may be directly interested in keeping 
it running; but in no case can the society recover the sums 
advanced for working. 

Every application for a noncesrion must be accompanied by — 

1. A report as to the object, advantages expected, existing 
4 Mimmuxiications, and the influence likely to be exerted upon them 
by the new Hue. 

2. A detailed estimate of cost 
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' 3. The proposed rates, and an estimate of the probable receipts, 
with consideration in support. 

4. A complete specification of the project. 

5. Fart of ft Government map, to the scale of 1 : 20,000, showing 
the proposed course of the line. 

6. A general plan of the localities, to the scale of 1 : 2500, show- 
ing the proposed line and sidings. 

7. A special plan, to the scale of 1 : 200, for each part of 
the proposed railway passing through portions of the commune 
where there are houses, and as to which detailed instructions axe 
given. 

8. A longitudinal section, with a sufficient number of transverse 
sections; and 

9. Detailed drawings of the principal works and type of 
permanent way. 

The application for a concession is to be made by the society to 
the Department of Agriculture, Industry, and Public Works, which 
may require that the documents and drawings be multiplied to such 
an extent as may be considered necessary, the whole at the expense 
of the Society. The above Government department will then submit 
the project to a preliminary examination, completing and modifying 
it if necessary, and will decide whether it shall form the subject of 
an inquiry, the expense, both of the examination and the inquiry, 
being borne by the society. 

AH the documents, etc., relating to the project, remain open for 
a fortnight to public inspection at the Town Hall of each commune 
interested, after publication of the fact. Any observations, duly 
signed, are included in a report ; and this, together with the opinion 
of the Common Council, must be forwarded within* a week to the 
provincial authority, which must, within a fortnight, pass them on, 
with its opinion, to the Department of Public Works. 

This body will then, through the sociely, make any modifications 
that the inquiry may have shown advisable; and if they involve 
chajsges in the trace of the line, the Department of Public Works will 
determine if there be necessity for a fresh inquiry, in which cai^ 
the formalities are the same as for the first. On their being tehni^ 
nated, the Department is to definitely settle the drawings and 
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^edfioatioDB, but no concession becomes definite until signed by the 


The total receipts for 1893, for all the lines, amounted to — 




£ 

Keceipts 


187,374 

Expenditure 


133,616 


Balance 

£53,759 


and deducting interest at 4 per cent, on the excess of expenses over 
receipts, in the case of four lines which did not pay, we have a profit 
of £52,834 on the year’s working, giving a ratio of expenses to 
receipts of 71 per cent. 

A comparison of the total receipts in 1892 and 1893, for those 
lines only which had been in operation for two complefe years, 
shows an increase for the latter year of £11,0G1. 

The following table gives.the proportions of receipts from goods 
and passenger traffic on lines which carried both — 


1886 

Paaaengen and luggage, 
percent. 

93-36 


Ooodf, etc., 
percent. 

6-66 

1887 . . . 

8704 


12-96 

1888 

79-25 


20-75 

1889 

71-62 

... 

28-38 

1890 

76-36 


24*64 

1891 

73-26 


26-74 

1892 . . . 

73-66 


26-44 

1893 

72-16 


27-84 

Of the fifty-six lines 

in operation at the end of 1893, four 


them showed a balance on the wrong side of £484. The whole 
amount of loss, however, from the beginning of the society’s operations 
in 1887, to the end of 1893, only amounts to £3079 ; and, to meet this, 
there is the general reserve fund of £8795, while all the other lines 
have in addition, to back them up, the special reserve fund of each 
line, ^mounting together to £5862. 

Independently of the figu^ giv^ in the table of the actual 
expenses for working each line, the general administrative expends 
for the whole of the lines were maintained at £11 per mile, 
figure having been £12*8 in 1892. 
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*. The general expenses are kept very low, representing only 3*68 


per cent, of the total expenses for making and stocking the lines. 
The total amount of capital subscribed at the end of 1893 was — 


By the Government 
By nine Provinces 
By the Communes 
By individuals 


£ 

493,440 

601,120 

730,920 

81,000 


Total capital £1,806,480 


The following table gives the proportional lengths for the three 
gauges adopted of all the Hues made up to the end of 1893, laid 
along roads, on roads widened, and on land bought for the purpose, 
the term, “ main line,” being here employed for the working length, to 
the exclusion of sidings, etc. — 


Main Link and Gavob. 



a ft. 3f Ids. 

3 ft. 6 iDH. 

4 ft. S^lDB. 

ToUl. 

On roads not widened 

mlleB 

404-64 

mlleB 

117-81 

mlloH 

5-67 

miles 

528-12 

1 

On roads widened 

33-12 

5-39 

— 

38-61 

On purchased land 

149-93 

6-12 

4-33 

160-38 

687-69 

129-32 

10-00 

727-01 

Sidings, etc 

86-70 

17-76 

2-65 

110-11 

Main and accessory lines together 

074-39 

147-08 

12-65 

837-12 


The type of gauge chosen by the society is that of one metre 
(3 ft. 3f ins.), which has the double advantage of permitting economy in 
construction, and of meeting aU probable increase of traffic that may be 
expected on a line under standard gauge. The Dutch local gauge of 
3 ft. 6 ins. has been adopted only in the case of lines put out towards 
Holland, with a view to joining and working in connection, with 
pre-existing or future lines, the permanent way and rolling stock not 
differing greatly between the metre and the Dutch local gauge. The 
standard gauge of 4 ft. ins. was admitted, only by way of 
exception, in the cfue of a few lines of slight length and likely to 
cany heavy traffic. 


T 
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Gxadiants of 1 in 40 are rarely exceeded on the local lines ; but 
three of them have much sharper gradients, as will be seen by the 
following particulars. One from Brussels to Petite Espinette of 
metre gauge, 6 miles long, is worked electrically, *with , overhead 
wire and trolly, on the Thomson-Houston system. Out of a total 
length of 8 miles, a little more than f of a mile includes the following 
gradients. The sharpest is 1 in 21 J for a length of 90 yards ; the next 
1 in 222 1-48 yards ; also two of 1 in 23 J ; one of 1 in 22 ; three of 

1 in 25 ; two of 1 in 26i ; one of 1 in 27 ; one of 1 in 34^ ; one of 1 in 
37 ; and two of 1 in 40. 

There are far sharper gradients, however, on one of the Charleroi 
lines, 5 miles long, and worked by locomotives, between Lodelinsart and 
Chatelet, viz. gradients of 1 in 14^ for a length of 33 yards ; of 1 in 16 
for 88 yards ; of 1 in 17^ for 495 yards, and of 1 in 18 for^6 yards. 
There are also gradients on this line ranging from 1 in 20^ to 1 in 33^. 

Another line, interesting- as regards gradients, is that between 
Paliseul and Bouillon, 9 miles long, and worked by locomotives. 
It has several gradients of 1 in 28^, and two of 27|, one of the latter 
being more than 1000 yards long. More than half the line consists 
of gradients of 1 in 40 and over, including one 1247 yards long of 
1 in S3h 

Whereas, in 1892, the local lines had 57 points of connection 
with railways of standard gauge, at the end of 1893 the number of 
such points increased to 62, and break of gauge occurs at each one. 

In the course of 1893, 19 private sidings were made in connection 
with the local lines, bringing up the total number, at the end of that 
year, to 93, of which 31 may be regarded as specially agricultural, 
and 61 industrial, serving quarries, collieries, coal-depdts, gas-works, 
brick-works, lime-kilns, foundries, and engine-works. 

Wherever possible, the system of public tender is adopted for con- 
tracts connected with permanent way, iridvding earthwork, bridges, 
and other works, platelaying and building, as well as rolling stock. 

The expenditure was as follows to the end of 1893 : — 

£ 

Femuaient way materials, and works 718,666 

Bolling stock 467,608 

Boildi^ 612,287 


£1,768,298 
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■ It is calculated that £128 per mile should suffice to repay to the society 
preliihmai^ expenses, and the cost of watching the construction. This amount iis 
included in all estimates. 

The societji possessed at the end of 1893 — 

245 locomotives, 

663 passenger carriages, 

1574 goods waggons and luggage vans. 

The mean expense for rolling stock, including engines, amounts to 
£650 per mile, being (not including sidings) per mile — 

0'33 locomotives, 

0*9 coaches, 

2*13 goods waggons. 

The locomotives weigh about 18 tons each ; there are also a few of 
less 'height, and some up to nearly 30 tons. Of the waggons, more 
than 70 per cent, carry 10 tons, the remainder being for freight of 
5 tons, and a few also for freight of 20 tons. 

When the railways are completed and equipped, the society lets 
them out to subsidiary companies to maintain the permanent way, 
renew and repair the rolling stock, and work the lines generally. 
These companies receive a fixed percentage of the gross receipts, with 
a guaranteed minimum in some cases of £128 per mile per annum, 
lletails of the agreements for working will be found in Appendix VII. 

No accident occurred in 1893 from collision or derailment, but 
five passengers were killed and three injured, through their trying to 
pass from one carriage to another, or mounting or descending while 
the train was moving. All the other accidents, forming the greater 
number, were due to drunkenness, suicide, or imprudence. 

In addition to the local lines worked by the society, there are six 
others conceded to companies, forming a length of 36 miles, so that, at 
the end of 1893, Belgium possessed a secondary railway system of 763 
miles as against 2827 miles of standard gauge, or about 30 per cent. 

The main results of the Belgian light lines are as under — 

Miles opoi 

dost per mile— Construction 
„ Bolling stock 

9 , Land 


Gross earning per mile 
Working expenses „ 


... £1818 
... £650 

... £220 



£204 
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In addition, the society takes £11 per mile per annum for 
supervision and payment of directors, etc. — 

t. d. 

Gross earnings per train mile ... • . . 1 2^ 

Working expenses „ 0 10 

Working expenses per cent, of gross earnings 71*31 

Ket return on capital 3*05 

Amongst other advantages of the principle thus adopted in Belgium 
of having one central administrative body in the nature of a public 
trust, for carrying out light railway undertakings, with separate 
capital accounts for each line, the following may be cited : — • 

1. Great saving in personnel and cost of management. 

2. The society holds, for negotiations with the main-line 
companies and others, a much stronger ^K)sition than could ever be 
the case were the undertakings left to small isolated compares. 

3. Wild-cat speculations are discouraged. 

4 Local authorities become the proprietors, with private sub- 
scribers, of the lines in which they are concerned, and whilst the 
operations of the society are carried out on strictly commercial lines, 
the subscribers have the strong support of a Government guarantee, 
for the protection of the interests of individual undertakings. 

5. The fact of the working of the society being centralized under 
the eyes of the Government greatly facilitates control by authorities ; 
and the society remains directly responsible to the State for the due 
carrying out of its obligations, and of the regulations which may 
be made in the public interest. 

In making technical and other regulations for the construction 
and working of light railways, the principle adopted by the Belgian 
Government appears to be, to keep them as simple as possible, and 
to tie the hands of those who are intrusted with their carrying out, 
as little as is consistent with a due regard for public safety and 
convenience. 

At the end of 1893, a further network of 900 miles of these 
railways were either in course of construction or seriously taken 
in hand. 

tTavieni to Sm1iroai]i» 2 ft. 4 ins. gauge; 30-lb. rails. — This 

• Circular issued by the Mansion House Association on Railway and Canal 
TiafBcy compiled by F. C. Fairholme, A.M. Inst. C.E. 

t Min* Proe. ImU 0*K 
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line, on a 2 ft. 4 ins. gauge, was constructed to open up the 
rich and fertile district known as Hesbaye, which by reason of its 
forming a quadrilateral between existing main lines was previously 
cut off from ifi,ilway communication. The railway is about 6 mUes 
loTig, and an extension is proposed. 

The weight of the rail is 30 lbs., the maximum gradient 1 in 66, 
and the radius of the sharpest curve 828 ft. The speed of the trains 
is limited to 9 miles an hour. The cost of the linCy without rollmg 
stochf was about £2000 per mile. There is an iron bridge 420 ft. long, 
a viaduct, and a bridge on iron piers, on the line. The earthwork 
amounted to 10,000 cubic yards per mile. 

The rolling stock consists of — 


£ 


2 locomotives, costing 

1440 

2 brake-vans 

160 

2 passenger carriages ... 

3,60 

3 jardinieres 

240 

25 .5-ton waggons 

1400 

7 5-ton jdatform waggons 

336 

Total £3936 

or per mile 

£656 

The line carried, in 1881- 

- 

Goods 

... 17,854 tons = 2892 tons per mile. 

Parcels 

230 No. 

Passengers 

... 40,294 No. = 6715 No. „ 


Yielding a revenue of £1550 per annum, or £258 per mile per 
annum. 

The cost of fuel, oil, grease, etc., averaged £18 per month, or 
£216 per annum. Twelve persons are employed, viz. — 

1 Inspector. 

2 Engine driyers. 

1 Stoker. 

1 Clerk. 

1 Receiver. 

6 Workmen. 

The break of gauge at Taviers involves a cost of about M, per 
ton for transhipment, which service is performed by a special 
contractor, unless the parties prefer to do it themselves by their 
own workmen. 
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Fio. 26. — ^Train on Light Bail way in the Canton of Geneva. 
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Narrow-gauge Eailways in the Canton of Geneva.* 

Gavgc 3 ft 3 J uw. ; rads 40 Ihs. per yard, ^ 

Amongst the countries of the world that are well supplied with 
railways in comparison with the total area, Switzerland must be 
allowed to take a very prominent place, and certainly it holds the 
chief position for variety of systems employed. Not only does it 
possess a great length of ordinary standard-gauge line, but of 
mountain railways also, as well as tramways and light railways of 
varied types and gauges, employing steam or electricity as the motive 
power. 

The Canton of Geneva alone has a most elaborate system of 
narrow-gauge lines of tramways or light railways, paxtaking^princi- 
pelly of the nature of the former in construction, yet by no means 
wholly confined to the roads and highways. The Geneva lines may 
be separated into ordinary railways, narrow-gauge lines and tramways 
The respective lengths of these being as follows — 

lines of normal type 19*4 milos 

Narrow-gauge lines 43*3 „ 

Tramways 9*7 

Eight of these narrow-gauge lines form a network carried on by 
a company entitled, ** La Society Grenevoise de Chemins de Fer a Voie 
Etroite.” The ninth is owned and operated independently. The 
length of each varies from 2 to 11 miles. 

The permanent way of these narrow-gauge lines is carried, 
wherever possible, along the roads maintained by the Canton. The 
width of these roads varies from 25 to 40 feet The gradients, as a 
rule, do not exceed 1 in 17, but none of these have any great length. 
At many points, in order to ease the gradients, or avoid trouble- 
some comers, the lines are carried off the road altogether. 

The line is placed on one side of the road, but without any 
foundation work or fence, just as with an ordinciiy street tramway, 
and no inconvenience to horses or foot passengers has in any way 
resulted. Even on market days the trains pass through crowds of 
buyers and seUers, without the least accident or trouble, the people 
* EaUway Worlds Mardi, 1695. 
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.'drawing aside at the sound of the driver’s horn, and reforming again 
behind the train ; and strangers are sometimes surprised to meet in 
the crowded streets of Geneva — very narrow in some places — tram- 
way trains of this type, each composed of three or four vehicles 
drawn by a locomotive. 

There are in all seventy fixed stopping-places or stations on this 
narrow-gauge system, indicated, however, merely by a post bearing 
the name of the place. Optional halting-places are marked similarly 
by a round plate sign. At crossings or points where danger might 
conceivably arise, signboards are put up, with the notice, “ Look out 
for the train,” painted upon them in large letters. 

The rolling stock includes 22 locomotives, all of the same type, 
six wheels coupled. These engines run either way indifferently, and 
may be operated from either end ; each is covered over with a light 
roof, and the sides are panelled so as to hide and protect the working 


parts. The chief dimensions are as follows 


Coupled wheels 

... ... ... 0 Ko. 

Load on axle 

5*4 tons 

Full weight of engine working ... 

16J tons 

Heating surface 

259 sq. ft. 

Grate area 

5 sq. ft. 

Diameter of wheels 

2 ft. 5} ins. 

„ cylinder 

9^ ins. 

Length of stroke 

1 ft. 2 ins. 

Capacity of tank 

320 gallons 

Capacity of bunkers 

800 lbs. 

Rigid wheel-base 

6 ft. 

Radius of sharpest curres 

160 ft. 

Maximum speed per hour 

16 miles 


The fuel employed is always coke, when firing in the city, and 
briquettes when outside. Exhaust steam is not condensed, but 
escapes noiselessly, and no trouble has been experienced at all on 
this ground. 

The passenger stock comprises a total of 57 carriages, of which 7 
are built with a baggage compartment. They are made with end 
platforms; cross seats, with an aisle running lengthways of the 
car, leaving two seats on one side, and one on the other. The 
ordinary cars have sitting accommodation for 24 passengers inside, 
whilst the platforms cany 12, or a total of 36. They weigh about 
4 tons each, or 220 lbs. per passenger. The seats are of perforated 
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wood^ and each car is heated by pipes through whioh the exhaust 
steam passes. 

Eight goods waggons are used on the line, each weighing 3 tons, 
carrying 5 tons, and being about 13 ft. 6 ins. long. Three smaller 
waggons, weighing about tons each, and carrying 2^ tons, find 
considerable employment in transporting milk. 

The full fares are l\d, to 1^. per mUe, but rebates are given on 
certain conditions. 

The train service is from 13 to 15 trains each way per day. The 
running speed averages, including stoppages, from 6 to 9 miles an 
hour. 


The cost of construction equals 
„ rolling stock 

Total cost 


per mile. 
4992* 

_!t. 

£5760 


The revenue averages 
The expenditure 


435 

340 


Net revenue 


£95 


or a return of nearly 2 per cent, on the capital. The number of 
passengers carried is about 1,489,706 per annum, or 4081 per day. 

The train miles run in the year were 281,810; an average of 
about 17 passengers was carried per train accommodating 79, or a 
proportion of 21 per cent. 

The expenditure per train mile is I 5 . l|d., being 77i per cent, 
of the gross receipts, and is made up as under : — 



d. 


per cent. 

1. Administration 

0-84 

or 

6-11 

2. Maintenance and repairs of permanent way ... 

1-40 


10-20 

3. Traffic expenses 

2-13 

)> 

15-56 

4. Locomotive expenses 

8-03 

»» 

58-53 

5. Various expenses 

1-32 

9> 

9-61 

1 

1-72 

W 

100-00 

Taking the fourth item in detail, the cost of — 



A 

Management^ wages of drivers, stokers, cleaners, etc. 

, 


We 

3-2 

“Fuel, oil, mter, sand, etc 

. 

.. 

3-52 

Repairs and renewals 



1-16 

Miacdlaneous 



0-16 

Per train mile 


,, 

8-03 
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The wages actually due to locomotive expenses average 2^. per 
tl^n mile ; and the cost of fuel 3d. per train mile. The first item is 
rather heavy because of Government restrictions upon the hours 
worked by th% employees ; the second is explained by the costliness 
of fuel — 25s. per ton. The consumption of fuel is not more than 
21 lbs. per train mile. The cost of traction is therefore about 3yL. 
per car mile, which compares favourably with other systems of 
working. 

Some extensions following the highway entirely, have recently 
been made for £2048 per mile. 


Italy. 

Gauges^ 4 ft. 8 J im. to 2 ft. 5\ im. ; rails, 42 lbs. and 36 lbs. per yard. 

The light railways * of Italy were commenced fifteen years ago, 
and there are now upwards of 1875 miles of these lines in different 
parts of the peninsula. They form a perfect network of light lines in 
the valley of the Po, as well as round other important centres, 
especially in Northern Italy. 

They are laid alongside the main roads without any fencing, and 
the trains run at a limited speed, and are made up of a limited length 
and weight. The details of construction are not supervised by Govern- 
ment, but a controlling power is exercised over the rolling stock and 
working arrangements. 

The several railways were originally owned and worked by inde- 
pendent companies, but recently an Italian Tramway Association has 
been formed, and a common basis of working has been established. 

The majority of the lines are of the 4 ft. 8J ins. gauge, but there 
are instances of 3 ft. 7^ ins., 2 ft llj ins., and 2 ft. 5J ins. gauges. 
These isolated lines form an important part in the economical develop- 
ment of the resources of the country, and the adoption of the narrow 
gauge has enabled very satisfactory financial results to be obtained in 
those districts where the limited amount of traffic would not warrant 
the construction of an ordinary railway. 

The width of the ordinary roads is about 26 ft. 3 ins. Twenty-aix 
feet is considered the normal minimum, but in some instances 20 feet 
* Min, Proc, Inst. C.E,, voL cix. 
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have been allowed. In roadways of extra width, of 32 ft. 10 ms. or 
more^ the line is practically separated from the roadway by a series of 
epur stones. 'Wliilst crossing bridges, the minimum distance between 
the ndl and the parapet is 2 ft. 7^ ins. on one side, an& 16 ft. 5 ins. 
on the other. In some cases, on narrower bridges, iron parapets have 
been substituted for masonry ones, and the footpath has been carried 
outside on cantilevers. 

In traversing streets, the line is generally laid in the centre of the 
roadway, but in narrower places it is necessary to have the maximum 
free width on one side, and consequently the normal minimum width 
between the rail and the wall of a house has been fixed at 3 ft. 11 ins. 

Tht rails are flat-bottom, and weigh 3G lbs. per yard, but. where 
engines over 12 tons weight are used, or where the traffic is heavy, 
42 lbs. rails are substituted. The sleepers are of oak, 7 ft. S ins, x 
7 ins. X 4i ins., are packed with 4 ins. to G ins. of screened gravel ballast, 
and the metalling of the road\(:ay is used for top ballast to the level 
of the top of the rail. The rails are fastened to the sleei)ers by spikes, 
coachscrews not being found satisfactory. 

2%e curves vary from 44 to 33 yards radius near the towns, whilst 
in the country, curves of 20 yards are common. The rigid wheel-base 
of both engine and cars is 5 ft. 3 ins., and the gauge being slightly 
eased at the curves, it is said the rolling stock passes easily round, 
with central buffers. 

The gradients range from 1 in 15 to 1 in 25. The capability of the 
lines are much restricted by the use of such steep gradients. The 
locomotives on these gradients have four wheels, and weigh 16 tons, 
and the limit weight of a train is 35 tons, including the engine ; con- 
sequently the margin is only sufficient for passenger traffic. In most 
cases (even at an increased cost for construction), the lines have been 
laid out for gradients not steeper than 1 in 25. The central rack 
has only been used in one instance. 

The lines are all single, with sidings where necessary, according 
to the extent of the traffic. The sidings are placed on the side, away 
from the road, and as the railway companies have no compulsory 
powers to purchase land, the sidings are placed on public ground. 

The statians axe of the simplee^, generally having a booking-office 
and waitihg-room in a house adjoining, but. where no hbuse is available 
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a small wooden building is erected. Unimportant stations are marked 
by a signboard, ** Stopping-pla4^** The terminal stations are on a 
larger scale, but still on a simple plan. 

Private si^gs are very numerous, and give direct communications 
with farms, fruit-gardens, dairies, mills, factories, ironworks, brick- 
works, etc., and in a manner prohibitive on ordinary railways. The 
trucks are loaded direct, and run, without transfer, straight to their 
point of distribution, while the materials required from the city by the 
mills and factories are brought in return, with a minimum expense in 
handling. 

The development of this important branch of traffic has led the 
various companies to facilitate all loading and unloading processes 
Uricks and tiles are conveyed in iron cages, in which they are stacked, 
.straight from the held. The cages are transhipped by a crane, and 
thus conveyed to their destination without one intermediate process 
of handling. Liquid manure is conveyed in tanks to the railway 
station, where the tanks are slung by a crane into the railway trucks. 
At their destination these tanks are either emptied into a storage 
reservoir, from which the liquid can be drawn ott into carts, or else the 
tanks are taken into the fields on carts. These arrangements are of 
great importance to agricultural districts, and also permit of the 
sewage matter being removed to greater distances from the city or 
towns than would otherwise be possible, except by costly works or by 
machinery. 

The workshop accommodation is generally restricted to small 
repairs required for the maintenance of the engines and cars, whilst 
extensive repairs are done at outside engineering shops. Some of the 
companies, however, have large shops, and make their own rolling 
stock, with the exception of the engines. 

The amount of rolling stock on each line varies as to mileage and 
traffic; approximately there are — 

Eogines 012 to 019 {ler mile worked 

PasBeDger carriageB ... 0*8 to 0*6 „ „ 

Ooods „ ... 0*8 to 0*9 I, ,, 

The engines have generally two axles ; a few with three axles axe 
employed very exceptionally on steep gradients. They are incased to 
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'within 4 ins. of rail level, to hide all the working parts. They weigh 
from 8 to 16 tons, the exceptional maximum being 20 tons. 

Diameter of cylinders ... 7 ins. to 11 ins. 

n n for 12 to 14 to^ engines. 

Rigid wheel-base 5 ft. 3 ins. 

Diameter of wheels 1 ft. 11 ins. or 2 ft. 2^ ins. 

Neither condensers nor smoke-consumers are used, and Welsh 
coal is genemlly burnt. 

The passenger carriages are both open and closed, providing 
16 seats and IG standing places first class, or a total of 32 ; 24 seats 
and 16 standing places second class, or a total of 40 ; and a composite 
carriage providing 8 seats and 8 standing places first class, and 12 
seats and 8 standing places second class, or a total of 36.' Bogie 
carriages have been tried, but, as a rule, smaller carriages are |wcferred, 
as the train is made up more easily to suit the requirements of the 
moment. The ordinary carriages, standard gauge, weigh on an average 
3 to tons, or 223 lbs. per passenger, and the open cars 2 to tons, 
or 157 lbs. per passenger, showing a great advantage in favour of the 
latter during the season when they can be worked. 

The goods trucks generally resemble those used on the main-line 
railways, their cfipacity ranging from 6 to 8 tons, and their weight, 
empty, from 2^ to 3^ tons, open trucks, and from 3j^ to 4^ tons 
covered vans. 

Continuous brakes are in use in some instances, but hand-brakes 
are most common, as the low speed of the trains does not justify the 
adoption of brakes of such a costly character. 

The Government regulations for the trains to be run on public 
roads are now, maximum weight of train, including engine, 35 tons, 
limit of length of train, 6 carriages in addition to the engine for 
trains running firom 10 to 12 miles an hour, and greater latitude 
if the speed is reduced. The maximum speed allowed is 15 miles an 
hour, which must not be exceeded ; but as allowances for stoppages 
have to be added, the average speed is less. Experience has shown 
these speeds to be perfectly compatible with safety on public roads. 

The fares charged are calculated on the following basis : — 

let class 0*92d. to l*07d. per mile 

class 0*61(2. to 0*76(2. „ 

In many cases the actual fares are still lower. 
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Considerable freedom is allowed in fixing the goods tariff, but in 
all cases, especially where contracts are made, the rate is very low. 

It is difficult to state any average cost of construction^ as the works 
on different liftes have been carried out under such varying conditions. 
In some cases it has only been necessary to lay the line, and make 
good the surface, while in others, streets had to be widened, inclines 
altered, and, in some instances, deviations from the road have been 
required, involving special work of a more or less costly character. 
The approximate cost may be taken as under — 


per mile. 

£ £ £ 


Cost of construction 

320 

to 

960 

avenge 640 

Permanent way materials, and laying 




960 

Land and buildings 

320 

to 

380 

„ 860 

Bolling stock 

450 

to 

570 

.. 500 

Supervision, compensation, workshops, tele- 





graph, etc 

100 

to 

200 

J50 

Total per 

miU 

£2600 


The average gross earnings are about £400 per mile. 

The worTdng expenses are approximately £300 per mile, or 75 per 
cent, of the gross receipts, leaving £100 per mile for net earnings, or 
4 per cent., nearly, on the capital. This rate has been continued for 
some time, in face of continued commercial depression, and the 
railways show signs of more prosperous working conditions in 
future. 


Saxony. 

GfaugCy 2 ft, 6 im, ; rails, 31 to 40 lbs, per yardJ* 

The local railways in Saxony have been constructed on the 
2 ft. 6 ins. gauge. The cost of the main lines had been such a serious 
burden on the finances of the Government that it was absolutely 
necessary either to stop all further construction by the State, or to 
adopt a more simple and less expensive mode, and rather than make 
no more railways, the last-named alternative was chosen. 

The first line so made was the section Wllkan— Uvoliberg, rather 
more 4 miles long, and opened in 1881, It is mostly constructed 
* jiftn. Proc. JnsA yoIb. Ixzxv. and Ixxxvi. 

K 



LIGHT BAILWAT8. 


m 

along the highway. The distances of all fixed stmctuxes axe the 
same as on the standard gauge, to admit of the transport of bulky 
goods. 

The maximum gradient is 1 in 40, and the minimum curve 
164 ft. radius. 

Level crossings are many, and there are three stations. Fencing 
and signals are entirely dispensed with, but a telegraph line com- 
municates with the two terminal stations. The trafBic is under 
Government supervision ; tickets are issued in the train, and there ore 
only the second and third classes. 

The following was the approximate cost • — 


Earthwork 

perjnlle. 

JB 

144 

Bndges 

^10 

Permanent way 

— 

Bails 30 to 40 lbs. pei yard, with trauttvorse sleepers (carrying 
5 tons per axle) 

770 

Ballasting, laymg, and packing 

286 

Compensation for road occupation 

259 

Level croBsmgs 

80 


£1879 


The total cost of the line is stated to be £23,400, or £5,626 per 
mile ; but this includes the cost of three large stations, the rolling 
stock, and the connecting of 15 factories with the tna-in line. 

The Zittan Beiohenan and Xorkoradorf Boilwaj. — This is also 
a 2 ft. 6 ins. gauge railway, following to a great extent the public road, 
and is 8'3 miles long. The maximum gradient is 1 in 40, the 
TniTiiTmiwi curve 246 ft. radius. 

A Warren girder bridge is erected over the river, of two spans, 
74 ft. 8 ins. and 48 ft. 5 ins., with a cylindrical pier 9 ft. 10 ins. 
diameter. The girders are 7 ft 6 ins deep and 11 ft. 6 ins. apart, 
centre to centre ; the weight of ironwork is 37^ tons, and the cost of 
the bridge, including erection, was £816, or £6 12s. per lineal foot. 

The rolling stock comprised — 

2 six-wheri engines (15*8 tons each). 

10 passenger carriages. 

7 covered goods waggons. 

28 open goods waggons. 
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. cost of the line was as under : — 


Land 

••• 

... 445 

Eaiihwoik 

■ 

... 678 

Level croBsinsB and mad bridges 


... 117 

Bridges and culverts 


... 432 

Permanent way 


... 1422 

Signals and cabins 


26 

Stations and platforms 


... 698 

Stream diversions 


66 

Bolling stock 


... 656 

Superintendence 


... 627 

Sundries 


13 

Interest during construction 

Cost per mile 

66 

£6046 


The Klotieche-Sonigehruok Beilway. — This is also a 2 ft. 6 ins. 
gauge railway, of 1212 miles in length, with a maximum ghuiient of 

1 in 60, and a minimum curve of 328 ft. radius. The goods pn this 
line are transferred to the standard-gauge trucks in other ways than 
by unloading from one waggon to the other. 

One method consists in lifting the body of the normal-gauge 
waggon and contents off its wheels, and lowering it on to a pair of 
four-wheeled narrow-gauge lorries, by means of overhead travelling 
cranes. 

Another method is especially suitable for goods requiring careful 
handling, such as pottery, glass, etc. In this case, the narrow-gauge 
line is laid for a waggon length down the centre of the normal gauge 
track, their axes coinciding, but the rails of the former being at 
an elevation of about 1 foot above the latter. A cradle is then 
run into position under each of the. waggon axles, and they are 
moved forward together until reaching a short incUne (1 in 10 for 
a length of 8 inches), where the rails of the normal gauge drop 
about f inch, whereby the axles of the waggons are seated on the 
cradles. 

Sach cradle consists of a frame, mounted on four wheds, of 

2 ft. 11^ ins. wheel-base, carrying a pivoted cross-beam curved down 
at each end, so as to support the rim of the waggon wheel. This latter 
method is ieeominended as much more practical and expeditious than 
the preceding. 
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The cost of the line was as follows : — 


£ 


Land 

170 

Earthwork 

318 

Fencing 

2 

Level crossings and road bridges 

72 

Bridges and culverts 

234 

Permanent way 

1362 

Signals and cabins 

26 

Stations, platforms, etc 

582 

Biver diversions 

6 

Bolhng stock 

460 

Superintendence 

414 

Sundries 

13 

Interest during construction 

43 


Cost per mile £3682 


Badabenl and Badaberg Bailway. — This is a 2 ft. 6 ins. gauge 
railway, and runs through an agricultural district. It is 10*34 miles 
long, with curves of 24G ft. radius, and gradients of 1 in 60. The 
arrangements for transferring goods from the narrow to the normal 
gauge are of a simple chaiucter. The transhipment is effected either 
by a transfer platform, situated between a normal and a narrow-gauge 
track, with surface inclined transversely, and its edges of a height 
suitable to the rolling stock of each gauge ; or the narrow-gauge line 
is raised above the normal gauge track sufBiciently to bring the 
waggon floors of each to the same level. 

Narrow-gauge waggons or engines may be run into normal trucks, 
by an arrangement similar to an ordinary caniage-dodlf The loco- 
motives have a wheel base of 5 ft. 11 ins., and weigh 5 tons per axle. 

The rolling stock consists of : — 


3 looomotiyeB. 

20 pasBenger carriages. 

7 covered goods waggons. 
80 open „ 

4 cattle tracks. 

2 pairs timber trucks. 

The cost per mile was as follows : — 

Land 

Earthworks 

Fen^ 



Carried forward ... 
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Level crossings and road bridges 

Brought forward 

922 

177 

Bridges and culverts 

••• 

268 

Perman^t way 

••• ••• 

1309 

Signals and cabins 

••• ••• ••• 

24 

Stations and platforms, etc. 


626 

Bolling stock 

... , , ,,, ,,, 

690 

Superintendence 

••• •• ••• 

476 

Sundries 


10 

I nterest during construction . . . 

••• ••• ••• 

53 

Cost ]^r mile £4455 

There are eight stations on the line. 

The Government of Saxony do not hesitate to break the gauge 


for a short branch of 4 to 12 miles long, in order to cheapen con- 
struction, and by *so doing they have obtained a cheaper line than 
by constructing one to carry the main-line rolling stock without 
transhipment. 

The narrow-gauge lines have their own rolling stock for local 
traffic, and the transported broad-gauge waggons can be coupled either 
to each other, or to the narrow-gauge stock. The transporters are 
found quite satisfactory in regard to stability at ordinary speeds, 
but would not be suitable for carrying live stock or cargo liable 
to shift. The system may be used with advantage where the narrow- 
gauge journey is not too long. 


^ Hungary. 

Gauge, 4 ft ins, ; rails, 50 lbs, ^er yard. Gauges, 3 ft 3f ins,, 
2 ft 6 ins,, 2 ft 3J ins, ; rails, 30 lbs, per yard. 

The Hungarian State lines are of three grades, viz. — 

Main lines, Ist rank, with rails 67 lbs. per yard 

Secondary, 2nd „ 60 lbs. „ 

Tertibry lines „ 30*24 lbs. „ 

These secondary and tertiary lines are of standard, metre, and other 
gauges — 

The fish-plates are 12*35 ins. long and weigh 2| lbs. eaoh 

n bolts, } in. diam. „ 0*28 „ 

Bearing-plates under rails, 6 ins. pc 5 ins. x 0*2 in. „ 1} „ 

On each side of the rail th^ have a raised rim 1 in. wide and 0*2 in. 
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1ii|^ and have four spike holes. They are used on curves of 10 
ehaiws and flatter, two in each tail length, and in diaiper curves four 
are used. 

The rail-spikes are 5^ ins. long x 0'46 in. square, and weigh 0*35 
lbs. each. The wood cross-sleepers are of oak, 5 ft. 7 ins. long x 


64 ins. X 7-9 ins. x 4*7 ins. / viim. 


The permanent way for the two grades of local railways in 
Hungaiy is as follows : — 


Once 
4 ft. ^ ins. 

Kails 50 lbs. per yard 

Fkh-platea ... rl3 lbs. outer) 

», 1? lbs. inner / 

M bolts ... ^ lb., 0*62 in. diameter 
Spikes ... 4 1^9 Ki. X 0*6 in. X 0*55 in. 
Bearing-plates 3^ 11^, 4*3 ins. x 5*9 ins. x 0*3 ins. 

Sleepers 8 ft. 2J ins. x 6*9 ins. x J|in. 


Goflge 
3 ft. ai ina. 

0*30 lbs. per yard 
21 lbs. each 
1 lb. 

i lb. „ ft 
If lb. „ 

ft. 7 ins. X 5*5 ins. x 



and the weight of iron and steel work per lineal yard of railway is- 

Gsuge Gsnge 

4 ft. Si IniL 3 ft. Si ins. 

lbs. No. lbs. 

879*02 (19 ft. 8} ins.) 376*83 

14*20) 

26*22/ 

4*76 

19*18 2 

21*93 36 


Na 

2 rails (26 ft. 3 ins.) 

2 inside fish-plates (plain) 
2 outside „ (angles) 
8 fish-bolts 
6 rail-bearing plates 
42 8];ukes 


No. 

4 

8 


965*30 


or per lineal yard 110*34 


10*06 



425*04 

64*72 


The Actual Organization of Local Lines in Hungary^ and the Besults 
of their Worldng, in 1892.* 

In Hungaiy, as in most European States, the system of main lines is nearly com- 
plete. This makes those interested in the construction of railways turn their 
attention more especiaUy to local lines. The development of the latter during the 
past few years has received a surpriring and unexpected impetus, owing to the 
aactlfioes already made, and still to be made, by the country. 

It was about the end of 1860 that local railways be^ to be constructed m 


* Inteisiatioiial Bailway Congress, London, 1896. B^rt by E. A. Ziffer. 
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Hungary. At that time, the Government settled the principles which diould influence 
Xhe construction of lines of secondary category with standard gauge, and of tertiary 
with narrow gauge. The carrying out of these lines under special regulations has 
been effected partly by the State and partly by private persons who benefit by them. 

But these riHgulations and special laws did not meet with the expected success; 
The demand for roads of communication, with a view to constructing on them cheap 
railways, was renewed to a greater and greater extent ; on the one hand, because, in 
the greater proportion of the country, the byways and highways were either insufScient 
or were in an almost impracticable condition, owing to want of metal, and the con- 
siderable expense necessary to keep them in repair, and, on the other hand, because, 
in view of the development of agriculture and forestry, and, above all, general 
industrial impetus, it had become aijsolutely indispensable to make the conveyance 
of produce easier by accelerated and economical methods of transport. 

It is also to the continuous efforts of municipalities, district authorities, and 
private persons, that Art. XXXI. of the law of 18^, Art. IV. of the law of 1888, 
as also the ordinance of the Hungarian Minister of Communications of the 11th of 
March, 1884, No. 40008/85, concerning railways are due ; these laws, or this ordinance, 
form the basis on which the local system of railways was established, and has since 
been developed. 

These legal steps were all the more ajtproved of in that the facilities and favours 
accorded to the now means of communication put an end to the insufficiency of com- 
munication between the different districts of the country, some of which had 
been absolutely isolated from all commercial interchange. 

The two articles above mentioned arranged for the financial co-operation of the 
State, the municipalities, the district authorities, and private persons, at the same 
time insuring that the undertaking of secondary lines should be encouraged by 
various advantageous inducements. The chief provisions may be summarixed 
as follows 

The State allows to locsl railways for a period of thirty years exemption from 
stamp-duties and all taxes direct and indirect; frees them from contributions towards 
the expense of the collection of customs, from the cost of police, of river and canal 
repairs (Art. XXXI. of 1880, secs. 5 and 6, and Art. IV. of 1888, secs. 4 and 6), and 
grants them besides the following concessions : — 

1. Where a line of railway serves the property of the State held in its own hands, 
the State will contribute to the cost of its construction. (Art. XXXI. of 
1880, sec. 7.) 

2. llie Minister of Commerce shall have the right to grant a provisional subsidy 
for a period of fifty years in return for the carriage of the mails. This subsidy 
shall be double the sum economised by making use of the railway, but with 
the provision that the sum capitalized at 5 per cent, shall not exceed 10 per 
cent, of the actual cost of constructing the railway. (Art. IV. of 1868, sec. 4.) 

8. The Minister of Commerce shall be authorized to debit the annual budget of 
the State with a sum of £25,000, as subsidy for local railways, so that an 
enterprise of this kind may be subsidized to the extent of 10 per cent, of the 
origuki capital (Art. IV. of 1888, sec. 7.) This grant shall not prevent the 
Bubridies being increased by special Act of Parliament. 

4. The Hungarian State railways ahall carry materials for the constructioii of 
locfd railways at actual out-of-pocket expenses. (Art. XXXL of 1600, 
Bee.0.) 
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6. The Huitgarien State railways locomotive works, as also the State factories at 
Disogyor, shall be permitted to give several years' credit for supidying engpnes 
and iron and steel materials required for the construction and working of local 
railways. (Art. IV. of 1888, sec. 6.) At a moderate rent, the State railways 
diall supply rolling stock for such lo^ railways as they shall work. 

6. The Hungarian State railways, as also all the State guaranteed pnvate lines, 
are bound to take over, if requested, the working of local lines which connect 
with their lines, on condition that they shall receive compensation if the actual 
working expenses are not covered. (Art. XXXI. of 1880, sec. 8, and Art. 
IV., 1888, sec. 6.) 

7. This article authorizes the Minister of Commerce to refuse, moreover, to allow 
local lines for which those benefiting by them shall not have contributed at 
least 25 per cent, of the original capital to be opened. 

The municipalities and the district authorities are also authorized to contribute 
funds towards the construction of local lines, and also to levy special taxes 
for this purpose. (Sec. 7.) 

8. The minister shall be entitled to demand that the working of a local railway 
shall be handed over to the railway with which it connects, ifillthe latter 
belong to the Hungarian State, or to a private State-guaranteed railway. 
(Art. IV. of 1888, sec. 6.) 

9. The actual construction capital shall be fixed by the Act of Concession; the 
nominal capital, the method and conditions of its subscription, the kinds of 
stock to be issued, and their respective relations to each other ; and, lastly, the 
dividends and fixed interest shall be settled by the Minister of Commerce. 
(Art. IV. of 1888, sec. 10.) 

10. The rates (maximum) shall be fixed in the Act of Conoession. The State 
shall have the right to demand the reduction of rates, if the net profit of a line 
for three years in succession reaches 7 per cent, on the original construction 
capital. (Art. XXXI. of 1880, sec. 12.) 

Finally, a ministerial ordinance of the 11th of April, 1889, fixes the regulations 
oonceming the construction, equipment, and plant of standard-gauge local lines. 

The following table shows the development of local lines in Hungary, due to the 
laws which have been mentioned : — 




Total groaa xeoelptB. 

Yeus. 

Mileage 

Average upen. 

Annual. 

Per mile. 


inllee 

£ 

£ 

1888 

1144 

280,537 

245 

1889 

1315 

829,063 

250 

1890 

1640 

385,113 

250 

1891 

1799 

480,833 

267 

1892 

2138 

573,188 

268 

1898 

2833 

662,852 

284 
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The figures in this table show that the mileage of local railways open has increased 
10B*8 ffer cent, from 1888 to 1893, and the gross receipts 136*3 per cent. 

According to a brief account published in the Zeitschrift fur EiserMhnm und 
Da'mpfachiffdhrt^ Nos. 8 and 9, of 1894, by Count Edward Wilezek, and based on 
official statistics, ‘^he Hungarian local railway systems comprised, for 1892, sixty lines 
open, with a total mileage of 2326 miles, of which 116 (5*1 per cent.) were narrow 
gauge ; and nine lines in course of construction, with a mileage of 327 miles, of which 
48 miles (14*7 per cent.) were narrow gauge. This makes a total of 2653 miles, of 
which 164 miles (6*2 per cent.) will be narrow gauge. 

Authority was given in 1893 to proceed with estimates and preparatory works 
111 connection with 68 new local lines with a total mileage of about 2125 miles, so 
that ere long the local railway systems will be considerably extended ; for if these 
projects are carried out they will embrace 208 lines with a total length of about 
7000 miles. 

Besides these local railways there are slso in Hungary industrial lines with a total 
length of 954 miles, of wliich 43*J jjer cent, use locomotives for traction, and 56*9 per 
cunt, horse traction. These industrial lines are subdivided as follows, according to 
their use : — 

31*7 per cent, for working mines ; 35 per cent, forests ; 14*6 per cent, agriculture ; 
13*7 per cent, for working industrial tactories ; 5 per cent, various. 

There are besides lines on roads (tramways) with a total length of 99 miles, 
of wliich — 

65*1 pei cent, are worked by horses ; 27*4 per cent, are worked by steam ; 7*5 
jier cent, are worked by electricity. 

The local railways open at the end of 1892 represented 30*45 per cent, of the 
system of the Hungarian railways, which comiirise 7539 miles, of which only 132*5 
(5*7 per cent.) are narrow gauge ; namely, 115*5 of local railway, and one main line of 
the third class with 14*5 miles. The narrow gauge used liM been 29*5 ins., 29*9 
ins., and 39*37 ins. 

The original working capital of the 60 local lines open, and of five others not yet 
opened for traffic at the end of 1892, amounted to £10,696,430, to which the State 
has contributed 13*3 per cent., the municipalities 7*5 per cent., the district authorities 
and private persons 12*4 per cent., making altogether a total of 33*2 per cent. So the 
public contributions amount to £3,557,653, and the share subscribed by private enter- 
prise to £7,138,777, or 66 8 per cent. 

In other terms, the subscriptions may be divided thus — 

(o) The State— 

peroent. 

Subscriptions for carriage of mails capitalized 5*6 

„ and other contributions 7*7 

Total 13*3 


In return for these sums, amounting to £1,430,657, the Government received the 
sum of £1,231,016 (86*4 per cent.) in ordinary shares. The State, therefore, has 
given as an out-and-out contribution, £199,624, or 13*6 per cent. 

(5) The munidpalities-^ 

Subscriptions amounting to £794,870 (78*1 per cent.), and a sum of £176,312 (or 
21*9 per cent.), which must be omiBidered as an out-and-out oontributimL 
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The number of ordixuuy BhaieB usued is divided as follows 

perent. 

To the Ctoyemment 26*0 

n municipalities 16*1 

„ district authorities t ... 11*3 

Total 63*8 


The remaining 46 per cent, is in the hands of the private persons who benefit by 
the introduction of the lines. 

The nominal original capital, £10,300,000, for the 2326 miles of local railway at 
the end of 1892 is composed of the following shares : — 

percent. 

2*83 bonds. 

60*61 preference sliares. 

36*66 ordinary shares. 

100 


The average market quotation of these shares is 64*6 per cent. 

The average cost of construction and equipment of these lines was, at the end 
of 1892— 

per mile. 

£ 

For standard-gauge lines 4124 

„ narrow-gauge lines .. 3394 

It must be remembered that the cause ot this first cost being, as it appears, 
relatively smitil, is due to the fact that the greater part of the rolling stock of the 
lines in question was provided not by the enterprises IhemselveB, but by the railway 
administrations who worked them. 

The working of the 60 lines at the end of 1892 was carried out as follows : — 


Number of Unci. Mllee. 


(а) By the enterprise itself 

(б) By the administration of the private railway 

with which it connects 

(c) By the administration of the State railways at 

the expense of the enterprise 

(d) By the administration of the State railways 

at its own expense 

(e) By the State railway administration on a basis 

of ordinaiy working agreements 

(/) By the State railway administration as proprie- 
tors of the line 


9 442*5 

7 142 

3 146 

6 116*6 

31 1302 

6 178 


60 2826 


Thib rolling stock bdonging to all these lines consists of— 
106 engmes, 

286 carriages, 

1714 goods waggons. 
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tluit ifl— 

0*046 engineB per mile 
0*101 carriageB „ 

0*73 goods waggons ,, 

The grosa receipts of the 60 lines on the average, at the end of 1892, worked ‘ 



per mile. 

(a) From passengers, baggage, and parcels 

106 

(6) From goods 

183 

(c) Various 

13 


£302 


The number of ^aengers carried per milfl has been 3680, and tons of goods 
1529. 

The grou receipU varied between £806 per mile (Budapest-Szt. Lorincz) and 
£17 per mile (Harazti-Baczkeve). 

The average expenaee amounted to £165 per mile, t.e. 54*7 per cent, of the 
receipts. This percentage varied from 36*1 per cent. (Hermanstadt-Felcke) to 89*6 
per cent (Kesmark-Szepesbdla). 

The iniereat on capital amounted to 3*31 per cent, on the average. This interest 
varied in the case of the difiTerent lines as follows : Budapest-Szt. L5rincz (narrow 
gauge), 11*6 per cent. ; two others, 6*9 per cent, to 7*2 per cent. ; seven others, 5*2 to 
5*9 per cent. ; eight others, 4 to 5 per cent. ; ten others, 3 to 4 per cent. ; thirteen 
others, 2 to 3 per cent. ; seven, 1 to 2 per cent. ; three, 1 per cent. 

The relatively satisfactory return on the capital of the total number of Imes is 
due partly to the sufficiently high passenger and goods rates charged, and partly to 
the working agreements entered into with the State railways. According to these 
agreements, the State receives a fixed sum per passenger mile and per ton mile of 
goods. Hence, in every case, some profit cannot fail to accrue unless the private 
companies spend sums above and beyond working expenses properly so-called. 

The allowance paid consists for passenger traffic of 50 per cent, of the gross 
receipts ; in the case of goods traffic, it consists of a fixed terminal charge in addition 
to 0*8 pence per kilometric ton per mile fur smalls, and 0*32 pence per ton mile in 
the case of a full load. 

When the rolling stock of the line is supplied by the administration which 
guarantees to work it, the proprietary company has to pay to the administration 
which works the line 10 per cent, of the gross receipts, exclusive of terminals. 

The passenger tarifiF amounts in most cases to— 

Fence per mile. 

lat class 1*6 

2iid class 0*96 

3rd class 0*64 


The goods tariff shows on the average the following rates — 
Orande vitesae. 


ClasB I (ordinary) 

ClaiB n (reduced) 

OUsB ni (specially reduced) 


’T'ST^ 

... 4*48 
... 3*2 
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FtiiU viUne, 

Penoe per ton-mile. 

Ist dasB 2*8 

2nd class 1*9 

Specially cumbrous goods (^mcomJbrantes) * ... 3*& 

ciass A 1*6 

Class B 1-4 

Class C 1*1 

Special rate No. 1 1*3 

Special rate No. 2 1*1 

Special rate No. 3 0*8 


The terminal charge for goods at grande vtVesse,” and also for 

the goods called " eneombrantes^ and of the 1st and 2nd F^noe. 


class, petite vitesse^ is per ton 20 

Class A 12 

Class B and C 8 

Special rate No. 1 10^ • 

Special rate No. 2 8 

Special rate No. 3 6 


It is worth noticing that the Hungarian zone tariff system already in use on some 
local lines seems to succeed, and to be extending more and more, several of the lines 
liaving introduced it at the beginning of this year (1894). 

Nevertheless, it must be noted that, in spite of the subsidy provided by the 
Hungarian State railways, by means of working agreements, and amounting to the 
sum of £25,000 at least, still the nett proceeds of the local railways are insufficient 
to meet the interest on preference shares, and the ordinary shares bear, as a rule, 
no interest. 

These circumstances make one pause to consider how the interest on the capital 
expended on these lines can be increased. 

The first thing to be done is to bring about economies in working, and this, to 
my mind, necessitates the working of them being leased, as State working is too 
much tied and bound by regulations, and lacks elasticity. The State cannot but 
gnin by giving up the present method, which, according to all accounts, wei^s heavily 
upon its shoulders. 

The matter has recmved much attention amongst those concerned, and it is 
recognized that the introduction of leased working would cause some difficulty for 
the amall enterprises, especially on account of the absence of rolling stock; but all 
the actual ioconvenienoes of working by third parties could be easily obviaM in the 
new agreements ; there would also be an opportunity of exercising an influence on 
the returns of a railway by carefully estimating, with a view to economy, the capital 
required for original ounstruotion. 

Economy in original expenses will only be attained hy the. adoption of wvrrow 
goAtge, For the first time in Hungary, a project of a local narrow-gauge system 
confined to the north-west of Hungary was agreed upon in 1892. This is all the 
more important from the fact that the mountainous regionB of the north and east of 
Hu&gftiy iie iosufficaently provided with these means of transport. 

first Hungarian local line was the Pressbouxg-Tymau with 39*7 ins. gauge, 
and ti^ion was by horses. This line was altered to standard gauge cn ^ 
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iniroductiol) of locomotive traction ; then, In 1872 and 1873, came the local standard- 
gauge railways of the Austro-Hungarian Privileged Compiiny, and also those of the 
Hungarian State railways themselves. 

The establishment of local railways with the reduced gauges of 29*52 ins. and 
29*92 ins. only d&tes from the last two years. Amongst these is the Budapest- 
Szt. Ldrincz, on level ground, which has been mentioned abpvo as having heavy 
passenger and goods trailic, and as paying the largest dividend of all the Hungarian 
local railways. This speaks eloquently in favour of the narrow-gauge system. 

The standard gauge has been especially used on the local lines situated in broad 
and fertile plains^ and for these tins gauge seems eminently suitable. Moreover, the 
old rolling stock of the main lines can thus be employed. 

In the course of 1893, the development of local lines in Hungary received a further 
impetus, and a certain number were opened for traffic. This beneficial activity haa 
been extended into the current year. 

It is no less interesting to note the experimental introduction of electric traction 
in the working of the Arad-Csanad local lines, an important system of 201*5 miles, 
which earned in 1K92 £456 ])cr mile, and paid 5*8 per cent, interest on its original 
capital This company leases the working of its lines. 

Should electric traction give good results, a new era will open for local railways, 
an era the results of which, considered both from the economical and technical stand- 
point, will be extremely advantageous. 

Local railway construction has been markedly encouraged by the formation in 
1892 of the Hungarian Local Railways Trust Company. This company’s object is to 
buy, to sell, and to mortgage the bonds and shares belonging to the companies of 
local railways opened or being constructed in the Hungarian kingdom and in the 
neighbouring countries. It also intends to issue bonds bearing fixed interest to the 
amount of the shares of these railways which it has taken up either in its own name 
or by mortgage. ' 

Quite lately this company has acquired and mortgaged preference shares of six 
different local railways to the amount of £344,000. The total mileage of tliese is 
243 miles. The society has issued 4 J per cent, bonds to the extent of £425,640. 

It is clearly seen from what has just been said about the development, organiza- 
tion, and results of working of the Hungarian local lines that, in conjunction with 
the State, the municipalities, the district authorities, and private persons who benefit 
thereby, evidently aid the establishment of new lines and diligently support these 
enterprises afterwards. 

Private enterprise assists in the construction of these r^ways to a not less 
marked extent. 

Nevertheless, it must be recognized that the bulk of traffic is not very great, and 
that the working expenses are too high, in spite of the favourable agreements. The 
main object to attain is, then, to find means of decreasing these expenses. 

T do not doubt that this result can be obtained by the co-operation of all the 
interested parties, if it be admitted that these lines, which have to satisfy not only 
local necessities, but also more extensive demands, must be worked under othw 
conditions than those obtaining at present. 

Local railways have an important influence on national prosperity, but will only 
continue to develop if they enjoy full and comidete liberty in construction, working, 
and, lastly, in administration; in a word, %f they are consirwsM^ ofgammd^ and 
adminUUi^ an a different syelemfram that ettitomaiy in ika ease of main linn. 
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Light Bftilwaj from Omu to XHtoo and Lno-ovr-XKor. 

l^auge, 2 ft 0 im. ; rails, 30 lbs. per yard. 

TLATES XXIIL, XXIV., XXV. 

One of the most successful local railways on the Continent is 
that constructed and worked by the Decauville Company, on their 
system of steel sleepers riveted to the rails. It is of 2-ft. gauge, and 
runs partly alongside a road or canal for the whole of its length. The 
works are of a permanent and substantial character, and this line 
affords a good illustration of the class of railway which will best 
meet the requirements of local districts, in our own country and in 
the colonies. 

The rails are of steel, weighing 30 lbs. per lineal yard, and are 
riveted to steel sleepers weighing 31 lbs. each. The line is well 
1)allasted and constructed in a thoroughly substantial manner, and 
has cost £2143 per mile, including rolling stock. There are fifteen 
staiixms in the 23j^ miles, and each station has cost £160. There 
are also large goods depdts at Eiva-Bella and Dives, extra sidings 
at three different points for interested landowners, and signals and 
telephones with return wires. 

These items have added considerably to the cost, and in many 
districts would not be required. Had they been omitted, or, at any 
rate, very considerably reduced, the cost of the line would have 
averaged about £1930 per mile. 

The locomotives weigh 12 tons in working order, carrying 300 
gallons of water, and i ton of coal, and are capable of hauling 
] 80 tons gross load on the level at 7^^ miles per hour. 

The rolling stock is of the bogie type, fitted with vacuum brakes, 
and the goods waggons have a caiiying capacity of three times the 
tare (16 cwts.). 

The passenger carriages are of various descriptions, and, when 
divided into compartments, each compartment accommodatea four 
pexeona on either side; they are 30 feet long, and 'the— 

1st Class carriage holds ... 40 passengers 

2ad ,, „ ... ... ... ... 48 „ 

3rd „ „ 56 „ 



144 


LIGHT BAILWAT8. 


Ist ClaaB tram-car holds 6 each side, and has a balcony at each end. 

Srd Glass tram-car holds 10 each side, and has a Mcony at one end, and a 
luggiige compartment at the other. 

As many as 350 passengers have been conveyed by a single 
train. 

Empty trucks are always run in the rear of the train for con- 
venience of shunting at roadside stations. They are uncoupled 
from the train, and hand-shunted into a siding, when the train has 
left. 

All transhipping is done by hand, the trucks of the normal and 
narrow gauges being brought side by side, with the floors of the trucks 
leveL The cost of this work is 2d. per ton, and is paid by the 
receiving company. 

The passenger fares are per mile — 

Ist Glass I 2nd Glass | 3rd Glass 

2d. I Ud. I Id. 

with 50 per cent, additional for return tickets. 

The total cost of the railway has been £50,594 ; the total receipts 
for 1894 were £8473, or £300 per mile per annum ; the working 
expenses £4407, or £187 per mile per annum ; leaving a balance of 
£4066, paying 8 per cent, on the capital. 

The working expenses per cent, of gross receipts were 53*4 

Nearly 300,000 passengers were carried over the line last year, 
and as many as 61,405 in one month. 


Ught Vanow-gaugaBaUwaylirom Pithiviera to Toury in Trmot* 

Gav>ge, 2Ji.O ms. ; rails^ 19 lbs. 

The line has been built by the Council of the Department, and is 
worked on lease by the Decauville Company, on the following 
terms : — 

If the gross receipts are less than £116 per mile per annum, the 
Department has to pay the lessee half the difference. 

If the gross receipts are more than £148 per mile per annum, 
the lessee pays half the difference to the Department. 

* Jfm. Pm. Inst. C.S,t vd. oxvm. 
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Whan the gross receipts are between £116 and £148 per ^le, no 
payment is made either way. 

The Department hoped to make a considerable saving in road 
maintenance Vy the construction of the railway. The line is laid 
alongside the public road, is 19 miles long, and has been increased in 
length to take m as much local traffic as possible. There are seven 
intermediate stations, and six other stops, to pick up passengers 
without luggage. An open shed, and a small office for parcels and 
for a weighing machine, are the only accommodation at stations. 
Tickets are issued on the train by the guard. 

The steepest gradient is 1 in 100. The rails, 19 lbs., are found 
to be too light — 24 lbs. would have been better — and are riveted to 
steel sleepers. 

There are four engines, two for goods, weighing each 12 tons in 
working order, on Mallet’s compound system, and two passenger 
engines, weighing each 8^ tons in working or(^r. 

There are two types of waggons : 10-ton open bogie waggons, 
weighing 3*17 tons, and 5-ton beet-root waggons on four wheels, and 
a cattle waggon, 32 ft long, on bogies. 

Cost of construction £1223 per mile. 

BoUiog stock 328 „ 

Total cost ... * ... £15^ 

The line carried in 1893, 27,255 passengers, and earned £2086, or 
£109 12s. per mile per annum. 

The principal object of the line is to assist the cultivation of beet- 
root and the manufacture of sugar. 

Important branches have been laid down by cultivators and 
manufacturers, and this is easily done when this type of line is used. 
It can be laid and moved as the gathering of crops may require. 

State Subsidies to Light Railways.* 

Under this title, my contemporary, the Vote Ferriet has recently publisW a 
most admirable article signed ** Bossely.” In view of the Board of Trade Gonference 
^mid of the fact that our public authorities will undoubtedly be asked before long 
to consider the whole question of asnstanoe to Ught railways, I think the article 
should be of very considerable Interest in England, though I confess to feding the 

* Traneporti Nov, 28, 1894. 

L 
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contrast betwesn the scientific manner in which these matters are studied in France, 
and the happy-go-lucky method in which our Irish light railway guarantees were 
gWen, as somewhat humiliating. I therefore translate it, not in full but in a 
somewhat free rendering, omitting passages which have merely local application, 
and where necessary turning French phrases and conditions into their English 
eqpiivalents : — 

It may be said in general that idl methods of assistance to light railwa 3 r 8 can 
be divided into two categories : a guarantee of interest and a fixed subvention. 

1 . Quaranteed Interest. • 

This was the method adopted by the law of June 11, 1880. The promoters 
of the line build it, and furnish the rolling stock, at a fixed price either for the 
whole line or |)er mile, the State and the Department concerned paying inteiest on 
the sum so fixed at a prescribed rate. The promoters work on certain terms, which 
consist of a fixed sum and a pro^iortion of the gross receipts, the State .and the 
Department guaranteeing that the receipts shall not fall below a certain minimum ; 
in other words, undertaking to pay the difference when the gross receifits do fall 
below that minimum. This system has been adopted both in Algiers and Tunis, 
and on the systems of Le Sud de la France, Les Chemins de Fer D^partementaux, 
Les Chemins de Fer Economiques. There has been a great outcry against this 
system, on the ground that it gave the promoting Companies a considerable profit 
on the cost of construction, and that by guaranteeing to them a minimum receipt per 
mile the State encouraged them not to develop the trafiic. The point has even been 
carried further, and it has been said that, as each increase in receipts implied an 
increase in the cost of working, the Companies had an inteiest in not developing the 
traffic ; and this idea has found expression in the very grave accusation phrased as 
“ working for a deficit.” This much is certain, for it is plainly to be seen m the 
accounts of the Companies which have built on the guarantee system ; the State and 
a certain number of Departments have, in consequence of the guarantee, to support 
every year considerable charges h'rgely in excess of what was anticipated. These 
excesses fall mainly on the Departments, as the State took the precaution to limit 
its share in the guarantee to a fixed maximum. This unfortunate result is due to 
several causes. The Departments, which were the first to encourage light nulways, 
had not a sufficiently accurate idea of the probable receipts of the lines which they 
caused to be constructed, and made serious mistakes in their calculations. At that 
period there was not sufficient practical experience of the actual cost of working light 
lines, and by comparison with the cost of ordinary railways, a figure quite unneces- 
sarily high was assumed. Accordingly the guaranteed minimum of earnings per 
mile was fixed much too high. Further, the cost of construction was also fixed by 
comparison with the money spent by the great Oompanies or on lines built by 
Guvernment engineers on a quite unnecessarily magnificent scale. In one word, 
ififfleient idlovoanees were not fnadefor the essential differences which ought to exist 
in ihe expenditure of m ordinary raUway, and those of a light railway of metre 
gofoge. Yet again, at the time that these lines were promoted, the interest on money 
was much higher than to-day, when it is scarcely 8 per cent., and the promoting 
Oompanies get the advantage of the difference. All these causes combined have 
been in favour of the Oompanies, while, on the other hand, certain Departments have 
seen tiinr rates increase to an alarming extent, and have uttered a cry of alarm which 
has been re-echoed all through France. The Minister of Public Works and the Council 
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of {itate naturally demred to prevent the evil extending, and have accordingly sub- 
Btitated the ayatem of fixed aubaidy for the ayatem of guaranteed intereat. 

^ 2. Fixed Suibeidy, 

The firat reform was to put a atop to the lump-sum price for building the line. 
The Council of State has absolutely insisted on this in all recent concessions. This 
reform is entirely in the right direction. The second reform consists in putting an 
end to a guaranteed minimum sum for working expenses, for this is, in other 
words, a lump-sum pric^ for working even more harmful than the lump sum for 
construction. Let us now proceed to examine some of the various solutions either 
adopted or proposed, and point out that which seems the best. 

First Solution. 

The cost of construction of the lines is estimated by engineers in the public 
servK e as exactly as possible. The Department gives to the Company that builds 
the line a fixed mheidy per mUe built, usually aibout three quarters of Hhe cost 
The Company supplies the balance, and carries out the works under the control of 
the county engineer. Plainly this is, though disguised under a different shape, 
a lump-sum subsidy for construction. The Company works at its own 'cost and 
risk during the whole term of the concession (ordinarily on the average about 
ninety years). It keeps the entire earnings so long as the gross earnings, after 
deducting rates and taxes, do not reach a certain fixed maximum. When the 
gross receipt exceeds the maximum, it receives as cost of working a certain sum 
fixed according to the formula — 

W = F X F, 

Where W is the working cost, F* is a fixed sum which differs on the different lines, 
and is calculated as sufficient to cover the whole of the fixed costs * of working the 
line, F is the gross receipts less rates and taxes, and x is some fraction of the gross 
receipts varying in practice anywhere between one quarter and three quarters. 

The Company on this system takes the risk of the construction cost exceeding 
the estimate, and naturally, therefore, tries to build as cheaply as possible. But the 
works are carried out under the control of the county engineer, and further, the 
Company has an interest in building honestly, and avoiding scamping, from the fact 
that the cost of repair will fall on its shoulders ; and, further, the working expenses, 
for which the Company is responsible, would be heavier on a badly constructed line. 
This system, therefore, is a considerable protection to the Departments, but in order 
that the line may continue in a satisfactory condition, it is necessary that its 
earnings should be sufficient to cover, first, the interest on the sum which the 
Company has actually spent ; and second, the actual cost of working. If, therefore, 
a Company has committed itself to poor lines whose earnings only increase very 
gradually, a time may come when the Company, after having spent all its capital 
in meeting the deficits in the working expenses, will be obliged to go into liquidation 
and abandon its undertaking. The Department, it is true, will then enter into 


* Foreign railway economists always distinguish between ** fixed costs,** expenses 
for maintenance, signalling, station staff, etc., which remain in great measure the 

aame whatever he the traffic, and variable costs,** such as locomotive and train staff 
expenses, which increase roughly proportionately to the traffic. 
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poMeBBiop of the line and the rolling stock, but nnless it has been very careful to 
see that they were properly maintained, it is quite possible that their actual value 
will turn out to be less than the sum which the Department has paid as its diare 
of the cost of building. At best it will be forced tu work the line itself, which is 
hardly practicable, or to apply to some other Company to work it,trhich may demand 
an extravagant price. 

For certain lines this system has been combined with a fixed and guaranteed 
miniTniim of working exi^enses. Here we come back to the difficulty mentioned 
above in the case of guarantees of interest. 

Second Solution. 

The Department in this case built the line and BU])plied the rolling stock at 
its own sole cost, and then leased it to a contractor, who undertook to work it on the 
following conditions : — 

If the gross receipts, after deducting rates and taxes, are less than 4 c fr. per 
mile, the x fr. are regarded as the cost of working. The line is then considered as 
not paying its working expenses, and the Department pays the contractSv half the 
difference between x fr. and the actual gross receipts. If the gross receipts are more 
than X fr., but less than x y fr., the contractor kee^is the entire earnings. If the 
gross earnings are more than x + y.fr., the contractor receives as his remuneration 
for working half x + y plus half the gross receipts, after deducting rates and taxes. 
The balance is employed to repay, with interest at 4^ per cent., in the first place to 
the contractor, and secondly to the Department, the original deficits, if any, in the 
working expenses, and after this to repay the De]jartment for its original capital 
expenditure. In the case of the Pithiviers to Toury, the value of x was taken as 
£120 per mile iier annum, and the value of y at £32 per mile. This was allowing 
for three trains each way daily. In other words, the line would pay its working 
expenses if the receipts per train mile do not fall below 

- — = 13rf. ijer tram mile. 

6 X 365 ^ 

This line is worked by the Decauville Company. 

Under this system, the contracting Company has every interest in increasing 
the traffic as much as possible. Further, it only bears half the loss if the receipts 
at the outset are insufficient. In order to oblige the contracting Company to 
maintain the lines in a satisfactory manner, a very large deposit is required, which 
is forfeited to the Department if the contracting Company ifuls to carry out all the 
obligations in its contract, and the lease has to be cancelled. Finally, this lease is 
only granted for 16 years, so that the Department and the Contracting Company 
may not be bound to one another for too long a period. This system is ingenious, 
and the Department has deliberately faced the necessity of employing a contracting 
Company — a thing which, as hf^ been said above, a certain number of the Depart- 
ments will be forced to accept sooner or later. At the same time, to my mind, there 
is a serious objection, namely, that the Department builds the line itself. On ihe 
other hand, in requiring the contracting Company to build on a schedule of prices 
fixed by tito public engineers, and with as complete and strict a supervision as 
possible, there are the following advantages : — 

(1) There is no risk of taking a contract for building by public tender from an 
imsetiafiictory oontiactor. 

; (2) Accounts lue much more easily settled, whereas, unfortunatdy, it very often 
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hftppene, ia jspite of all care taken, that contracts let by public tender lead to disputes 
and intermi^ble litigation before the Prefectural Council and the Council of State. 

(3) The Department has the best guarantee of good workmanship in the fact 
that the contracting Company has to work the lines for a eonsiderable number of 
years, and consequlntly is interested in the line being well constructed, and requiring 
in the future as little maintenance and repair as possible. 

(4) The building of the line is facilitated because the contractor, if he has got 
to work it afterwards, can use the road and rolling stock to carry out the works. 

(5) It is accepted as reasonable in the abstract that a contractor should always 
get a fair profit on the work, and it is only right that the Company which is to 
work should get this profit, so as to counterbalance, to a certain extent, the risk 
which it must run in working later on. 

(6) Finally, the system of allowing the Company which is to work, to build 
also, avoids all the difficulties that a working Company might raise on taking over 
the line. The engineers who have built on behalf of the Government, lines which 
have subsequently been handed over to the great Companies to work, know how 
there are questions of all kinds raised when these lines, however well constructed, 
are handed over. Further, if by chance an accident happened immediately after the 
line was opened, the working Comi>any would not be able to attribute this to some 
imperfection in the line for which it was not responsible. 

Third Solution. 

The lines are laid out and the cost estimated by the county engineers. This 
cost is estimated both per mile and for the entire line. The Department, with 
the help of the State subsidy, makes itself responsible for the greater jnrt of the 
expense. The Companies who are inclined to bid for the concession examine 
the estimates and plans of the engineers, make their own calculations, and put in 
a tender in which they undertake : — 

(1) To build the lines either for a price per mile, or for a lump sum which they 
put into their tender. In other words, they imdertake to do the work at a certain 
discount off the price as estimated by the county engineer. 

(2) They ofler to work at a certain price, which they also put into their 
tender in the form of a lump sum per milfl, plus a definite percentage of the gross 
receipts. 

This system is in fact a lump-sum contract both for construction and working, 
a system which to my mind the Council of State ought to put a stop to. The 
Department examines the tenders and hesitates between them ; on the one hand, 
between the various discounts offered on the cost of construction; on the other 
hand, between the advantages which one tender for working offers over another. 
Too often the Department decides not according to the business or financial 
capacity of the tenderers or their reputation, but according to the economies which 
it expects to make later on in the working expenses ; economies which probably 
will never be realized in practice. Under this system the tenderers may very 
likely themadves be in error as to the probable earnings, and may undertdee to 
do the work too cheaidy, and it is quite likely that later on a working Company 
will be compelled to abandon the undertaking to the very great injury of the 
Dqiartment. 
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Praxth Solution. 

The oonstriiction costs are estimated by engineers as exactly as possible* and 
with Ihe help of a schedule of prices, which takes a liberal vie^ of the cost and 
of the interest of the constructing Company. The Company executes the woi&s 
under the control of the county engineers on a schedule of prices, but with a fixed 
tfiMimiiTn for the line or lines included in the concession. The object of fixing a 
maximum sum is this: — The accounts are settled after measuring up the work 
actually executed and charging them out at the schedule rates. If the result so 
anived at is less than the fixed maximum, one-third of the difference goes to the 
Department and the remaining two-thirds to the constructing Company. If, on 
the other hand, the maximum is exceeded, the entire loss falls upon the Company. 
In contracts drawn after this model the Department undertakes to bear the entire 
capital expense, and in order to deter contractors or contracting Companies who are 
untrustworthy, or with insufficient capital, from tendering, it has recoursa to the 
following expedient : Only three-quarters of the total expense are paid straight out ; 
the remaining quarter is advanced by the contractor, and is either held ai .caution 
money or employed straight away on the works, being only paid by the Department 
to the contracting Company at the end of the concession. But during the whole 
time of the concession it bears interest at the rate of 4 per cent. The working 
Company works at its own cost and risk. There is a fixed maximum for working 
expenses laid down in the concession. If this maximum is not attained the working 
Company receives as a premium two-thirds of the difference between the maximum, 
and the actual expenditure. If the gross receipts are inferior to the maximum laid 
down for working expenses, the deficiency is carried to a suspense account. If the 
reompts are larger than the expenses, the balance is, in the first place, devoted to 
paying off the deficiencies carried to suspense account, with interest at 4 per cent., 
and after this has been done is divided equally between the Department and the 
working Company. This system has been adopted by two light railways recently 
sanctioned in the Department of the Loire. In that case the actual figures were as 
follows : As long as the receipts are less than £192 per mile per annum, the maximum 
for working expenses is fixed at the same figure. When the receipts exceed this 
amount, the maximum is fixed by the following formula : — 

W=£93 + id. T+3d.M + 0*30 H. 

In this formula W is working expenses, £93 is the fixed payment per mile per 
annum, the next item is one farthing per ton mile, the third 3d. per train mile, and 
the last item the percentage of the gross receipts less rates and taxes.* 

This system seems to me the best of all that have been adopted up to the 
present time. It protects the interests of the Department, and at the same time 
encourages the working Company to develop the traffic by giving it reasonable 
working expenses, which increase as the tonnage and the gross receipts increase. 
I may say further that this formula is practically that recommended by Messrs. 
Colson send Consid^re, and even at the risk of slight additional complication, it seems 
to me desirable to add an additional term taking account of the passenger miles as 

* The allowance paid to the contractor for working expenses per mile will be 
as foUows: A fixed sum of £93 per mile per annum + ^. per ton of goods oairied 
ow that mile + 3d* per train mile over it + 30 per cent of the gross amount 
earned on that mile. 
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as th« ton miles. A further advantage is that the working Company may 
fairly hope that when the traffic develops it will repay the deficiencies in the earlier 
years if there were any. The only inconvenience — and it is an inconvenience 
common to all contracts where the working Company works at its own risk — ia that 
a contractor may liave undertaken an unproductive or only slightly productive line, 
and in this case the time may come when the accumulated deficiency in receipts 
win have eaten up the entire capital of the working Company and it will be forced 
into bankruptcy. 


rttUSSIA..* 

Gauge, 1 ft, 11 j iins, ; rails, 19 lbs, per yard, 

EXPERIENCE OF THE FBCSBIAN RAILWAY DEPARTMENT I^T THE CONSTRUCTION OF 
NARROW-GAUGE RAILWAYS. 

The trials which for a number of years have been made by the 
Prussian Sailway Administration in the construction and working of 
narrow-gauge lines of 60 centimetres (1 ft. 11 J ins.), have proved 
the eflSciency and safety of these lines for passenger, as well as for 
goods traffic. These lines are also largely used for military purposes, 
where speedy construction and the greatest simplicity and lightness 
of materials are the important factors, and have proved themselves 
perfectly adequate. 

The smallest admissible radius for the main-line curves is 9B feet ; 
sharper curves would necessitate a more complicated construction of 
the locomotives. The wheel-bases of the waggons are so dimensioned 
that curves up to 33 feet radius can be traversed ; this enables sidings 
to be readily and economically laid to agricultural and industrial 
establishments. 

Taking from 60 to 70 tons as the average weight of a train, in- 
cluding the locomotive, the following statistics are given for the laying 
out of the lines. One in 50 should, if possible, be the steepest gradient 
allowed ; gradients steeper than 1 in 40 axe not favourable to a regular 
and profitable working. With regard to gradients between 1 in 40 
and i in 60, they should have, if longer than from 1300 to 1600 feet, 
horizontal stretches before them of at least double the distance. 
Steeper gradients also, up to 1 in 26, if they do not exceed a ooire- 
sponding length (1 in 30 — 660 ft., 1 in 26 — 330 ft.), can be overcome 
by the tractive power generated, and without an additional locomotive. 

* Min, Pros, Inst, OJE,, vqL cxvL 
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StiU steeper gradients, up to 1 in 18, can be overcome, if the gradient 
is not longer than the length of the train. Curves under 650 ft 
radius should be avoided in gradients steeper than 1 in 60. 

A good solid substructure is very important, both for safety and 
efiSdency, as well as for cost of maintenance. With regard to the 
permanent way materials, the following statistics are given. The rails 
should weigh at least 19 lbs. per yard ; for this weight a rail 2^ ins. 
in height, with a strong head and wide base, is the most favourable. 
The distance between the sleepers should be from 2 ft. 1 J in. to 2 ft. 
4^ ins., the breadth of the sleepers from 5] ins. to 6j ins., and their 
length should not be under 4 feet. The fish-joint should be strong and 
durable, either flat or angular fish-plates, with 4 bolts and suspended 
joints, being used. The most suitable length of the rail is 16^eet. 

The locomotives, constructed at the works of Messrs. Krauss & Co., 
at Munich, have given satisfaction, and combine great flexibility with 
easy running, and, on account' of the low position of the centre of 
gravity, have proved themselves especially adaptable to the sharpest 
curves and steepest gradients. The boilers of the locomotives are 
tested to 300 lbs. per sq. in., the highest steam pressure allowed in 
practice being 225 lbs. per sq. in. The weight of the locomotive, 
with coal, water, etc., amounts to 14 tons 14 cwts. The traction 
efficiency has been found as follows : — 


1. On lines with gradients up to 1 in 100 

2. „ y, „ 1 in 60 

8. „ ,. 1 in 40 

4. „ , , lin 30 

6. „ „ „ lin 25 


. . 108 to 117 tons 
. . 59 to 69 „ 

.. 49 to 64 „ 

.. 84 to 39 ,y 

• 27^ to 29^ „ 


The consumption of coal per locomotive per hour amounts to from 
275 to 440 lbs., and of water from 132 to 198 gallons, according to 
the train loads, the speed, and the gradients. The locomotives can 
run with stores of water and coal carried in their own tanks, sufficient 
for 2]^ hours’ consumption, rendering tenders unnecessary. 

The average speed attained is 9^ miles per hour, but on lines 
spedally wdl laid out, this is increased considerably. The locomotives 
are fitted with pumps, so that the erection of elevated water-tanks is 
unneoessary, and water can be drawn from low-lying tanks or natural 
wateroottrses. 
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• .The. waggons are so constructed that the upper frame or box can 
easily be taken off the light>wheeled under frame, and the undw 
frame or waggon can then be employed for the transport of long 
timber, girdefh, etc. The boxes have a carrying capacity of 5 tons, 
and their cubical contents are 222 cubic feet. The waggons are fitted 
with central buffers of cylindrical form, well-made axles, without 
springs, single-flanged wheels, upright spindle brakes, with brake- 
blocks placed behind the wheels, and journals which can be well 
lubricated. By these contrivances, the cost of the waggons is in- 
creased; but, on the other hand, they ensure easy running, and by 
that means diminish the train resistance, the consumption of coal, etc. 
The general average wheel diameter is 17^ ins., and the wheel-base 
2 ft. 3^ ins. 

The question as to whether a single or double-flanged wheel is 
best for the locomotive was decided in favour of the former. 

The possibility and safety of passenger traffic on the 1 ft. 11^ ins. 
gauge has been proved by practical experience. The car is con- 
structed after the style of a tramway-car, with longitudinal seating 
for twenty persons ; it rests upon two bogies with springs, and runs 
throughout lightly and easily. 
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Austbu. 

On AettttUjOrganitatioti of Local RaUwtyt in Awtria, and its Projected 
AmmdTMnL* 

The gradual completion of the Bystem of main lines in Austria, with its branches 
for strategic purposes, and its light railways {NehenhoLkiien)^ by no means corresponds 
to the actual needs for new lines of local interest. On all sides in Austria there arise 
on this point quite justifiable outcries and urgent demands to connect with the main 
lines, districts so to speak economically abandoned, so as to save them from absolute 
impoverishment. A country’s industrial development in agriculture and forestry 
is impossible unless that country has railway connection ; but districts depending 
upon such industries can only exjiect — esi^ecially at the commencement of their 
moans of communication’s existence — a limited traffic, as a rule ; providing a return 
insufficient to cover the interests on primary capital as has up to the present been 
the case with the Nehenbahnen, It has therefore been recognized — ^unfortunately 
a little late — ^that railways wliich have only to serve local interests should not 
be constructed and worked after tho same principles, and on the same pattern, as 
those recognized as advisable for railways of the first or second classes. 

Generally speaking, as in tlie case of important enterprises or financial institu- 
tions in a large town, the organization and appointments differ from those applicable 
in the case of a small town ; so, in the same way, the administrative organization 
of main lines, with their expensive equipments, iJie complicated procedure in their 
business, and the great difficulties attaching thereto, are inapplicable to local 
railways. 

In order that these railways, as in tho case of tramways, can be advantageously 
developed, and really benefit, not only those concerned as well as the district itself, 
but also the Treasury by increasing the general revenue, by developing various 
industries which may tend to assist in, as it were, feeding the main lines, one must 
look to the lessening of original cost, to the simplification of working, and to reason- 
able rates for the carriage of passengers and goods. 

If, therefore, districts up to now neglected, from an economical point of view, are 
to be expected to take part in industries, and to be given means of intercommunication, 
railways of secondary importance must be left free to choose their own route and 
gauge, and also their own metliods of construction and working, as well as the organ- 
ization of their service. Briefly, the enterprise must be conducted on commercial 
lines, and not on bureaucratic ones. 

* International Bailway Congress, London, 1895. Beport by Mr. E. A. Ziffer. 

t In Germany, Ndtenbahnen signifies a class of railway with normal gauge on 
which the permanent way is aimiliir in everything essential to that on main linea, 
but on which tiie speed must nut exceed 25 miles an hour at any point of the line. 
These railways are classed as secondary. 

In Austria, Nebenbahnen means secondary lines which connect districts with 
H a a in lines. By local lines in Austria are meant the above-mentioned lines 
(IVaAenbaAnen), as also lines in the third rank (tertiary), which are intended mer^' 
to serve local interests, and may be of either nornml or narrow gaug^ with traction by 
mechataical naeans. These local lines have differences not oxdy so far as their con** 
■truotion is concerned, but also in their importance from an economic point of view. 
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Thow gDoetal obwnratioiiB, which liave a close connection with the return to he 
expected from methods of communication of secondary character^ are highly im- 
portant, and have an intimate connection with the future development and prosperity 
of local nulways. 

llie necessity for cheap methods of communication, and also the fict that railway 
oonatruction has practically ceased, caused the Government to build partly at the 
expense of the State and i)artly with the help of private iiersons, a certain number 
of railways, the construction of which has been carried out in each case by special 
laws. In the autunm of 1875 these lines were officially christened local lilies 
(jMsdlhdhnen ) — a name which has been kept up to the present, not only for 
branch lines in the limited sense of the word, but also for all railways of secondary 
character. * 

Continuous and reiterated outcries on the part of the fiopulatiim, Avith a view to 
obtaining such methods of communicatLon, resulted in causing a law to he passed in 
1880, affording advantages and facilities in constructing loi^al railways even without 
the co-operation of the State. By this law, which was iiassed on the 25th of* May, 
1880, the Government was authorized not only to afford all possible facilities as far 
as concessions, construction, and working of loi'al line«« (secondary, distrBt, and 
others), hut also to relax certain regulations for the working of railways especially in 
connection with rates, time-tables, and speed. 

Further, this law permitted those, undertaking local lines to lie exempt from 
adhering to the regulations concerning postal working, and also from Government 
inspection of working ; it allowed the roads belonging to the State to be used with- 
out payment, on condition that the part used should be kept in re^iair ; for a period 
of thirty years the companies were exempted from jiaymeut of ground taxes, and 
from duties of all kinds connected with the formation of companies, the issue of 
shares and bonds, and duties on petitions, agreements, etc. ; lastly, the companies 
were freed from any new tax which the State might levy, durmg the coming thirty 
years. 

These advantages and facilities, in conjunction with the favourable state of 
busineBB during 1881 and 1882, bad the desired effect, and the expectations founded 
on the passing of this law, the benefits of which were prolonged from the end of 
1882 to the end of 1884, were realized. However, as the result of lines being 
allowed to he constructed, the returns on which turned out somewhat unfavour- 
ably, private capital was from 1883 disinclined to continue these undertakings. 

The Gbvemment, then, being greatly interested that the construction of rail- 
ways should not cease completely, came to the aid of these enterprises either directly 

advancing money, or indirectly by favouring agreements with the railway 
oompsniea interested. 

Moreover, in March, Government submitted to Parliament a new law 

dealing with facilities andf'|M>|NiMl^ to be afforded to local lines, in order to increase 
tbs construction of them. 

Tbk law, which was an ad^|lfi|^4bo that of 1880, contained some further regula- 
tions justified by a complete etllftlhat ion of the situation in general, and more 
especially \fy the experience obtained up to that date. However, as the aeasion 
of Parllunent was too near its termination to discuss this new law, the law of 1880 
continued in force up to the let of July, 1886^ 

It was not till June, 1886, that two hills were submitted to Parliament in 
oonlqinnity with the oonolusions arrived at by the Bailway Commiseion of 1884. 

Oi^ of these hills woe to apply to the regulations connected wlth^the construction 
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and working of local railways, while the other dealt with the regulations canoeming 
the* oons’truction and working of lines on roads (steam tramways). 

The Government intended by these two bills to definitely settle, in a very liberal 
manner, the regulations for local railways, and, moreover, to decide by Act of Parlia- 
ment the rights make use of roads not belonging to the State, and also to make a • 
de6nite distinction between horse tramways and local railways. These latter, then, 
were ranked as licensed undertakings, while there was left to the local authorities the 
right to authorize their highways to be used by tramways. 

Comparing the provisions of this law with those of that of 1880, it will he seen 
that the advantages and facilities connected with the construction and working 
of local railways were extended, in reference to the expenses connected with joining 
these lines to the State main lines on the one hand, and on the other hand to those 
resulting from the stations being used and maintained in common, being charged to 
the State ; further, if those concerned in making a local railway cannot obtain the 
necessary capital, the Government is authorized to assist either by a fixed subsidy, or 
by taking part in finding the necessary capital; or, lastly, by undertaking at its 
own expense the working, with the proviso that the district and local authorities 
take an equal share in the undertaking, and that the State lines shall have the 
right to make use of the normal-gauge local railways for their own purposes, without 
on that account losing the right of {mrohase on the part of the State as stipulated 
under the Act of Concession. 

It was further decided that the issue of bonds is admissible, if the Government 
shall have determined that the interest duo on, and the i)aying off of, these bonds are 
assured ; finally, the regulations with regard to the employment of the State high- 
ways and other public roads were modified, giving further facilities. 

Under the above-mentioned law, 132 lines, ^vith a total length of 2247 miles, have 
been passed for construction between 1880 and the end of 1883. 

These 132 lines together represent 22*5 per cent, of the total length of the Austrian 
raOway system, that is to say, on the average, 10 lines a year, with a mileage, roughly 
speaking, of 173 miles. This figure is not large, taking into consideration the fiset 
that it represents the railways built not merely with a view to local interests. The 
absolute stagnation in the development of secondary lines was most marked in 1887, 
and the development did not recover itself till 1892, because private capital abso- 
lutely demands some return on outlay. 

Ih order to encourage the undertaking of local railways, tlie Diets showed their 
interest in these enterprises, by promising them the co-operation of the State, 
provinces, local authorities, and other persons. 

With this view, the Diet of Styria passed on the 11th of February, 1890, a law 
the principal provisions of which may be summarized as follows : — 

When those interested in the construction of a local railway, acknowledged as of 
public service for a province, are not able to provide the capital necessary for the 
construction, the Diet will be responsible for it. It will itself take in hand the 
rights to construct and work it, or it will find means so that the concessions acquired 
may be carried out. 

For this purpose the province of Styria raised, by means of a loan, a sum of 
£833,383 as the TnuTitniiTn to be expended on local railways, which sum is kept as a 
separate account. 

This fund can only be made use of for the construction of a local railway, if 
eitheir the persons benefiting, or the State, or these two together, agree to g^e as an 
out<and«oat contribution, at least a third of the necessary construction capital, or to 
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mooBj^ dktrai mt their nominal price ; and lastly, in case of the receipts falling short, 
to provide during the whole duration of the concession 4 per cent, interest, as also 
ihxee-eighthB of the amount put aside for the repayment of the capital. 

The inspection of the construction and working of these local lines will be 
oairied out by special officers, appointed (under a law of the 11th of February, 1890), 
to look alter the construction and working, apart from the right of inspection by 
agents of the State provided for by the laws of the Empire. 

The working of such lines will, as a rule, be carri^ out by the Administration 
of the railways with which they form junctions, in consideration of repayment of 
actual working expenses, or else the Administration which owns the line will work 
it itself. 

The example set by the province of Styria has suggested to the Diet of Bohemia 
the advisability of following suit. Accordingly, a law was passed which came into 
operation on the 17th of December, 1892. 

This law, however, varies from that of Styria in one important particular, 
namely : — 

The country will not be responsible for, nor will it undertake the construction of 
a local line, except under altogether exceptional circumstances. But it is iecepted 
as a principle that the guarantee of interest on the necessary capital shall be at the 
country*8 expense. 

The law provides for several kinds of subsidies, which may be practically grouped 
under two heads, as follows : — 

Subscription of money to private railway enterprises, and building the railway 
hy the country itself. 

The subscription may take the form of guaranteed interest and a sinking fund 
to pay off the bonds issued by the imdertaking, or else as a loan of the country up to 
70i»er cent, of the cost of construction. Further, the country can co-operate in the 
undertaking by guaranteeing the preferred shares issued to make up the costs of 
ccmstruction, or by taking preferred shares itself, or ordinary shares at their full 
price, which practically means a further subscription. 

These two methods of subsidizing mean that those benefiting, or the State, or else 
the two together, must give out and out at least 25 per cent, of the costs of construo- 
tum, or else accept ordinary shares at their nominal value ; or, lastly, if the receipts be 
insufficient, provide also the interest and the annual sinking fund to the ext^t of 
three-eighths of the sum necessary for this purpose. 

In the two above-mentioned cases, the Diet should always have the right to 
decide that the construction of a local line shall be carried out by the administEation 
of the country itself. 

The concession for building a line is granted either to the Permanent Commission 
of the province or to a third party ; but, in either case, the subsidies required to be 
given in a particular case by 1^ State, or by the interested parties, have to be 
specially applied for. In order to MM this law in motion, the Diet has decided to make 
a loon to an amount not exceeding ^fii|^838 at 4 per cent. The law in question has 
further found influential support in tne Agreement made with the Bohemian National 
Bank. According to this agreement, the Bank grants loans at 4 per cent for the 
oonstruotion of railways of secondary importance (including industrial railways, local 
and violnal lines, electric lines, and steam tramways). * 

* The <4rc!ilar of the Bohemian National Bank on the subject of railway loans is 
to be found in the second part of the publication of the AssociatiQn for the Develop- 
vant of I8ffbt Baihrays and Tramways, 1898. 
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Galicia, in following the same order of ideas as Styria and Bohemia, as fiv as the 
'encouragement and development of light lines are conoemed, passed on the 17th 
July, 1893, a law which differed in slight measure from those in force in the two 
latter countries. It was based on the report of a Commission composed of a number 
of persons specially interested, and technical experts. The Galician Diet took up 
the position that the construction of light railways ought to be left to private 
enterprise, and that assistance should only be given after a minute examination 
of any project. With this object, a provincial railway office and railway council 
was specially establibhod, with the mission to examine all the projects, to supervise 
the carrying out of the works, and to take charKe of the whole business m reference 
to light railways in the country. The Diet decided to provide, m the provincial 
budget, for a period of 30 years,* commencing with 1894, a sum of £25,000, to be 
used in subsidizing light railways. The Galician National Bank promised its assist- 
ance towards the creation of a special loan fund, from which loans foi the construction 
of such railways could be granted. 

These loans, which are not to exceed a total of £1,250,000, will be in the form of 
railway bonds issued by the railway with a piovincial guarantee. Advances will be 
made by the Bank : — 

(a.) To the State and to the provinces, in return for exchequer bills, so as to 
form a capital for the new linos, and to aid in establishing construction companies 
by taking their preference shares. 

(&) To private railway companies either secured by a mortgaged charge on 
their lines, or by a pledge of their bonds 

No loan of tliis kind can, as a general rule, be made by the Bank, except with the 
consent of the Diet, the only exception being in the case of railways whose net 
revenue is guaranteed by the State or by the province.t 

It must be confessed tliat these laws are not likely to do very much. At the same 
time, it is worth notice that the discussionb in the other Diets on the subject of light 
railways, and the decisions that have been there taken, are distinct evidence that the 
population everywhere is arriving at the conviction, that the exchange of products 
between the ditTerent provinces and the monarchy has an equally great importance 
for the agricultural and industrial development of the nation, and for the increase of 
its prosperity, as the development of export and transit traffic. 

For these reasons, the Diets have appreciated the absolute necessity of estabUsh- 
ing the largest possible number of light railways affording connection with the 
existing main lineB.^ The Styrian Permanent C'ommission has obtained, on the 
footing of the above-mentioned law, concessions for the following lines 

Length in milee. 

1. Cilli to Wollan (normal gauge), opened Dec. 28, 1691 26 

2. Poltschach to Gkinobitz (gauge 29*92 ins.), opened Dec. 19, 1893 9^ 

3. Staiuz to Wieselsdorf (gauge 29*92 ins.), opened Nov. 27, 1892 7 

4. Kapfenberg to Seebaoh (gauge 29*92 ins.), opened Dec. 9, 1893 14J 

6. Murthalbahn (gauge 29*92 ins.), opened August, 1894 47} 

Total 103 


* This period was extended to 76 years by the Diet, in the beasion of 1894. 
t The rogulations as to these loans are to be found in the second part dt the 
publiopktien of the Association of Light Bailways and Tramways for 1894. 

^ Vide paper on ** The Organization of Local Bailways,** drd No. of the puUlea- 
tion of the Association of Light Bailways and Tramways. VienDa, 1893. 
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Frcjeeted lines expected to be shortly carried out 


1. Sauerbnumbahn 

2. Unterdrauburg to Wdllan 

3. Zeltweg to Wolfsberg 

4. Neuberg to Mariazell 

5. Hart berg to Aspaug ... 


Length In mllee. 
... 20 | 

... 23* 

u. 31 

24 
32 


Totid 


131* 


The Bohemian Permanent Commission has submitted to the Diet, which has just 
been made at Prague, a long report in favour of the construction of 7 light railways, 
requiring an expenditure of £1,250,000. The support to be given in this case would 
lie partly in a subsidy to the amount of £50,000, invested in ordinary shares, and 
partly in a guarantee of 4 per cent., and a sinking fund on the bonds and preference 
shares to be issued by the railways, to the extent and under the conditions, laid 
down by the provincial law of December 17, 18fl2. The above-mentioned 
Commission is still considering 17 other light railways projects, for the ^xecution 
of which it purposes to ask the necessary assistance. Besides these five, others 
have been referred to its consideration, with a request that it will support them. 

In the report above-mentioned, the following curious fact deserves sjiecial 
notice : — 

Two ]iropo8als for the construction of one of the lines, that, namely, from Neuhaus 
to Neubistritz, a distance of 12 miles ; the one was a normal gauge, and the other a 
29*92 ins. gauge. The experts of the Commission to whom these proposals were 
submitted for examination reported, that the normal-gauge line would cost £125,000, 
whereas the expense would only be £95,000, or a difference of £30,000, or 24 per 
cent., if the narrow gauge were adopted. Tliis was accordingly done. 

In the same report, the Bohemian Permanent Commission suggests the establish- 
ment of a railway council of 14 members, to advise it on all light railway matters, 
but it leaves the organization of this council for future consideration. 

Finally, the Galician Diet has decided to grant, on account partly of the province, 
and partly of individuals affected, a subsidy of £83,333, in return for ordinary 
shares taken at their par value to each of the following undertaking : — Podolien Light 
Railway, with a total length of 120 miles, and a capital of £833,333 ; a light line 
from Halicz to Ostrow, with a length of 81 miles, and a capital of £841,666. The 
remainiog £1,500,000 captal of these two imdertakings will be guaranteed by the 
Btate^ and the Companies to be formed will issue bonds and shares to be paid off in 
75 years. 

The first impulse in the direction of narrow gauge, especially 29*92 ins. lines, 
comes from the extraordinarily satisfactory results obtained in the construction and 
working of the Imperial and Royal Bosna line, which, together with the State lines 
in Bosnia and Herzegovina, forms a narrow-gauge system 379 miles in length, the 
longest in Europe except the Norwegian. 

The following statistics show that the emfdoyment of ordinary gartge in Bosnia 
and Herzegovina would have been okmdaUty inconsiatent with the present develop- 
ment of their lines. 

Hie capital spent on them up to 1891 amounts on the average to £7,066 pm 
mfie^ and even tb^ is oonsidenbly larger than it need have been, owing to the foot 
that these lines were originally only temporary, and had to be made permanent. 
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-a state of affairs that ordinarily does not arise. The adoption of normal gauge, 
to the estimates given, would have required, in oonsequenoe of the 
difficulty of the country, an average expenditure of £12,662 per mile. The following 
comparison between the density of traffic on the railways in question and that on 
the Austro-Hungirian railways of normal gauge is entirely to the advaaiiage qf the 
narrow gauge, as this table shows : — 


Traffic. 

Austro- 

Hnnsarlan 

sUndard-gauge 

railways. 

Bosna Hall- 
ways (length, 
166 miles). 

2 ft. 6 Ins. 
gauge. 

state Railways of Bosnia and Heiaegovlna. 

2 ft. 6 ins. gauge. 

DobflJ and Slmln Han 
(length, 41 miles). 

Sarajevo and Metkovio 
(length, 110 mllea). 

Passengers 

172,617 

73,271 

33,621 

30,707 

Tons of goods 

396,139 

65,411 

63,870 

16,272 

Mileage receipts . . 

£1,890 

£580 

£324 

£235 


Although the gross receipts from the narrow-gauge lines in question are relatively 
small — ^being only from 12 to 30 per cent, of that of the railways of normal gauge— 
it is none the less true that the capital of the light lines pays interest at the rate 
of 3 per cent. 

The result of the working for the year 1892 is as follows : — 


Name of the linn. 

MUeage. 

Passengers 

Goods 

tonnage 

Receipts 

Expenses 

carried per mile. 

per mile. 

Imperial and Boyal Bulway of Bosnia 

166 

49,781 

48,062 

531 ! 

A 

286 

State Bailway of Bosnia and Herze- 
govina, Dolx)j — Simin Han 

i 

41 

21,862 

34,973 

255 

266 


It should therefore be stated that the carrying capacity of these narrow-gange 
lines, though it is already very considerable, could be greatly increased by adding 
to their rolling stock, enlarging and improving their stations, and increasing the 
number of trains. Thus, if there were twelve trains each way daily all over the 
Bosnia line, it would be able to carry 512,0CX) tons per mile per annum, and yet the 
eaatreme limit qf the capacity of the line would not he reached. 

The Klose locomotives adopted for these new lines possess the same tractive 
force as normal*gauge engines. 

This t 3 rpe of locomotive has 12 wheels, 10 of them coupled. The first and 
the last pair of coupled wheels have a radial motion, the three middle pairs are 
fixed ; the midmost of these three are without fianges, whereas the flanges of the 
pain on either side of it are extra thin- llie total length of the locomotive is 39 ft. 
4} ins., and the wheel-base 26 ft. 101 ins. The weight empty is 32 tons, in work- 
ing order 46 tons ; the weight available for tracticm about 40*6 tons. There is room 
for 222 cubic feet of water, and 127 cuUo feet of ooaL These engines are capable 

M 
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oC devvlgpliig some 350 to 400 hoiae power. The oarriagee have intercommunioa- 
tkm throQi^at ' There are first-daaB on bogies, weighing 18 tons, with eoujMU 
•ooommodation. The ordinary first- and second-class carriages weigh 17*7 tons. 
Itoe are also second class, seating 80 passengers, wdghing 30 tons. The wheel 
base is 81 ft 2 ins. It is true that the dead weight is considcffable^ bat, on the 
other hand, the carriages are very comfortable, and very well fitted up. 

The length over all is 41 ft 4{ ins., the width 7 ft. 10} ins. There is a corridor 
down the middle, a w.c., seat for the conductor, etc. There are also deeping 
carriages, which meet all the requirements of comfort, both in fittings and arrange- 
ment, and are comparable in every respect with carriages on normal-gauge lines. 
For local traffic there are second- and third-class bogie carriages, weighing 9*3 tons, 
also with a corridor down the middle, but with no w.c. I'here are also standing 
{daces on the front jdatform ; they carry 48 passengers, and their wheel-base is 28 ft. 
11} ins. There are covered goods waggons on bogies, capable of carrying 16 tons, 
and weighing, brakes included, 9*6 tons, or without the brakes, 8*6 tons. Their total 
length is 88 fL The length inside the body of waggons, without- brakes, is 
35 ft 7} ins., and of those with brakes, 33 ft 7} ins. The internal height is 
7 ft 5} ins., and the width 6 ft 11 ins. The total floor space is equal t(^47} square 
feet, and there is room for 6 horses in ordinary waggons. The open waggons also, 
capable of carrying 15 tons, are of the same length, but their width is 7 ft. 1} ins. 
The height of their sides is 3 ft*8f ins.; their dead weight is 7*3 tons, and their 
wheel-base measures 31 ft. 1 in. 

The trains on the Bosnia line run at a speed of 22 miles an hour, and the rolling 
stock of the Bosnia and Herzegovina Railways iim without difficulty at this speed 
round 3-chain curves. 

The local lines of Styria on the 29*92 ins. gauge bear witness to the economy in 
capital expenditure that can be effected hy narrow as cowjmred with normal gauge. 
Thus, whereas the light fine of normal gauge from Cilli to W5llan, 25 miles long, 
tsost £9000 per ipile, the cost of building and supplying rolling stock on the above- 
mentioned lines on the 29*92 ins. gauge, have been as follows : — 

For the lines from Stainz to Wieselsdorf and the Pfiltschach to Gonobitz, with 
a total length of 16} miles, £3144 per mile. 

For the very hilly and difficult line from Kapfenberg to Seebach, with a length 
of 14} miles, £4266 per mile. 

For the Murthalbohn line* at present under construction, with a length of 
46} miles, about £4000 per mile. 

The provisional accounts of the cost of workmg the normal gauge Cilli-W5llan 
line for 1893 are also an argument in favour of narrow gauge, where, thanks to 
the simplification of the traffic arrangements, there is amarked economy in expenses. 
As a proof; we see that the cost of working the Cilli-Wdllan line amounted to £272 
per mile; in other words, to 57*4 per cent, of the receipts; whereas the expenses 
of working the narrow-gauge lines F^eding-WieselsdorMtainz were £72 per mile, 
or, in other words, say 15i(f. per train mile, or 55*7 per cent, of the receipts. 

The expenses of the Ffiltaohaeh-Gkinobits weie £74 per mile ; in other words, say 
li. per train mile ; that is, 06*1 per cent of the receipts. 

These results are sufficient to show the advantages of the organization adopted 
on the linea in question. In addition to the Stjxian lines on the 29*92 ins. gauge 
mentioned above, there are in Anstria the following additional examplee of nanow- 
gai^ light lines:— 



AUSTRIA. 


m 






WorUna 

Working 

lid 

ii 



Gauge. 

llileeae 

recelpte. 

ezpenaee. 

fif 

1} 

Name of OompaDy. 

MUeafe. 

ooitofm* 




ji 

• 



■tmetioB 

IBSS, per mile. 


miles. 

Ine. 

£ 

s 

£ 



Localbahn Inns- 








bruck - Hall 
(Tyrol) 

n 

39*37 

5469 

736 

422 

67*4 

1891 

Steyerthalbahn 

GesoUschaft 

30 

29*92 

3360 

291 

243 

84*1 

/1690 

1891 

Salzkammergut 







1891 

Localbahn-Aotien 

39 

29*92 

3184 

313 

178 

67*4 

1890 

Gesellschaft 







1893 

Localbahn Mori- 


29*92 1 






Arco-Riva a/g . . 

1 

16i 

1 

6704 

453 

253 

65*7 

1891 


These figures must not be taken as unalterable, for the railways have only been 
a short time open, and their traffic is but just beginning to develop. 

The Ybbsthalbahn Railway must also be mentioned here. Its length is to be 
33^ miles, and its gauge 29*92 ins. Parliament decided upon the construction 
of this line last December. It branches from Waidhofen-s/Ybbs, a State railway 
station, and terminates at Gamming, the station of a local standard-gauge railway, 
wliich runs from Pdchlam to Gamming, and this also belongs to the State. 

The projected line in question will Join two standard-^auge lines ; however, it 
will be constructed with reduced gauge for economical reasons. It is even bdng 
discussed whether it would not be advantageous to altiT the above-mentioned line 
from Pdchlam to Gamming to a 29*92 ins. gauge, so as to economize working. 

Lines intended to, as it were, feed the main line, have to be constructed and 
worked at the least possible cost, for most of the districts in Austria are of a 
mountainous character, and but limited traffic is expected on them. 

The favourable results obtained in the construction and working of the narrow- 
gauge lines in Bosnia and Herzegovina have caused an extension of the construction 
of these lines, under certain circumstances recognized as being advantageous. 

The fact that more economical methods of construction and working have been 
sought is owing to the provisions of the law at present in force, on the construction 
and working of local railways, although this law does not yet supply sufficient 
facilities and advantages to encourage the promoters of such enterprises. 

This view must have been that of the Minister of Commerce, when he made 
enquiries of experts and others interested in the matter, who had been engaged 
in developing local railways, and gathering data on them. 

The inquiry was to elicit suggestions as to what new facilities and advantages in 
the matter of pr eliminar y investigations, and in the construction and working of 
euch railways and tramwajra, might be afforded by the Itigislature. Great tan- 
porli^oe is attached to these ooncMsions 1^ those interested in the matter, who 
hope that they may be sanctioned by the new law, as they, in some special c a s e s, at 
present lie within t|ie powers of Government, with the provisc^ however, that the 
principled of the legations ad hoe should be maintained. 

The report of the Union of Austrian Local Railways (Ferflaad dor IkiorreiMehm 
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Xoeol&aAfMfi) starts with tlie idea that by local railways of secondary order should 
be understo^ both lines of standard gauge, and those of narrow gauge intended for 
the movement of both passengers and goods, serving chiefly the local trafiic of one or 
more neighbouring districts, running at a limited speed, and the traffic on which 
is of secondary importance in comparison with that of the ml&n lines. It is a 
matter of indifference in tills case whether these railways are built on thrir own 
ground or whether they borrow all or part of the existing roads. The motor power 
has no appreciable influence on whether the railway should come under the category 
of local or tertiary lines. 

On the other hand, the railways which ore only partially used for public traffic, 
that is to say, for carrying ^lassengers and goods, or those winch have been con- 
structed to carry certain traffic exclusively, or lastly, those employed only foi 
private enterprise, should be ranked in the category of railways of veiy inferior order, 
t.e. " tertiary lines.** 

It is quite recognized that these latter require to he dealt with altogether 
differently from local railways, so there will have to be introduced into the new law, 
under a separate heading, a special regulation for tertiary railways. 

All the facilities and advantages granted fur the concession, completion, and 
woriring of these tertiary railways should be also included under this heading, 
facilities whicii, taking into consideration the inferior quality of these lines, should be 
even more extensive than those proposed for local railways. 

Every advantage should be afforded directly to the local railways in the matter 
of duties, stamp duties, and other taxes, for this would encourage the making of 
local and other linos, if each knew beforehand on what basis estimatesi might with- 
out hesitation be made. 

The above-mentioned Union suggests still another series ot concessions, of which 
some should be permanent in every case, and others tem]x>rary ; that is to say, 
as long as the returns of a railway did not jiay 5 per cent, interest as well as provide 
a unking fund to pay off the original capital. 

The permanent concessions suggested are as follows : — 

Exemption from the cost of works in connection with alterations and extensions 
at junctions. 

Exemption from the cost of equipments and from forced labour necessary from a 
military point of view, or from general State interests. 

Exemption from the expenses entailed by State inspection, and by payment 
of officials of the Imperial inspection staff of the Austrian Bail ways. 

Garriage, at outK>f-pocket cost, of earth for works, materials, equipment, etc., 
necessary for the formation and working of the railway. 

Loan of the rolling stock at a price to be flxed according to the amount of use 
made of it. 

Free use of junction stations and exemption from expenses in connection with the 
management of these stations. 

Free use of the State telegraph and telephone. 

The right to grant to the Government the working of local railways at a flxed 
price, or any other method of payment that may be agreed upon as far as possible 
without burden to the local railways. 

Pennisrion for the company to choose normal gauge or narrow gauge of 39*27 ins., 
29*92 iuL, 28*02 ins. Permission to adopt either the rack or ordinary method of 
werii^, and to select the wri^t of the rail to be used, rolling stock, etc. 

The tamj^orary advantages to be afforded to local railways should be annnal 
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^ubfiidioB given on the basie of the sum saved by the construction of these railways 
in mail 'carriage, in keeping up the State road^ in the repair of banks of streams 
and rivers, in the management of State property, mines and factories, and lastly, 
a rebate on the increase of traffic and receipts of the main line to which the looid 
line servos as a fMer. 

When the State uses these local lines, it should not be done in a competitive 
spirit. 

The right of the State to purchase local lines should not be permitted till after a 
period of 20 years, counting from the day of the opening of the line, for the actual 
provisions with reference to purchase are really somewhat discouraging for those 
who request local railway concession. 

As far as using the State roads are concerned, special provisions affording such 
lacilities sliould be allowed, depending upon the actual state of affairs. Thus, the 
maximum demanded of local railways should be to re-establish the atatu quo ante of 
the roads, and in cases where the road will probably become less frequented in 
consequence of the local railway being constructed, the reduction in width of the rood 
should be permitted, that part of it which the ordinary cart traffic can do without 
being granted gratuitously to the entcrjirise. 

Moreover, the part occupied by the rails should be as far as possible separated 
irom the rest of the road surface, and the keeping in repair of the road by the 
enterprise should be limited to the part actually occupied ; the same rule should 
apply to keeping it clean in so far as that is necessary for maintaining a good 
working service. 

Besides these suggestions, the Union of Austrian Local Railways has expressed 
definite wishes, of which some are of a general character, and others quite special. 

Those of a general character are as follows : — The institution of a special office 
for local railways, tramways, and tertiary railways at the Ministry; appreciable 
modification, and, later on, total abandonment of the practice of enforcing the rules 
prescribed for main lines in the case of local railways ; exemption, so far as may be 
possible, for these lines from the necessity of providing periodic and other reports to 
the authorities whose business it is to act as State inspectors, and especially in 
connection with statistical returns. 

The wishes of a special character comprise : Further freedom from ordinary taxes 
as wdl as from district rates ; exemption from expenses in connection with costly 
apparatus to ensure safety at level crossings ; regulations in connection with using 
roads to ensure the regular train service, and to safeguard the road against con- 
tingeucies of destruction ; regulations about putting up warnings and keeping up 
fences on existing roads, and those to be made in the futuie. 

Finally, all the advantages provided by the new law should apply to local 
railways already in existence, without affecting any still more extensive benefits 
which may have been afforded to them at the time of concession. 

We are of opinion that if it be desired to encourage to the greatest possible 
extent the development of local railways, it would be necessary to introduce into 
the new law concessions tending to still further stimulate private industry to build 
them. 

We have not a moment’s doubt that the future hdonga to Hum of ief trior thor* 
raetoTf and that thoy will prove as advantageous to the initiators as to the distrlets 
served, if th^ are only considered as traffic enterprises, to he carried out on 
ecanoitucal principles, in a simple but w^ul manner, similarly to other oonuner* 
oial business, and without costly and complicated m eoh a n i sm . 
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Tbs wi<raB people intereeted in the matter will undoubtedly recognize then that 
theae means of oommnnication have both great value from an economical, as well aa 
finm a political point of view, but that they will not be carried out unlm efficient 
aasistanoe and helpful co-operation be brought to bear upon them from all aidea. 


Ijght Railways in Diffebent Parts of the World. 

Aaglo-Chiliftn Vitrata Bailwny— Tooopilla to Tooo.* 

3 ft, 6 ins, gauge; 4Q~lh, rails ; 55 m/Ucs long. 

The gradients are 1 in 25, with minimum radius of curves of 
181 ft. There is a continuous gradient of 1 in 25 for 17 miles, 
except where sharp curves necessitate a flatter one of 1 in 80. The 
line rises 4902 fb. above sea level by several reversing stj^tions, and 
in some instances the railway describes complete circles. The line 
is constaicted through a very rough country, and there is a short 
tunnel on it. This part of' the country being rainless, it was not 
necessary to provide many culverts for passing surface water. Hard 
took was found in many of the cuttings. 

The cuttings are 10 ft. wide, the banks 9 ft. 

The rails weigh 40 lbs. per lineal yard, spiked to native oak 
sleepers 7 ft. and 9 ft. x 8 ins. x 4j^ ins., and laid 2420 to the mile. 
Where the curves are very numerous, the rails are laid with alternating 
joints, to save labour and expense. Clip tie-rods, four to each rail, 
are fixed on all curves of less than 300 ft. radius, as it was not possible 
to keep the line in gauge without them. The weight of the permanent 
way, including sleepers, is 170*45 lbs. per lineal yard. 

The cost of maintenance is £77 per mile per annum. 

The rolling stock is of special type to suit the heavy gradients 
and sharp curves. The locomotives are eight-wheel-coupled tank 
engines, with leading and trailing bogies, and outside cylinders 17 ins. 
diameter, and 21 ins. stroke, with steam pressure 160 lbs. per sq. in., 
and working weight of 52 tons. Taking the mean pressure of steam 
at 120 lbs., the tractive force is 18,916 lbs. 

^ These engines drawfive loaded waggons, mragross load of 85 tons, 
up 17i miles of 1 in 25 ; and for 9 miles up 1 in 36, twelve loaded 
waggons, or 200 tons gross. The rigid wheel-base is 6 ft. 8 ins. 

* Min. Proc. Inst. O.E.^ voL ozv. 
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. Th» waggons aie low-sided platform, double-bogie type, 22 ft. 
long, 6 ft. 8 ins. wide, with sides 9 ins. bigh, and carrying 15 tons. 
Several of the waggons have sides 30 ins. high, for carrying coal. The 
rolling stock ft fitted with automatic vacuum brakes. Without these ' 
brakes, the running of loaded trains would be very dangerous, for 
besides the heavy gradients, the curves are so numerous that a train 
is often on two, and sometimes on three, curves at one time. 

The cost of the line can only be given approximately, on account 
of the variation in exchange, as under — 



1 

per mile. 
£ 

Forming the line 

7(i,700 

= 1396 

Permanent way materialH 

. . 35,307 

042 

Laying the permanent wa} 

26,300 

= 460 

Stations and bmldingB 

. . 20,000 

-- 364 

Bolling stock, Including erection . 

29,320 

= 531 

Machine tools for workshops, etc. ... 

9,000 

= 175 

Telegraph wire and instruments ... 

600 

= 11 


£196.827 

£3678 


little Bailwaj for Special Temporary Work.* 

2-fL gauge. 

This line, 3 miles long, was laid for the purpose of clearing a pine 
forest in East Pomerania ; economy in construction and working was 
a primary consideration. It was estimated that the line would only 
be used for 2 J years, and at the end of that time would have to be 
taken up. Old rails were hired from the railway company, laid on 
wooden sleepers, and the line was worked by horse power. There 
was a wooden viaduct on the line 200 yards long, consisting of 45 
spans, each 13 ft. IJ in. The maximum gradient was 1 in 40, and 
the minimum curve 3j^ chains radius. 

The waggons weigh 2 J cwts. each, two are placed under a log, 
which rests on cross-bearers pivoted in the centre. Logs 65 ft. long 
have been carried round curves 80 ft. radius out of sidings. 

Six journeys each way per day are made from the railway station 
to the forest ; each train comprises two sets of waggons, and the daily 
* Min, Froc, Inst, C.E, 
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ia 48 tona The staff employed is twelve men and seven 

hones. 

4 men and 4 horses cart to loading-idace. 

3 men and 3 horses work the train. 

5 men unloading at the railway station. 

The cost of the undertaking is given as under — 


Cost of Construction, 


Land 

£ 

84 

«. 

0 

d. 

0 

Earthwork 

72 

10 

0 

Permanent way, including siding 

231 

10 

0 

Viaduct 

100 

0 

0 

Loading dock 

35 

0 

0 

Ten sets of waggons 

97 

10 ‘ 

0 

Signalling and telegraph 

25 


0 

Engineering and miscellaneous charges ... 

63 

iff 

0 


£6-^ 

0 

0 

or alx)ut £224 per mile, without rails. 




Deduct estimated value of waggons and materials at end 

of 2 J years 

150 

0 

0 


490 

0 

0 

Add cost of taking up line 

35 

0 

0 

Net coat 

£525 

0 

0 

Toted Expenditure on Works, 

Net construction as above 

525 

0 

0 


Toll for use of main line years, at £35 87 10 0 

Toll for use of rails „ £57 10s. 143 15 0 

Railway company’s seryice» inspection and maintenance 


of works at station, £30 

... 75 0 0 

Total 

... 831 5 0 

or per load of 10 tons s 13 cubic yards 

8 4 

Add forest tax 

3 

Cost of transport to main-lino trucks 

9 6 


18 1 

= Is. eji. per ton, or Is. 3i<f. per cubic yard. 


By the ordinary roads, this cost would have been 60 per cent. 

hic^, ond the rate of deaxanoe much slower. 

The line was oon- 


stmoted in six weeks. 
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OhiaipM Xinmd Bailwiy, VoriliFWast MmIoo.* 

OaugCy 2 ft 6 im. ; raiU^ 25 arid 35 lbs, per yard. 

The gieatSr part of this line consists of a succession of sharp 
curves, with short intervening straight lengths. The TninimuTn 
radius is 115 ft., used on two curves only ; the most common radius 
is 127 ft. The maximum gradient is 1 in 25, compensated on curves 
according to their radii. 

The bridges are of masonry piers, with superstructures of timber 
trusses, spaced 7 ft. apart, and braced together vertically and horizon- 
tally, both at the top and bottom. The trusses are framed in bays of 
13 ft. each, with wrought-iron verticals in tension, adjustable by 
screws. The depth between the centres of the top and bottom booms 
is 13 ft. on a span of 52 ft., and 14j^ ft. on a span of 65 ft. 

The line is a succession of short, deep cuttings and banks, sup- 
ported by dry stone retaining walls, with occasional tunnels, bridges, 
and culverts. All the culverts are built of dry stone. The largest 
are double 4 ft. openings, with the upper courses of the side walls 
sailing over, and the openings spanned by the largest stones 
available. 

The rails are of steel, 35 lbs. and 25 lbs. to the yard, the latter 
being light for the traffic. The sleepers were mostly steel, 3 ft. 6 ins. 
X 6 J ins. X in. thick for the 35-lb. rails, and weighing 33 lbs. each, 
and i in. thick for the 25-lb, rails and weighing 26 lbs. each, includ- 
ing fastenings. The sleepers were short, and lacked bearing surface 
outside the rail, in conseq^uence of which the road proved expensive 
to mflintniTi , Yot the sharp curves and heavy gradients, wooden 
sleepers found in the district were used of 4 ft. 3 ins. x 6 ins. x 4 J ins. 
scantling. 

The cost of the railway was considerably enhanced by the 
difficulties of transport. AIT the materials had to be earned on mules 
over very rough tracks, and in some cases on men’s shoulders. The 
cost of transport fix>m the coast to Chinipas, 150 miles, including 
k*-^ding charges, storage, agency, etc., was $75 (Mexican) per ton 
(2000 lbs.) for the rails and rolling stock, $60 for the sleepers, and 
$56 for the remainder of the material and stores. 


• Min. Froc. Inst. C.E., vol. cxiiL 
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The loUing stock consisted of two locomotives, eadi weighing 
18 tons in working order, 9 ins. cylinder, 14 ins. stroke, six wheels 
ooiqded 2 ft. 6 ins. diameter. They were subsequently altered to 4 
wheels coupled, as the wheel-base (9 ft 6 ins.) was t(fo long for the 
oraginal curves of 95 ft. There were 25 waggons, entirely of steel, 
with a wheel-base of 6 ft., and wheels 1 ft. 6 ins. diameter. They were 
hop^ shaped, with bottom doors, to discharge between the rails, 
carrying 4j^ tons, and weighing tons. 


The cost of the railway was approximately — 




pernrito. 

Materials and stores from England, including freight 

1379 

„ „ other than above 

... 

870 

Txan^rt from the coast to Chinipas 

... 

lito 

Wages and local transport 

... 


General charges (preliminary, survey, superintendence, etc.) 

650 

Total 

£8047 

. 



Wages paid in the district — 




Uezlcan 

A A 


Unskilled labourers 

9 9 

0‘75 to I'OO per day. 

Masons 

1*25 „ 2*50 


Foremen 

3-00 „ 4-00 

»» 

Quarr 3 rmen 

I'OO „ 1-50 

»» 

Carpenters 

2-60 „ 3-00 


Tunnels, 4} cubic yards per lineal 



foot (13 ft. X 11} ft.) 

15*00 „ 22*00 per lineal foot. 

Excavation 

0*07 per cubic yard. 

Bock (not requiring blasting) 

0*50 „ 


Hardest rock (including explosives) 

1*25 


Bubble masonry (i^ cost for labour except 



mortar mixing) 

2*60 „ 

»» 

Bridge abutments and high walling 

3-76 to 4-75 

•* 

Lofty jders 

8*60 

9t 


Denloplag Ballwny in Argentina.* 

Gauge, 3 ft. 3} ims. ; rails, Z2\ lbs, per yard. 

The railway is 40 miles long, with 17 miles of branch lines in 
edition, makmg a length of 57 miles in all. 

The line was constructed for developing the Gran Chaco in the 
Aigenjhie Bepublic, containing an area of 42 square leagues. The 
* Min. Pros. Jnst C.R, oxTiii. 
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countiy is much subjected to floods, and a number of bridges and 
culverts were necessaiy. Bough-log trestle bridges were employed 
for crossing rivers, the timber being obtained in the forests a^'oining 
the line of railway for these and for the deepers. 

The rails are of steel, 32^ lbs. per yard. The sleepers of hard- 
wood 6 ft. 6 ins. X 8 ins. x 4 ins., spaced 2 ft. 8 ins. apart, centre to 
centre, and laid in 10 ins. of soft stone ballast. 

The maximum gradient is 1 in 80, and the minimum radius of 
curve 400 ft. 

The embankments were protected by fascines against floods, or 
planted with lagoon grass and long-rooted shrubs. Nine bridges 
were built on the line, mostly of wood, or with iron girders on wood 
piling, and sixty-six culverts, all constructed of hardwood. 

To protect the bridges from large masses of camallotes/’ carried 
down by floods, an apparatus for loosening them was fixed in the 
river. This consisted of three sets of floating “ spreaders,” formed of 
three long balks, their ends being linked together with chains, and 
worked from the shore by winches. 

Narrow-gauge lines of 1 ft. 8 ins. gauge were used in the plan- 
tations, woods, mills, and brickworks, as feeders to the main lines, 
and for local transport of materials. The total length laid was about 
42 miles ; the rails were 14 lbs. per yard, spiked to hardwood sleepers 
3 ft. 3 ins. X 6 ins. X 4 ins. The sharpest curve was 33 ft. radius, and 
the maximum gradient 1 in 60. 

The rolling stock consisted of — 

4 flix-wheel-ooupled locomotives, weighing eacli 20 tons full. 

4 four-wheel „ „ «« »» 12 „ 

6 small Decauville „ *» 4 „ 

60 bogie truck waggons. 

40 two-axled covered waggons. 

40 „ low-sided waggons. 

42 „ flat waggons. 

6 brake vans, two-axled. 

6 goods vans. 

8 seeond-claBs carriages. 

6 first-class „ 

The platforms and bodies of the rolling stock, with the exceptaon^ 
of the oaiiiages, brakes, goods vans, were of native wood sawn in 
the colony. 
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The following are the details of the locomotives : — 



6-whael oonptod. 

4-wlitel coupled. 

Deceaellle. 

Biaiiieter of cylinder .. 

13 ins. 

10 ins. 

Oins. 

Length of stroke 

20 ins. 

16 ins. 

7 ins. 

Wheel-base 

12 ft. 9 ins. 

6>ft. 4 ins. 

3 ft. 3 ins. 

Diametsr of wheels 

3 ft. 0 ins. 

2 ft. 6 ins. 

1 ft 6 ins. 

Working pressure 

120 lbs. 

no lbs. 

100 lbs. 

Tank capacity 

800 galls. 

500 galls. 

600 galls, in 
engine and tender 

Fuel „ 

40 cub. ft. 

25 cub. ft. 

30 cub. ft. in 
engine and tender 

Weight of engine loaded 

20 tons 

2 injectors and 

12^ tons 

1 injector and 

4^ tons 

1 injector and 


pump 

pump 

pump 


The fuel used was wood having a calorific power of abo]||t 50 per 
cent, of coal. 


Canadian Naerow-gauge Eailways • 

In introducing railways into the back country of Canada, it was 
found that £3000 per mile could be raised from the resources of the 
country, and consequently it was of great importance that means of 
communication, costing no more than this sum per mile, should be 
introduced. The result was the construction of railways on the 
3 ft. 6 ins. gauge, with 40-lb. rails. The Toronto, Grey, and Bruce, 
and the Toronto and Nipissing, were thus projected to open up the 
country. The ruling gradient was 1 in 60, with a minimum curve of 
462 ft. radius. 

The structures on both railways, station buildings, bridges, culverts, 
cattle guards, etc., are of timber, and both are fenced their entire 
length. 

The permanent way consisted of iron rails, 40 lbs. per yard, 
spiked to wooden sleepers. The sleepers, spaced 2 ft. 6 ins. apart, are 
7 ft. 6 ins. X 8 ins. x 5 ins., laid on ballast 12 ins. deep. 

The locomotives were as follows : — 

1. Engines 16 tons, which have been found too light for the 
* traflElc. 

2. Engines 21 tons, six wheels coupled, ruuning^ 122 miles daily, 

* Min. Proe, tqL zlviiL 
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idiAi |L passenger train weighing 60 tons, and carrying 100 passengers, 
at a speed of 16 miles an hour, and burning 1 ton of coal. 

The passenger carriages were originally 30 ft. long, and 8 ft. 6 ins. 
wide (extrenlb), but now they are 43 ft. x 8 ft. 8 ins., and run more 
steadily. The waggon stock was 15 ft. and 18 ft. long x 8 ft. wide, 
on four wheels 24 ins. diameter ; but longer stock is now used. 

The Northern Hallway of Canada, 5 ft. 6 ins. gauge, runs through 
the territory between these two railways, through somewhat similar 
country, and has a traffic similar in character; and it may be in- 
teresting to compare the working of the two gauges. 



ToitmtOf 
Grey, and 
Brace. 

3U. Sins. 

Toronto 

and 

NipUelng. 
8ft. Sins. 

Nortbern 
BoUway of 
Canada. 
6ft. Slna. 

Total earnings . . 

£74,467 

£41,447 

£148,919 

Total working expenses 

£46,685 

£24,093 

£94,792 

Per cent, of working expenses . . 

62*9 

68-1 

63*6 

Miles open for traffic .. 

191 

87 

165 

Earnings per mile of railway . . 

£389 

476 

902 

Train miles per mile .. 

2087 

2357 

3889 

Earnings per train mile 

38. lOd. 

48. 2d. 

48. Gd. 

Working expenses do. 

28. Gd. 

28. Od. 

38. Id. 

Net earnings do. .. .. .. i 

l8. 4d. 

l8. Sd. 

l8. 4d. 

Cost per mile of railway . . . . . . | 

£4355 

£3678 

£9568 


Comparing the above figures, it will be found that — 


Broad-gauge railways, average cost -per mile 

„ „ net income 

= 3 per cent, on cost. 

Narrow-gauge railways, average cost per mile 

„ „ net income 

as 4 per cent, on cost. 

Working expenses per train per mile, broad gauge, 4s. 6d, 
„ „ narrow „ 4s. Orf. 


£ 

79«7 

249 

4016 

162 


These facts afford a favourable comparison for the narrow-gauge 
railways, which pass through a country only recently opened up to 
railway facilities, whilst the broad gauge has been in operation many 
years. 

During the years in which these railways had been working, 
from 1869 to 1879 (the colonies of Grey and Brace were without 
railway accommodation in 1869, and Wellington and Suncoe were 
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only ptttiaQy accommodated in that yearX the increase of the valoe 
of aaseesments in real estate 'was as under — 


Inoraiwpireeiit. 

OomityofGrey 17 

V Bruce 210 

„ Simcoe 46 

„ Wellington, including city of Guelph 266 

Gty of Toronto 116 

HamQton 124 

„ London 70 


Aata&gaata and Bolivia Bailwaj. 

Gatige, 2 ft. 6 in$. ; rails, 36 lbs. per yard. 

This line is the most striking example of a railway attaiqjng to a 
great height by means of steep gradients and tunnelling. It is 574 
miles long, and reaches a height of 13,000 feet. 

The object of the line is to open up for the southern portion of the 
Bolivian table-land, a rapid and economical route to the Padfic, and to 
develop the mineral wealth of the Atacama desert. 

The gauge of the railway is 2 ft. 6 ins., the tails are of steel, 36 lbs. 
per yard, the sleepers are of Chilian wood (rMs). The gradients do 
not exceed 1 in 32, and, considering the nature of the railway, the 
curves axe of good radius. 

The passenger carriages and covered goods waggons have a gang- 
way on the roof, provided with a double handrail, so that the tail'way 
officials may be able to 'walk along the train whilst in motion. 

At a height of 3,260 feet the line crosses the river Loa on an iron 
viaduct 940 feet long, carried on 7 iron piles, of which the two highest 
axe 830 feet. The width of the road'way is 12 feet, and the total 
wei^ of the ironwork in the 'viaduct is 1116 tons. 

The railway, as a pioneer line, is a sound commercial undertaking. 
Althongb only a single line, it carried in 1892 — 

416A66 tom of freight =726 tons per mib par annum. 

21,741 N&paiaeDgari ... ... =87Ka , „ 

The engines working the heaviest gradients weigh 87 tons. 
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BfiOAD-GAUOE AND MeTBE-GAUGB BaILWAYS IN BbAZIL. 

Mr. Hampond bears the following testimony to the success, 
financial and otherwise, of metre-gauge lines in Brazil : — 

« Having been both engineer and manager of broad- and narrow-gauge railways 
in Brazil for eighteen years, may I give a few facts ? 

“1. The cost and equipment of the Paulista Railway, 200 miles long, a con- 
tinuation of the San Paulo Railway, 5 ft. 3 ins. gauge, with curves of 280 metres 
radius, and a ruling gradient of 1 in 50, was over £9600 per mile. 

“2. The cost and equipment of the Rio Claro Railway, 290 miles long, one 
metre (3 ft. 3J ins.) gauge, with curves 100 metres radius, and a ruling gradient of 
1 in 50, was under £3200 per mile. I will not bring in evidence the other narrow 
(metre) gauge railways in the State of San Paulo, which measure more than 1800 
miles, of which 80 per cent, cost less than £4000 per mile, the remaining 20 per 
cent, costing something more, on account of exceptional circumstances. 

"The two railways mentioned above, of which I was general manager and 
engineer, will illustrate exactly the relative costs of the two systems, because both 
are constructed in very similar country, namely, the coffee districts of San Paulo— 
the Rio Claro being an extension of the Paulista. 

"The rainfall on both lines varies from 36 ins. to 45ius. of rain per annum. 
On both, considerably more than one-half the revenue comes from the carriage of 
coffee. The speed of the passenger trains on the Paulista broad gauge is 32 miles 
an hour, and on the Rio Claro narrow gauge 22 miles an hour. 

" The rails of the broad gauge weigh from 62 lbs. to 72 lbs. per yard, and on 
the narrow gauge from 42 lbs. to 47 lbs. per yard. The weights on the driving 
wheels of the engines are from 5 tons to 5] tons on the broad gauge, and from 
3^ tons to 3{ tons on the narrow. 

"The sleepers of the broad gauge have twice the amoimt of wood in them 
that the narrow gauge have. Both have Vignoles section rails, held in place by 
simple dog spikes. 

" Both have paid from 10 to 14 per cent, dividends to their shareholders. This 
last &ct demonstrates that both are suitable for the work they do. Had the Rio 
Claro been made broad gauge, like the Paulista, its capital would have been increased 
to three times, the shareholders, instead of receiving handsome dividends, would 
have been ruined. 

It must be mentioned that the working of the trains on both lines is simil a r 
— ^that is, both have engine-drivers, and firemen, and guards, in proportion to the 
length of the tnin. 

*'The idx)V6 shows that narrow-gauge lines are veiy satisfactory, and just as 
commercially successful as the broad, with the tremendous fact in their favour that 
their ooet is only one-half. All the lines now being constructed, or in contemplation, 
in Brazil, are of the narrow gauge. 

In the auburbs of Ihe city of San Paulo, Brazil, there is a railway, or tnunway, 
which runs for a considerable part of its length on a high-road, where there is a 
hug^ traffic of carts vans always going on. On the engine there is but one 
man, is both driver and fireman, and the waggons and carriages are und e r the 
ocmtroi of one guard. The train stops anywhere for passengers, and has very 
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primitive stations, where the goods are received or delivered. The line answers 
its purpose admirably. The curves are very sharp, and there are gradients as steep 
as 1 in 28. 

"8iioh a system could be made in England at a cost of less than £1500 per 
mile, by following the highways as much as possible, by avoiding thwus^ess luxuries, 
for a tingle line, of locking points, of signals, of fancy stations, of overhead bridges, 
and of a great staff on the trains, and would be an immense benefit to the farmers ; 
whereas, the cheapest and flimsiest extension of the normal 4 ft. 8^ ins. gauge, if 
made to carry the waggon stock of the great comiianies, would cost so much that a 
dividend could not be earned, and inevitable failure would be the end.” 


Colonial Eailways — New Zealand/ 

It was originally proposed to construct the railways in New 
Zealand of a cheap description. A gauge of 3 ft. 6 ins. mAb decided 
upon, with 40-lb. rails, sharp curves, steep gradients, and low speeds. 
It was assumed that £5000. per mile would be the cost, with extras 
for exceptionally heavy works. 

To overcome a very difficult point on the line from Wellington, 
a gradient of 1 in 15 for 2i miles occurs, and is worked by a Fell 
engine with centre rail. The alternative, with a gradient of 1 in 40, 
would have involved a succession of curves of 3 chains reidius, nineteen 
tunnels, and many embankments 100 ft. deep on the centre line, and 
the length of the line would have been 8^ miles. The saving in cost 
by adopting the steeper incline was probably £100,000. 

The colony has a large mileage of railways in proportion to the 
popolatioiL The active competition of water carriage at many points, 
where the railways follow the coast, and the extension of other lines 
inland, to mountainous and pastoral districts, at present almost devoid 
of population, accounts for the unfavourable appearance of many of 
the figures relating to traffic receipts. 

In the remotest parts, trains only run once a week, and even on 
the busiest parts they run only during sixteen hours per day ; the 
heavy traffic is towards the ports, and a very moderate traffic in 
spiall lots, forms the greater' part of the return traffic. The average 
non-paying load to the paying load per waggon is as 2 to 1.. 

The average cost per engine mile for all locomotive expenses is 

' * ^Gevemmaat Report on Railways for year 1893.” Mn. Froe. Inti. O.E .9 voL IxtiL 
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os 9*55fZ., including the Fell engine services, on the Bimutaka incline 
of 1 in 15 of miles. 

The Fell engines weigh 36 tons, and draw 70 tons up 1 in 16 
at the rate of < miles per hour. These engines ran 17,900 miles in 
one year, costing 3s. lOd. per engine mile. 

The rails originally laid on the railways were 40-lb. iron, but all 
renewals are 53-lb. steel. 

The AuoUaAd SaetioB has a large proportion of its length in 
unsettled country with little traffic. The maximum gradients are 
lin40. 

The Vapier Section, for half its length, penetrates into a fertile 
country, it has neither water competition nor any non-paying 
branches. The maximum gradients are 1 in 45. On the other 
half, the district is as fertile and productive, but it is subjected 
to much water competition. It has many sharp curves and steep 
gradients, the maximum gradient being 1 in 33. 

The Wellington Section has a traffic similar to the Napier. It, 
however, crosses a mountain range for a distance of 18 miles, with 
gradients of 1 in 33 and 1 in 40, and a gradient of 1 in 15 against 
the chief traffic, with curves of 5 chains radius. 

The Kurnnni-Blnff Section has agricultural traffic of consider- 
able volume, but it has numerous short branches penetrating into 
sparsely populated pastoral districts, with light traffic. The line 
passes many seaports, so that the average distances over which the 
traffic is carried are short, the maintenance charges due to long and 
expensive bridges are heavy, and portions of the line are subjected 
to floods. 

The maximum gradients are 1 in 50, with curves of 7jl chains 
radius in the central part ; but in the northern and southern parts 
the gradients are flat. 

Brown coals, costing 7s. 6(f. to 8s. per ton at the pit mouth, 

largely used for locomotive purposes. 

The Sntensionn, while generally of great advantage to their 
^pective localities in opening up new coimtry, and giving access 
to timber, coal, and settlement areas, thereby enlarging the pro- 
ductive powers of the colony, do not, and cannot be expected to add, 
^uch to the net profit, such time as these resources and tliair 
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attendant industries are developed. In such cases, the question is 
not 80 much, "Will a railway pay? as " Is the district worth open- 
ing up by such means ? ” 

There are extensive areas in the colony, especially in the North 
Island, which, for productive purposes, are useless until opened out 
by roads and railways. 

The Fell Sngine on Bimntaka Incline.* 

Distance, 3 miles ; gradient, 1 m 15 ; curves, 5 chains radius. 

The traffic over the incline, both ways, is equal to 50,000 tons 
of net-paying load per annum. The cost of the locomotive for this 
service is equal to 4d. per ton of net-paying load per A^ile. The 
passenger tonnage is calculated proportionately to the non-paying 
load carried, as compared with goods tonnage. 

During the descent, the steam is used in the cylinders for lubrica- 
tion, and jets of water are played on the centre rail, just in advance 
of the brake, which cool the rail and saturate the longitudinal 
sleepers, preventing them taking fire. The brake also works more 
smoothly on a wet rail, and lasts three times as long as on a dry 
one ; water is likewise used on the trailing-wheel tires, both when 
ascending and descending, which wets the rails for the vehicles 
following. The wear of rails and tires is considerably lessened by 
the free use of water, and the train friction is reduced. The centre 
engine of the locomotive can take alone 40 tons, and the outside 
engine, by adhesion only, 30 tons. 

The loads are all hauled, when two or three locomotives are used ; 
each locomotive is so placed as to haul its own load. Forty-filve 
minutes are allowed between the stations for ascending goods trains, 
with a gross load of 65 tons, exclusive of the weight of the locomo- 
tive. Loads of 70 tons per locomotive are often taken up, but this 
is a maximum effort. Mixed ascending trains are allowed forty 
minutes, and a load of sixty tons. 

Trains are worked with one, two, or three locomotives, according 
to the loads, without inconvenience ; the locomotives being pliioed 
so as to divide the train, and to prevent overstraining of drawbars. 

* Min. Pros. Inst. 0,E.^ voL xori. 
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The traffic is somewhat intermittent. A large portion being of lire 
stock, having to be sent through without delay, at times entails 
three engines being in steam, which have not nearly full work. A 
continuous tra&c, which would allow of one or two engines being 
kept constantly at work, would be carried on very much more 
cheaply. 

The capacity of such an incline for traffic will be limited by its 
length amongst other things. An incline from 2 to 3 miles long, 
up which are conveyed loads of say, 180 tons, with an allowance 
of li hours for a double trip, is equal to the accommodation of 
an ascending traffic of 1440 tons of gross load per day of twelve 
hours. 



TABLE H. 
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South Austealu.* 

The railways in this colony were commenced in 1854, on the 
5 ft. 3 ins. gau^. The permanent way was originally of 65-lb. rails 
laid on longitudinal sleepers, and of 65-lb. double-headed rails, cast- 
iron chairs, and cross sleepers. The railways up to 1864 had cost 
£12,000 per mile, when it was decided to initiate a cheaper system. 

1st. By the extension of the then existing system on the same 
gauge, but of lighter type, costing not more than £5500 per mile, 
including stations and equipment. 

2nd. By the 3 ft. 6 ins. gauge for independent systems. 

The iirst 5 ft. 3 ins. gauge line (70 miles) on this principle cost 
£5247 per mile, and, being an extension of the existing system, only 
a small amount of additional rolling stock was necessary. The line 
ran through a very easy country, with one large bridge crossing a 
ravine 80 ft. deep, with two openings of 150 ft. each, and costing 
£14,000. The gradients were not steeper than 1 in 100, excepting 
three-quarters of a mile of 1 in 80, and the sharpest curve was 
20 chains radius. 

The permanent way had rails 40 lbs. per yard, spiked to redwood, 
hard-gum sleepers, 9 ft. X 9 ins. x 4^ ins., spaced 2 ft. 9 ins. apart, and 
a sleeper under the joints, with 8 ins. ballast underneath, of limestone 
broken to 2i ins. gauge. 

Stations were built every seven miles, with goods sheds from 60 
to 100 ft. long. The foundations up to 3 ft. above rail level were of 
stone, upon which the side and end walls were built of wood frames 
covered with galvanized iron, 24 B.W.G. The roofs 45 ft. span, with 
circular wrought-iron principals, 10 ft. apart, were covered with 
similar iron. The other station buildings were, a station-master^s 
house in stone, with booking-office and waiting-room in iron. The 
line was fenced with iron fencing. 

The low-sided waggons weighed 4 tons 4 cwts., and carried 7 tons, 
but were limited in practice to 6 tons. The locomotives were of 
26 tons weight in working order, four wheels coupled and a bogie, 
with tenders weighing 19 tons, and capable of hauling 68 tons up 1 in 
50 at 10 nules per hour. It was originally intended to work the line 
* ** Govenunent Beport on BailwaTS for 1893.** M4n, Proo, Inst. (7.^, voL Ivi. 
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mih 20-ton engines^ running 10 miles an hour mth goods and 
20 miles with passenger trains, having no greater axle weight than 
7 ton^ but public pressure led to the use of heavier engines and 
higher speeds, even up to 20 miles an hour with goOds and' 35 with 
passenger trains. 

The line runs through a good wheat country, and, five years 
after opening, carried 97,238 tons, and 76,223 passengers. So great 
was the wear of the iron rails, under the heavy engines and fast speed, 
that the Une was relaid as required with 60-lb. rails, commencing 
after only eight years’ wear. Experience showed that a 40-lb. iron 
rail was serviceable as long as the speed of goods trains was limited 
to 15 miles and passenger trains to 20 miles per hour, and when no 
axle carried a greater weight than 5 tons. 

The following table gives the cost of other lines on this gauge,includ- 
ing stations and rolling stock, constructed between 1864 and 1878 ; — 


1 

1 

Gauge. 

Per mile. 

Balia. 



ft. 

Ine. 

£ 

> Ibe.' 


Goolwa and Victor . . 

6 

8 

5385 

i 35 

Line worked by horses. 

Boseworth and Burra 

5 

3 

5169 

1 40 

No. 1 section. 

*» 

5 

3 

5604 

i 40 

No. 2 „ 

Bum and Hallet 

5 

3 

5000 

1 40 

— 

Bapunda and North-West Bend 

5 

3 

5861 

1 40 

— 


The narrow-gauge railways were to cost not more than £5500 
per mile. The estimate for one from Port Augusta, for a distance of 
200 miles, made in 1877, was £5042 per mile, and the capital account 
of the line now is £5228 per mile, so that the work must have been 
carried out for the original estimate in the first instance. 


The estimate per mile was — 

£ 

Laod and fencing 17 

EarthworkB ... 786 

^ Brklgee and culverts 880 

Permanent way, including sidings 2806 

BtafcionB and water supply 616 

B6Ui|ig«took 860 

Bna^neering ... ... ... ... 240 


£6042 
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The •‘Steepest gradient is 1 in 60, and the sharpest curve 5 
radius. 

Most of the land belonged to the Crown, and only private l and s 
were fenced. "The earthworks were generally of a light character. 
Bridges and culverts were numerous, there being 8760 lineal feet of 
iron bridging, and 570 culverts, mostly 10 ft. diameter, on the entire 
length. 

The bridges had masonry abutments, piers of hollow cast-iron 
screw-piles, and a superstructure of wrought-iron plate or lattice girders 
For simplicity and economy, only 20, 40, and 60 It. spans have been 
adopted. The speed of passenger trains is limited to 20 miles an 
hour, and goods trains to 14 miles. The greatest load for the bridges 
lias been taken at 15 cwts. per lineal foot. 

The permanent way consists of 40-lb. rails spiked to hardwood 
cross sleepers 6 ft. G ins. x 8 ins. x 4 ins., 2 ft. 9 ins. apart, with 6 ins. 
ballast under the sleepers. 

The locomotives have six wheels coupled, 3 ft. 3 ins. diameter, 
with a two-wheel Bissel bogie in front. The cylinders are 12 ins. 
diameter, 20 ins. stroke, and are equal to a gross load of 85 tons, 
exclusive of engine and tender, up 1 in 60, at 10 miles per hour. 
They weigh 19 tons in working order, and carry 850 gallons of 
water. 

The passenger carriages (21 ft. 6 ins. long x 8 ft. wide) have 
longitudinal seats, with a centre passage, carrying 30 passengers, 
and weighing 5f tons, or 429 lbs. per passenger. The waggon stock 
is of three types. 




Empty. 

Live load. 

BOIo. 


ft Ini. ft Ins. ft iu. 

toiuowto. qiv. 

toDBOwta. qra. 


Low-Bide waggsnB . . 

14 0x70x16 

2 17 0 

6 0 0 

1;2-1 

Medium 

14 0x70x26 

3 3 0 

6 0 0 

1:1-9 

Covered Tans 

14 0x70x60 

3 10 0 

6 0 0 

1:1-7 


The under&ames of carriages and waggons are of iron, and the 
uniform wheel-base is 7 feet. 

The stations occur at intervals of 20 miles, with statioB-mastet^s 
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boow, booldog-offioe, and goods shed, etc. There are terminal work- 
diopa, vith engine and oairiage sheds, and provision is made for 
erecting honses along the line for the repairers. 

The water supply forms a very serious item, and* includes the 
construction of large covered concrete tanks, each with a capacity of 
600,000 gallons, with overhead tanks and steam-pumps complete, 
every 20 miles. The amount of £5042 per mile includes the whole of 
these works, and also the complete equipment of the line. 

The conclusions arrived at in the working of the railways in 
South Australia is that, in opening up new countries, it is a mistake 
to adopt so wide and exceptional a gauge as the 5 ft. 3 ins. 

For poor countries, where the greatest economy in construction 
and in maintenance is necessary, and where time is of no great milue, 
a gauge of 3 ft. 6 ins. with a 40-lb. rail, would probably be the best 
type of line that could be adopted. But for countries capable of a 
considerable degree of development, and that have the promise of a 
large population and future wealth, there can be no doubt of the 
wisdom of adopting the 4 ft. ms., with a section of rail in propor- 
tion to the power and weight of the engines employed, and the speed 
desired. 

If no axle carries a greater weight than 5 tons, and the speed is 
limited to a maximum of 15 miles an hour for goods and 20 miles for 
passenger trains, then a 40-lb. iron rail with a layer of 6 ins. of ballast 
under the sleepers, will, with the ordinary amount of traffic in a new 
country, last from twelve to fifteen years, or, if steel rails are employed, 
for a mudi longer period. 

If more powerful engines and higher speeds are required, the 
wei^t of rail and the quantity of ballast must be increased in pro- 
portion, but a 60-lb. rail on this gauge of 3 ft. 6 ins., with 9 ins. 
depth of ballast under the sleepers, would amply suffice for the 
conduct of the heaviest traffic that could arise in the wealthiest of 
these colonies, travelling at the rates of speed common upon English 
lailwayB. 

The’following table gives the cost of other lines on this gauge, 
inohuling stations and rolling stock, (sonstructed between 1867 and 
1878;— 
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Bemirki. 

Port Wi&efieldlnd Blyth, No. 1 

ft. ini. 
3 6 

3548 

Ibi. 

40 

Through level country. 

99 99 ff 2 

3 6 

6343 

40 

— 

Port Broughton and Barunga .. 

3 6 

5579 

35 

— 

Kingston and Narracote 

3 6 

3623 

35 

Level country. Very little 

Port Augusta and Farina 

3 6 

5042 

40 

traffic. Bngines, i2 tons 
As described previously. 

RivoU and Mount Gambler 

3 6 

4030* 

40 

As above. 

Hamley Bridge and Balaklaya .. 

3 6 

4465* 

40 

91 

Kadina and Black Point 

3 6 

3823* 

40 

»» 


The broad-gauge railways are being relaid with 60-lb. rails, and 
near Adelaide, where the suburban traffic is considerable, with 80-lb. 
rails ; and the narrow-gauge lines with 50-lb. rails. 

The following statement will show the results of working railways 
in the Australian Colonies. 



Soutb Auitralla. 

Victoria. 

New South 
Wales. 

(jiueene- 1 New 
land. 1 Zealand. 


Gauge 

5 3 3 6 

5 3 

4 8J 

3 6 ; 

3 6 

3 6 

Per centage of working 
expenses to revenue 

56-98 

59-99 

56-58 

1 

62-61 

1 62-70 

89-73 

Net revenue on capital 

3-54 

2-89 

3-46 

2-17 

2-89 

0-44 

Maintenance per mile 







per annum .. 

£155 £72 

£174 

£218 

£133 

£146 

£146 


The maintenance of the lines in this colony, compares very 
favourably with those in the other colonies, and is considered by the 
Commissioners to be due to the effective system of supervision which 
is in operation ; and we cannot state too emphatically that if the 
present system were altered, as has been suggested, by placing in such 
responsible positions, as those occupied by the resident-engineers, 
non-professional men, the experiment would undoubtedly prove, as it 
did in the past, both unsatisfactory and costly.” 

Kbneniton and Fine Creek Bailway. — ^This railway has been 
constructed from Fort Darwin, in the northem division of South 
Australia, and is, of course, entirely isolated from the other railways, 

* Country very levd throughout. Timber bridges used for croiting creeke and 
waterwaye. 
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nrliioli axe all constructed in the southern division. The railway 
has a trafiBc of only £111 per mile per annum, but with this revenue 
it manages to pay working expenses, and to contribute £33 per mile 
per annum towards the payment of interest. 

The line is on the 3 ft. 6 ins. gauge, and is 145 miles long. It 
was opened in 1889. 

The expenditure on the railway and equipment, including a jetty 
at Port Darwin, has been as under, to June, 1894 — 


Total. Per mile. 
£ £ 


Ways, works, and buildings, including jetty 

t « 

960,902 or 6600 

Bolling stock 


31,070 „ 

210 

Hachinery and plant 

Interest during construction 

£136,597 

12,020 „ 

80. 

Biscounts and floating charges 

... 6388 

141,985 „ 

994^ 


Total expenditure ... £1,145,977 „ £7880 


The cost of the jetty is not giyen separately, but the amount raised 
for this item in 1884 was £57,000. 

The worldiig azpanditura was as follows 


Maintenance. 


Engineering and supervision 
Way — ^Ballasting 
Weeding 
Sleepers 

Rails 

Platelaying 
Works — Clearing 
Fencing 
Earthworks... 
Bridges, etc. 

Roads 

Jetties and wharves 


Far 

Pormtlo. train mllo. 
£ £ £ d. 

1339 

104 

700 

90 

7 

1986 2886 
184 

8 
665 
167 

3 

109 1116 


BuMinge. 

£ 

Traffic 16 

Loocmotives 4 . 

M^tenanoe 4 

Reflideiices 187 

Rolling stock 84 

Machtpery and jdant 4 

ReservoliB, etc. 8 

Xm|ttcwemaiitB 228 


£5799 40 44*46. 
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Locomotive Power, 



A 

p 

Per mile. 

41 

Pertnln 

Superintendence and office expenses 

me 

610 

me 

et. 

Running — ^Drivers, firemen, and cleaners 

843 




Stores 

70 




Fuel 

494 




Water 

69 

1476 



Repairs and renewals 

603 




„ shop charges 

87 

690 





£2776 

19 

21-46 

Carriage amd Waggon, 




Superintendence and office expenses 


93 



Shop charges 


38 



Carriages, repairs, and renewals 


76 



Waggons, „ 


271 





£478 

3 

3-69 

Traffic Esepenses, 




General traffic manager's office 


31 



Traffic officers 


825 



Guards, porters, and otheis 


514 



Printing and stationery 


40 



Sundries 


626 





£2036 

13 

15-73 

General Chargee, 




Commissioner’s office 


38 



Comptroller’s office 


281 



Sundries 


4 





£323 

2 

2-60 


The train mileage was — 

Passengerfl 15206 
Goods ... 15850 

31,056, equal to a train each way 
twice a week. 


Bwmm. 

PasBrngere, etc. 


Passengers, 1st dass 

No. 

323 

£ 

425 

„ 2nfl ,, ... 

3753 

1573 

„ excess fares 


866 

Farc(^ and cloak-room charges ... 


329 

Mails 


476 

Polioe and military subsidies 


146 

Sundry earnings 



7 


FermllA. 


TmlamUa. 


4,076 £3820 26 
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Per 

mile. 

Tnin 

Toni. 

a 

£ 

d. 

ICinerals 84 


84 



Ghnain 71 


159 



Goods, other than above . . . 2241 


9425 



Cattle, calves, and horses . * \ i --q 

793 

1 



Other live stock / 

69 

\ 642 



2524 

— £10260 

70 

155*36 

Summary, 





Passengers 

3820 




Goods ..... 

10260 




Rents 

800 




Sales of water 

185 




Wharfage 

1128 




Total revenue 

£16193 


111 

125*14 

Working ‘Expejises, 




Maintenance 

6790 


40 

44*75 

Locomotive power . 

2776 


19 

21*45 

Carriage and waggon repairs 

478 


3 

3*69 

Traffic expenses 

2036 


14 

15*78 

General charges 

323 


2 

2*50 


£11403 


78 

88*12 

Net revenue 

£4790 


S3 

37*00 


The average mileage travelled by a pamiiger was 44*65 miles, and 
the average receipts 2*64{f. per passenger per mile. The average 
mileage per ton was 116*04 miles, and the average receipts 8*41(2. per 
ton per mile. 

The rolling stock consisted of— 

6 locomotives. 

7 coaches. 

184 waggons. 

There are fifteen stations or stopping places on the line, and the 
total staff consisted of— 

3 men, generally for all branches. 

9 „ traffic branch. 

18 „ locomotive and carriage. 

63 „ maintenance. 

88 „ total (86 Europeans, 68 Coolie and Chinese). 
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Compiled from Gkimiunmit Report on Railwwys for 1893. 
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Indun Railways.* 

The railY®^ys of India are constructed on gauges 5 ft. 6 ins., 
3 ft. 3f ins., 2 ft., and 2 ft. 6 ins. Full information of the reasons 
for adopting the different gauges, will be found in the Proctedmgs 
of the iTistitution of Civil Engineers, and it is not necessary here 
to enter into them. The railways have been constructed under 
different systems, and at present (1894) the position stands thus, in 
round figures : — 



standard. 

6 ft. 6 Ina. 

Metre. 

3 ft. 3| ins. 

Speolal. 
2ft. and 
2ft.einB. 

Total. 

State lines worked by Oon^nies .. 

„ „ the State . . 

3423 

5183 

__ 

8606 

3877 

1294 

28 

5199 

Lines worked by guarantee Companies .. 

2587 

— 

— , 

2587 

Assisted Companies .. 

Lines owned by Native States, and worked 
by Companies 

184 

168 

51 

403 

402 

188 

72 

662 

Lines owned by Native States, and worked 
by State Railway Agency 

124 


22 

146 

Lines owned and worked by Native States 

— 

744 

94 

838 

Foreign lines 

— 

— 

59 

59 

Total mileage 

10,596 

7637 

267 

18,500 


And, in addition, 61 miles of steam tramways outside municipal limits. 


The following lengths of new lines were opened last year: — 
Standard, 247 ; metre, 183 ; special, 22 ; total, 452 miles. And 
the following have been sanctioned: Standard, 11; metre, 143; 
special, 9 ; tot^, 263 miles. 

The average cost per mile of railway open, excluding steamboats, 
was — Standard, Es.1,60,971 ; metre, Es.70,684 ; special, Ss.31,627. 

The standard gauge includes 1140 miles of double Une, and the 
metre gauge 10 miles. 

The cost per mile of single track, including sidings, being — 
Standard, Bs.1,24,279 ; metre, Bs.62,777 ; special, Bs.30,013. 

The gross earnings were — Standard, Ba.17,82, 77,906 ; metre, 
Bs.6,12,79,625 ; special, Bs.12,84,761. 

The number of passengers caxried — Standard, 88,464,834; metre, 
46,245,636 ; special, 819,978: 

* Railway Adminiatration Reporti 1894. 
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The tonnage of goods, material, and live stock — Standard, 
21,242,685 tons ; metre, 7,484,701 tons ; spedal, 119,343 tons. 

The percentage of expenses on gross earnings under the several 
heads was — 



Sundsid. 

Metre. 

SpMsIal. 

Maintezumce 

Locomotive .. 

Carriage and waggon 

Traffic 

General .. .. •. **i 

Steamboat, special, and miscellaneouB, etc. .. 
Contribution to Provident Fund •• .. ‘ 

Total 

12-08 

15-20 

4-21 

7-60 

4-37 

1-83 

0-49 

12-62 

17-06 

4-34 

8-14 

6-76 

1-89 

0-41 

12-10 

17-10 

4-91 

9-99 

9-03 

2-03 

0-24 

45-68 

51-12 

66-40 

— 


The statistical return on the capital, including steamboat service, 
and suspense accounts is — Standard, 5*48 ; metre, 5*38 ; special, G*63 
per cent. 

The results show a net loss of 84} lakhs of rupees. 

The loss on guaranteed railways is attributable to the high rate 
of interest guaranteed, to the increased cost, as compared with 
previous years of remitting the interest, at the very low rate obtained, 
and estimated to be obtained, for council bills on India ; and to the 
fact that the companies’ share of surplus profits is, under the 
contracts, calculated on the supposition that earnings could be 
remitted in payment of interest at a rate of la. 10<f. the rupee. 

The State has to continue to pay interest at the guaranteed rates 
until the contracts terminate, and it is consequently unable to obtain 
any advantage from cheaper money, and the improved credit of the 
country; that is to say, where the State could now raise money 
at a little over 3 per cent., to pay off loans raised at higher rates 
of interest, it has to continue paying interest at the high average 
rate of about 4| per cent, on the capital, raised by the guaranteed 
companies ; and now, owing to the fall of exchange, the amount of 
Tupeed which have to be remitted to England, to pay the sterling 
interest charges, is equivalent to a payment of interest of about 
7 per cent, on the total capital raised, converted at the contract rate 
0 f,exchaa;ige. 

But if we convert the transactions of the guaranteed companies 
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-from Indian currency into sterling, at the contract rates of ezGhange, 
the guaranteed lines show a net revenue of £3,046,225. The 
guaranteed interest is £2,157,007, and the net earnings are in excess 
of the guaranteed interest by £889,218. This, however, does not 
^present the true facts of the case, as the figures do not take into 
account the heavy loss by exchange, in connection with the guaranteed 
interest paid in England. 

The standard-gauge railways run through the main arteries of 
traffic, and have been constructed in other districts for military con- 
venience, to avoid bi'eak of gauge. They are fully up to the condition 
of the first-class railways in this country, both as regards construction, 
equipment, and working. Originally laid with 60-lb. rails, they are 
now relaid with rails weighing from 75 to 100 lbs. The East 
Indian has 85-lb. rails, is a double line for 474 miles of its length, 
and is one of the most important traffic-carrying railways in the 
empire. 

The metre-gauge lines have been carried through districts where 
little traffic was expected at first. They are fully equipped, sub- 
stantially constructed, and travelling on them, though slow, is very 
comfortable. They are relaid with 50-lb. rails as required, instead 
of the original 36-lb. or 40-lb. The Rajputana Malwa is the principal 
metre-gauge railway. 

' The special-gauge railways have been constructed in less-developed 
or more isolated districts, or in places where a line of a broader 
gauge was almost a financial impossibility, as in the case of the 
Darjeeling Himalayan Railway. 

It is interesting to note that the special-gauge railways have 
cost per mile less than half that of the metre, whilst the metre 
have cost less than half that of the standard gauge. On the 
other han^, the traffic per mile on the standard is double that on 
the metre, and that on the metre nearly double that on the special 
gauges ; whilst the returns per cent., after paying working expenses, 
are higher on the special, and about equal' on the metre and standard 
gauges. Erom this it would seem that the several gauges are well 
apportioned to the work required of them, and that the subBtit!iti0n 
of the metre for the special, car the stanttard for the metre, wiC& liuiS^ 
larger capital cost, would not give the same good results. 

0 
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Tables P; Q, B, give particulais of cost of construction, revenue, 
and working expenses of some railways on the four gauges. 

Thm Bi^pntana lEalwa is the chief metre-gauge line, both on 
aecount of its length, the volume of its traffic, and the net* returns 
on its capital A few notes descriptive of this railway will serve 
as an illustration of these lines. 

The rails originally laid in 1872 were 36 lbs. per yard, but these 
have all been replaced by 41^ lbs. and all future renewals are to be 
50-lb. rails. The length of the line is now 1674 miles, and has a 
capital cost of £6936 per mile, including rolling stock. Up to the 
end of 1876, when only 400 miles had been opened, the cost was 
£5700 per mile. The ruling gradient was then 1 in 150, and the 
minimum radius of curve 1000 feet. These favourable gradients and 
curves have not been maintained in the extensions, and gradients of 
1 in 40 (one having a length of 3^ miles), and 5-chain curves are 
frequently introduced. 

The cost of construction in June, 1876, with 36-lb. and 40-lb. 
rails, deodar sleepers, 6 ft. x 8 ins. x 4 ins., laid 2 ft. 9 ins. apart, 
with 6 ins. ballast under the sleepers, was — 






Pw mile. 
£ 

Preliminary expenseH 




64 

Land 




98 

Earthwork 




... 232 

Minor bridges 




... 188 

Larger „ 




... 917 

Level croeeingB 




40 

Fencing 




31 

Ballasting 




... 221 

Permanent way 




... 2097 

Stations and buildings 




... 566 

Electric telegraph 




4 

Plant 




85 

Locomotive stock 




... 241 

Carriage and waggon stock 




... 442 

EstaUishment 




... 478 

C^tingendes 




26 

£6714 


The passenger traffic was canied on by mixed trains, at a speed of 
sdQeajm hour between stations, whilst goods trains ran 12 miles 
aafhout . 
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* Since this time, with further extennons, the line has wonderfully 
improved, and the traffic now is equal to nearly £900 per mile per 
annum, or three times its former traffic per mile ; and so great is the 
press of traffic on a section 500 miles long, that the doubling of this 
portion is under consideration. The number of passengers caxxied 
per annum is 10,070,473, and the tonnage of goods, 1,835,100, and 
the working expenses are 41*12 per cent, of the receipts. 

The large bridges on the Une were many, and rendered the 
construction of the railway more expensive than usual. 

Both at Delhi and at Agra, the transhipping is done by bring- 
ing the broad and narrow trucks alongside a covered platform 30 ft. 
wide. The cost of transhipping, including damages, hand-shunting, 
and loss, is IJrf. per ton. 

The station buildings and arrangements are on an economical 
scale, and there are repairing shops at Agra and Delhi. 

The following were the leading dimensions of the rolUng stock 


in 1876 






Coaches. 

Goods waggons. 

Height of floor above rails 

feet 

2 6 

2 6 

Total height from rail .. 

99 

9 0 

9 0 

Width over all, outside . . 

•» 

6 8 

6 8 

Width inside 


6 1 

6 1 

Length outside .. 

*» 

18 0 

14 0 

Wheel-base 

la 

10 0 

8 0 

Diameter of wheels . . I 

ay 

2 0 

2 0 

Weight of first-class carriages . . 

tons 

4-7 

— 

Weight of secoDd-class carriages 

aa 

4'6 

— 

Weight of third-dasB caniages 

99 

3'9 

— 

Weight of covered goods waggons 

99 

— 

3-0 

Freight carried in goods waggon 

99 

— 

6-0 

Gross load allowed per axle 

99 

4-0 

— 


The average contents of each vehicle then was 2*5 tons, as against 
4*2 tons now, showing a very laige increase of traffic. 

The earnings of the railway in this year were £330 per mile per 
annum, and the working expenses £187 per mile, as under — 

M aI nt a Mnc e. LooomotlT«8. Ourtoge and waggon. l^aSto. Gananl. Otber. Total. 

£55 , 66 11 29 24 8 £187 

Hie price of coal was £2 per ton at .Agra. 
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Tkm Bngil uiH VorUi-WdBten Bailwaj is another metre-gauge 
line ronning through comparatiyely poor districts in the North 
of Bengal, and practically cut off from the other railway systems by 
the livers Ganges and Gk»gra ; the only communication a&ross being 
by a bridge of boats in fine weather, and by a feny in the monsoon. 
The line earns £429 per mile per annum, and is worked at an 
expenditure of £181 per mile, or 43*20 per cent, of receipts. It has 
been constructed at a cost of £5016 per mile, including rolling stock. 
The line runs through an easy country for the first half of its length, 
and cost under £4000 per mile ; whilst the second half had heavy 
banks and bridging on the lower section, and cost over £6000 per 
mile. Iron rails of 40 lbs., and steel rails of lbs. are used, lixed 
to wooden sleepers. 

The rolling stock is of the following dimensions, and this applies 
generally now to all the metre-gauge railways in India. The iron- 
work was obtained from England, and the woodwork, which is of the 
best Moulmein teak, was provided in India. 

The first-class passenger carriages* are 18 ft. 1 in. X 7 ft 0 ins. out- 
side, divided into two compartments, each with a lavatory, and 
capable of seating twelve passengers, and sleeping eight (Fig. 27). 

The seats pull out about 4 ins. to form a wider bed at night. 



S o 

“T 

i 

1 

.. .p'--) fcl C d 


^ .. 7 5' 7 e - -*• 

(5 

i=> 


O 

1 

1 

Li 

C U PTTT^ 

Fio. 27. 


Fio. 28. 


The saloon carriages ore of the same dimensions, but seat eleven 
passengers, and sleep four; — ^two couches and five chairs (Fig. 28). 

Botii the passenger carriages and the saloons have open platforms 
at each end. 

The third-class carriages are of tbe same dimensions as the others, 
but axe divided into four compartments, with seats 1 ft. 4 ins. wide, 
1 ft. 6 in. space between, and carry 32 passengers. 

Tbe covered goods waggon is of iron, 14 ft. 0 ins. x 6 ft. 7 ins. 
iffiff dA measurements, and 9 ft. 3^ ins. above rail, with a wheel-base 
* Theehael-baseiBlOlt. 
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of 8 fb. The open goods waggon is of the same dimensions, with 
sides 1 ft. 6 ins. high. 

The covered bogie goods waggon is 25 ft. 0 ins. x 6 ft. 7 ins., 
(inside), and 9 ft 3^ ins. above raU. 

In all the stock the wheels are 2 ft. 0 ins. diameter. 

Height of floor above rail, 2 ft 6% ins. 


Cost of Engllah 
imotcrial, dohverod. 

Erection charges 
in India. 

TVital. 


* 

£ 

£ 

The passenger carriages . . 

174 

160 

330 

The saloon carriages 

174 

192 

366 

The third class „ 

J)C 

86 

182 

The covered goods waggon 

71 

7 

78 

The open goc^s waggon . . 

74 

3 

77 

The covered bogie „ 

156 

7 

162 

The horse-boxes . . 

102 

115 

217 


The horse-boxes are 19 ft. 3 ins. x 7 ft. 0 ins. outside dimensiqns, 
and carry four horses, standing with their heads towards the centre of 
the truck. 

The locomotives are four-wheel and six-wheel coupled, with 
tenders, 14 ins. cylinders; 20 ins. stroke. The engines weigh 24 tons 
and 21 tons respectively, with a rigid wheel-base of 6 ft and 11 ft., 
and cost — English material, delivered, £1776 ; erection charges, £45 ; 
total, £1821. 

The Jodhpore (320 miles) and Biokaneer (43 miles) SaotioBa of 
the metre-gauge railways, owned and worked by the respective native 
States, are the cheapest in construction, and have the least traffic, 
of any metre-gauge line in India, yet the one returns 6 per cent, and 
the other nearly 3 per cent, on the capital cost. 

The lines run through the sandy desert plains of Bajputana. 
The works of construction were very light, and steel rails 361be. 
per yard, on steel sleepers, were used. 

The details of the cost of construction, revenue, and workiiig 
expenses, will be found in the Tables P, Q, B. 

The Jodhpore Sodden, with a revenue of only £180 per mile, 
or 3a. lOd. per train mile, is worked at a cost of £86 per milei 
or Is. 10(2. per train mile. It carried, last year, 678,578 pasaeitjgpBi, 
and 105,345 tons of goods. 
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Tbe ooBt of ooDBtractioo and eqTupment of this section was £1432 
per mile. 

The Bi e hMi es ff Wso tfa m, with a revenue of £104 per mile, or 2«. M. 

• ^ Ip 

per train mile, is worked at a cost of £63 per mile, or la. 8d. 
per train mile. It carried lost year 65,629 passengers, and 10,609 
tons of goods. 

The cost of constnictiou and equipment of this section was 
£1586 per mile. The rates on these sections are about 33 per 
cent, higher than on the other lines of the system. 

Dujeeling Hunalayaa. — Of all the local railways in India, the 
one that stands unique in the adaptability of railway locopiotion to 
practically inaccessible places is the Darjeeling Himalayan. This 
18 a small railway of 2 ft. 0 ins gauge, running from^iliguri to 
Darjeeling, a distance of 51 miles The line runs practically on the 
level for about 7 miles, when it begins to ascend the slopes of the 
Himalayas, by gradients of 1 in 23 and 1 in 28. 

This latter gradient is practically maintained the whole of the 
way to the summit, and, by the aid of curves of 70 ft. radius, by 
describing spirals on the spurs of the mountains, and by five reversing 
stations, it reaches a height of nearly 7000 ft., or a rise of about 
6600 ft. in 40 miles. 

The line has been constructed along a military road, and its 
capital cost is about Bs.60,000 per mile s £4000. Of this sum — 

Bb. 16,900 was for cuttinga, banks, and bridges. 


18,800 

„ bahast and permanent way. 

6,000 

„ stationB. 

10,000 

„ rolling stock. 

11,300 

„ other items. 

It8.60.000 



In its length there are 16j^ miles of a continuous average gradient 
of 1 in 29. The rails were originally 30 lbs. per yard, but all 
renewals are 40 lbs. It is worked by small adhesion locomotives 
of 12 and 14 tons* weight, and one of these takes up about 120 
passengers in the small, but very comfortable carriages, or a 
daily load of passengers and goods of 27 tons gross weight. Far- 
tieolars of the looemotives are given on page 65. 

The waggons weigh 2000 lbs., or nearly 1 ton, and carry 



Plats XXVI 



DARJBBUNG RAILWAY. Gasos 2*t. 
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di tons. ‘ The passenger carnages weigh (the small open ones, 
carrying 6 persons, seated in armchairs), 900 lbs. each, and the 
closed carnages 1 ton. The diameter of the wheels of all rolling 
stock is 18 ins. The rates in force are much higher than on the 
other railways in India. 

There is a large passenger traffic in the cold season, and a large 
tea and general merchandise traffic, the revenue being £750 per mile 
per annum. The time occupied in the journey up is 9 hours, in- 
cluding one hour stoppage for luncheon half-way. Travelling on the 
gradient is limited to 6 miles per hour, up or down, but on the level 
a speed of 17 miles per hour is attained. The cost of construction 
was much cheapened by the line following the old cart road, but the * 
estimate for a similar line from Kalka to Simla, where no cart road 
is available, through a similar difficult country, is at the rate of 
lls.90,000 = now £6,000 per mile. 

The alignment of the line has been improved, and is still being 
improved, but for five years the trfiffic was worked round a curve 
of 42 ft. radius, extending over more than half a circle, on a gradient 
of 1 in 32. The line has paid dividends at the rate of 8 per cent, 
per annum. Such a combination of narrow gauge, steep gradients, 
sharp curves, small waggons, and big dividends, is probably unique 
in the history of railways. 

The road along which the railway is made is 25 ft. wide, and 
was handed over to the Eailway Company, free of cost, by the 
Government. This was a great concession, as in a mountainous 
district the expenses of excavation and bridging would certainly 
have cost an extra £2000 per mile, at least. For this concession, the 
Bailway Company divide with the GovemiagM^ half the profits over 
5 per cent. (Plates XXVI., XXVII., XXVIIL, XXIX.). 

Since the railway has been made, the road traffic has almost 
entirely disappeared, and although the rates charged are considerably 
in excess of the rates on the railways in the plains (viz. from 5 to 9 
times), still they are less than one-half those charged by bullock- 
cart, and the speed of travelling is five times greater. 

If local railways in mountainous districts are to be financially 
successful, they must be built along the mountain road, as, in many 
cases, a new alignment would make the expense prohibitive. The 
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road» of course, would be hampered, to a certain extent, by having 
the railway upon it ; but when the railway is made, the road traffic 
becomes insignificant, and the necessity for a good road disappears. 
In the case of the Darjeeling Eailway, a good road ha% been con- 
verted into a good railway, and is a source of convenience and profit 
to the shareholders in it, and also to the Government. 

A long and important discussion on the gauge of the Indian 
railways, took place in the Institution of Civil Engineers, in 1873, 
when it was proposed by the then Government of India to introduce 
narrow-gauge railways in future extensions. The mileage of the 
railways at that time was — 

Standard gauge 532G miles 

Metre gauge 17 „ 

Special gauge 27 „ 


To-day the mileage of the difierent gauges is — 


Standard gauge 
Metre „ 

Special „ 


miles 10,506 
,, 7,637 

„ 267 


an increase of 5,270 miles 
,, 7,620 „ 

„ 240 „ 


and there have been sanctioned — 

Standard gauge 
Metre „ 

Special „ 


.. 11 miles 

... 143 „ 


It is not necessary here to follow the arguments that were 
adduced as to the expense to be saved by changing the gauge, but 
the fact remains that the expenditure on the broad-gauge lines has 
been more than double that on the narrow gauge. Allowing that 
the broad gauge was constructed in the early days of railways in 
India, that lit has several portions of its length double, and is 
altogether a most efficient machine, still the average cost per mile 
is £13,400 (approximate), as against £6880 for the metre gauge. 
Several estimates were made at that time as to the difference in 
cost between the two gauges, comparing like with like, and the 
estimates ranged from £200 to £1000 per mile. 

If the standard-gauge feeder lines are to carry the main-line 
rolling stocky they must have a rail weighing 60 lbs. per yard, 
otherwiae there will be transhipment ; whereas, if the narrow-gauge 
lines were oonstruoted for the quantity of traffic likely to come upon 
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them, a 30-lb. rail may stiffice, and consequently the saving in many 
items win be considerable, both of construction and rolling stock. 

To compare the cost of the two gauges, separate alignments 
should be Caken, as a considerable saving may be effected in the 
earthworks by means of sharper curves. If the rigid wheel of the 
engine admits of a 5-chain curve on the 5 ft. 6 ins. gauge, the same 
wheel-base will admit of a 3-chain curve on the metre gauge, and 
in a rough country this smaller radius of curve may be the means 
of saving a considerable sum. 

It may be interesting to state that the cheapest standard-gauge 
railway in India has cost per mile, for construction and equipment, 
£s.52,612, and the cheapest metre-gauge line, Es.20,045 ; but com- 
paring like with like, the difference in cost is put down, by local 
authorities, at £s.l5,000 per mile. The following table gives the 
details of the cheapest standard- and metre-gauge branches in India ; 
but the standard line, being worked by the main-line company, has 
only a nominal amount for rolling stock, and was probably con- 
structed with second-hand rails. 


Gauge 

Weight of rail per liueal yard 
Miles open 


feet. 

IbB. 

miles 


Preliminary expenses .. 

Land 

Formation 
Brid^ework 
Fencing.. 

Ballot and permanent way 
Stations and buildings . . 

Plant .. .. .. 

Bolling stock 
Generu charges 

Total cost per mile 

Exchange value of rupee taken at per £ 


Hyderabud Umarkot. 

Jodbpore branch. 

6 6 

3 3| 

60 

40 

59 

321 

44 

9 

27 

0-4 

164 

61 

333 

60 

23 

1-3 

1036 

976 

175 

80 

24 

11 

9 

225 

866 

20 

2701 

1424 . 

14 

u 

1 


As bearing upon this point, it may be mentioned that the Boroda 
Darbar have asked for an extension on the standard gauge to Jain- 
buBor, but the officers of the Bombay, Baroda, and Central India 
Bailway Company do not consider that the prospects of traffic 
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WBoaat them in recommending a standard-gauge line for this 
extension, which, if constructed, should, they consider, be on the 
2 ft, 6 ins. gauge. The Gaekwai’s Government, also, having revived 
the proposal for the construction of an extension ftofiv Yisnagar 
to Yijapur, estimates for the different gauges have been prepared 
and submitted as follows, for the 17 miles 

£ £ 

Standard gauge 49,754 or 2,926 per mile 

Metre ... ... ... ... 33,393 1,964 „ 

2 ft. 6 ins. „ 30,896 „ 1,817 „ 

A discussion on the working of the standard- and metre-gauge 
railways took place in the Institution of Civil Engineers, in 1889, 
when it was clearly proved, that the cost of transport on the metre 
gauge was as economical as on the standard gauge, under equal 
drcumstances ; and it may be instructive to compare the working 
of two lines, having practically, the same amount of traffic per mile, 
the same mileage, and equally favoured in gradients; one line on 
the standard and the other on the metre gauge. (See following 
table):— 
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WoBKiNa Expenses cokpabed. 


Name akd Oadoe of Railway. 


Miles open 

Cost per mile .. 

Receipts per mile— passengers 

„ goods 

„ sundries .. 

Gross earnings .. per mile 

Working expenses .. „ 

Gross earnings . . per train mile 

Working expenses .. „ 

Working expenses of gross earnings 
Net return on capital 

Maintenance.. .. per train mile 

Locomotive power . . „ 

Repairs, etc., of carriages and waggons 
Traffic charges 
General charges 
Other charges 

Passengers carried per annum 

Tonnage of goods . . „ 

Passengers carried one mile 

Goods carried „ 

Train mileage per annum per mile .. 
Average cost of coal per ton . • 

Cost .. .. .. per train mile 

Consumption „ 

Consumption per 1000 gross ton miles 
Average number of passengers in a pas- 
senger train 

Average distance travelled by a passenger .. 
„ No. of tons in a ^ras train 
„ distance over which a ton of goods 

was hauled 

Average No. of vehicles in a passenger train 
„ „ goods train 

»f „ „ in each mixed train 

*» „ passenger 

^ »» » » goods .. 

Average cost of hauling one mile— 

One passenger unit 

One ton of goods 

Average sum reoMved for carrying one mile— 

One passenger unit 

One ton of goods 

Average Na of passengers per vdiicle 
i> „ tons per waggon 



ImiUn Midland. 

6ft. etna. 

Bengal and 
North Weatera. 

3 ft. aflna. 

£ 

735 

8949 

756 

5010 


183 

191 


244 

237 


20 

1 


447 

420 


284 

181 

s. d. 

4 7 

4 0 


2 11 

1 8 

])er cent. 

02-72 

43-20 


1-95 

5-05 

pence 

8-0 

‘ 5-0 


10-72 

4-8 


2-72 

1-2 


6-12 

4-0 


5-12 

4-0 

total No. 

3-0 

1,762,625 

1-0 

5,073,323 

„ tons 

656.6UH 

693, 80» 

» No. 

119,385,838 

177,907,946 

tons 

78,221,695 

88,388,320 

train miles 

1,950 

2,145 

Rs. 

8-62 

6-97 

As. 

3-85 

1-54 

lbs. 

50-14 

30-86 

>» 

161-50 

152-61 

No. 

175-24 

247-66 

miles 

67-73 

35-07 

tons 

100-85 

96-80 

miles 

140-01 

127-40 

No. 

11 

16 


28 

32 


6 

12 

fi 

13 

11 

Pies 

1-62 

0-78 

91 

4-44 

2-48 

yt 

2-87 

2-10 

ft 

6-76 

6-62 

No. 

17 

15 

tons 

8-60 

3-0 
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One of the most successful of the special-gauge railways in India, 
running through an ordinary district, is the Morvi Bailway, of 2 ft. 
6 ins. gauge, laid with 30 -lb. rails. It is of special interest at this 
moment, on account of the renewed feeling prevailing in this country 
for the construction of light railways in agricultural districts. In the 
Morvi Sailway we have a type of the smallest railway that should be 
put down for steam traction and passenger traffic, except in very 
exceptional circumstances, but one which is capable of doing a 
considerable amount of work in a cheap and expeditious manner. 

The main line runs from the termini of the broad and metre- 
gauge railways at Wadhwan, to Morvi, via Vaukaner, a distance of 
68^ miles, with a branch from Vaukaner to Bajkot of 25^ miles, again 
joining the metre-gauge system at this point. The line is^flaid for 
24 miles of its length along a bridged and metalled road, and for the 
remainder along an unbridged and unmetalled one. It is a fairly 
level surface line, with easy gradients, the maximum being 1 in 150, 
and curves varying from 250 to 600 feet radius. 

The cost of the railway, including construction and equipment, 
amounts to £1709 per mile. Up to the end of 1886, when the line 
was 68 miles long, and was laid with 19-lb. rails and patent steel 
sleepers, the capital cost per mile was only 13,500 rupees, or, say, 
£1075 per mile. The details of the cost of construction and equip- 


ment are as under, per mile — 

£ 

Preliminary expenses 14 

Land 1 

Formation, bridgework, and fencing 520 

Ballast and permanent way 762 

Stations and buildings SO 

Plant 12 

Rolling stock 278 

General charges 92 


Total per mile £1709 

The earnings of this railway amount to £22,600 or £240 per 
mile (£1 « 17 rupees) per annum, and the working expenses to 
£156 per mile, leaving a net return on capital of 5 per cent. 

In connection with a proposed redistribution of the proprietorship 
of the railways in Kathiawar, proposals were submitted to the local 
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Govemlaent for the eventual conversion of the 2 ft. 6 ins. gauge to 
the metre gauge. As the present line runs along the Bajkot road, 
it is considered that, if the Hne is changed to a broader gauge, it must 
be put off th6 road. Orders have accordingly been issued for an 
entirely new alignment, to run as direct as possible from Wadhwan 
to Than, and to completely avoid the Bhagavo river. 

The locomotives are four-wheel coupled, with a four-wheel 
bogie in front, and* a six-wheel tender behind (Fig. 7, page 55, and 
Plate I.). They have 9 ins. cylinders, IG ins. stroke, and a rigid 
wheel-base of 6 ft. 2 ins. ; the driving wheels are 39 ins. diameter, 
and the wheels of the tender 24 ins. diameter. The engine weighs 
12| tons empty, and 15 tons in working order; the tender weighs 

5 tons empty, and 10 tons full ; the tanks have a capacity of 850 
gallons of water, and the coal-box of 80 cubic feet. As in one case 
there is a run of 50 miles without a stop, the water and fuel is of 
ample supply, and the oil-cups are designed for sufficient lubrication. 
These engines have only recently been sent out, and give every 
satisfaction. 

The locomotive superintendent reports that they have run over 
51,000 miles each, or an average of 27G9 miles per month ; while the 
coal consumption per engine mile, including lighting up, is only 
12*5 lbs., and the working expenses (not including supervision) 
per engine mile, or 30^. per day. 

The passenger carriages are composite, first and second class, on 
bogies, carrying 10 first- and 22 second-class passengers. They are 
24 ft. 3 ins. long x 6 ft. 3 ins. wide, outside dimensions, with wheels 
22 ins. diameter. The net weight of the carriage is 3 tons 18 cwts., or 
273 lbs. per passenger. The third-class carriages are open, 23 ft. 7 ins. 
*X 6 ft. 3 ins., carrying 32 passengers, and weighing 3 tons 5 cwts., or 
227 lbs. per passenger. 

The general goods waggon is 12 ft. long x 5 ft. 6 ins. wide, 
weighs 1^ tons and carries 5 tons. The high-sided goods waggon is 
of the same build, weighs 1} tons, and carries 5 tons. The covered 
goods waggon is also of similar build, weighs 2^ tons, and carries 

6 tons. 

The goods trains are usually made up of 1 locomotive and 24 
waggons, so that the total weight of the train may be taken at 130 
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tons gross (the waggons not being fully loaded), exclusive of the 
weight of the engine. The speed attained with this load is from 15 
to 20 miles an hour, and the consumption of coal under these 
conditions is 15 lbs. per train mile, including lighfing up. The 
passenger trains consist of 18 vehicles, and are run at an average 
speed of 25 miles an hour. A post-office van travels with these 
trains (Plate XXX.). 

Bengal and XTagpnr Bsulwaj.* — This railway from Nagpur, for a 
distance of 145 miles, was originally laid on a metre gauge, but, when 
a shorter communication was required between Bombay and Calcutta, 
this portion was converted, and the remainder laid on the standard 
gauge. Additional land was required, cuttings and embaifkments 
had to be widened, and where the existing curves were toogiharp for 
the wider gauge, deviations were made. The old station yards were 
also extended, and the total amount of earthwork done in conversion 
was 1,404,312 cubic yards, equal to 9685 cubic yards per mile. 

All girders above 3 ft. span were replaced by stronger ones, 
necessitating cori'esponding masonry alterations ; the wing walls, face 
walls, or parapets of the bridges were altered or raised in consequence 
of the embankments being widened. New bridges were required in 
deviations, but a far greater quantity of work bad to be done in 
consequence of the unsatisfactory condition of many of the abutments 
and wing walls, through badly designed foundations, inferior 
materials, and bad workmanship. Additional waterways were also 
provided, where experience proved them necessaiy. 

The deviations from the metre-gauge alignment amounted to 
nearly 2} miles. 

The additional quantity of ballast provided was 362,156 cubic 
yards, equal to a cost of £217 per mile. 

The metre gauge line was laid throughout with 40-lb. rails on 
wooden sleepers, 6 ft long, while the new permanent way consisted 
of 75-lb. flat-bottom rails on steel sleepers, weighing 120 lbs. each. 
New passenger and goods platforms had to be provided at the 
stations, goods sheds had to be dismantled and re-erected, and new 
road approaches made to most of the goods platforms. Other minor 
alteratioDS had to be made, such as raising water-tanks, providing 
* Min* Froe* Imi. voL ciU. 
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ilairger turntables, eta, and large extensions to the workshops on 
account of the extension of the railway. 

The actual capital cost of the railway as taken over by the' 
company before conversion was Bs.80,309 per mile, and adding to 
this Bs.38,752, the net cost of conversion, after allowing for the value 
of the old materials, the total cost of the new line was Es.l, 18,786 
per mile. 

The following is the abstract of the cost of conversion of the 
14r)J miles : — 


Head 

J otal expenditure 

Probable oredlti for 
metre-gauge materlala. 

Net expenditure on 
oonTeraion. 

Land .. 

Earthwork 

Bridgework 

Ballast .. 

Permanent way 

Stations 

Station machinery 
Engine-sheds .. 

Kolling stock 

Tools and plant 
Establishment 

Rs. 

32,297 

2,68,362 

10,45,712 

4,12,032 

37,64,253 

83,045 

1,48,027 

79,403 

16,64,630 

66,632 

1,38,316 

Ba. 

ml 

10,000 

2,12,265 

ml 

8,28,166 

1,000 

35,195 

ml 

9,66,392 

nil 

nil 

Ba. 

32,297 

2,48,362 

8,33,447* 

4,12,032 

20,36,0971 

82,045 

1,12,832 

79,403 

6,98,138t 

66,532 

1,38,316§ 

Total in rupees 

76,91,509 

20,63,008 

56,38,501 

„ sterling 

£663,803 

£157,923 

£396^880 


Cost per mile of conversion .. Bb.38,752 

Or „ „ £2,721 


Erom the figures quoted previously, it will be seen that the 
original cost of the railway (taking the rupee at 20(f.), was £6666 per 
mile; deducting £666 per mile for rolling stock, we have, as the cost 
of construction, £6000 per mile. The total amount paid for con- 
version, without rolling stock, but with a heavier permanent way, 

* In cases of bridges rebuilt, or of which the waterway was increased, a poitioii 
only of the expenditure, equal to the cost of conversion, has been included. 

t The probable ore^t for metre-gauge materials appears small, but the wooden 
sleepers were almost of no value, a large proportion of the futenings were broken^ 
and the sale price of the rails is only 75 per cent, of the present cost price. 

t The probable credit for metre-gange rolling stock seems ratto high, but it 
must be noted that idl stock was put into thorough repair before sale. 

S Includes portion of charges for direction.** 
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was £3000 par mile, or 50 per cent more than the original narrow- 
gauge line cost 

It may be said that a narrow-gauge line, capable of carrying more 
traffic than was forthcoming, was constructed for £6000 per mile, 
whilst the standard-gauge line (on the same alignment, but with 
easier curves), to carry the main-line rolling stock and engines, cost 
£9000 per mile. 

Taking the figures in the table above, we may compare the extra 
cost of a standard-gauge railway and a metre-gauge one, practically on 
the same alignment (neglecting the permanent way as an item, which 
will cost more or less, according to the weight of the rail), as 
exemplified in the conversion of this railway, at per mile. 


Land increaBe 

Earthwork „ 

Bridgework „ 

Ballast 

StatioDB and buildingB „ 
Rolling Btook „ 

Tools and plant „ 


C 

17 

142 

528 

217 

160 

100 

34 


Total extra cost of the broad gauge over the metre gauge, 
without permanent way 


} £1198 


The items for land and earthwork represent fairly accurately the 
amount of difference between the two gauges; but on this railway there 
was a tunnel which had been excavated, in the first instance, wide 
enough for the standard gauge, and consequently has not come into 
the item for earthwork, otherwise this item would have been con- 
siderably increased for the standard gauge. The item for bridgework 
is large, though Note t explains that the expenditure equal to the cost 
of conversion only, has been included. 

The stations and buildings should be little affected by the gauge ; 
but in this instance the goods platforms had to be raised, and new 
approai^eB made, and new passenger platforms built, on account of 
the increased height of the main-line railway otbck. Several sundry 
otlm details required attention, and those who put the difference in 
opat betw^ a standard-gauge and narrow-gauge railway, comparing 
lilife mih tihe, in, an ecujf country, at £750 per rnile^ due to the gauge, 
are probably conect. 
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E±tra expense would be inciured by having to keep the traffic 
going on the metre-gauge line during the lajring of the new permanent 
way ; but this would be more than counterbalanced by the facilities 
which the nafrow gauge would give in transporting and laying out the 
broad-gauge materials. 


Extension of Hallways in India, 

To encourage railway extensions in India, the Government of 
India issued a circular from Simla, dated September 15, 1893, and a 
farther one from Calcutta, dated March 29, 1895, setting out the 
terms on which the Government of India are prepared to consider 
offers for the construction, by the agency of private companies, of 
branch lines or extensions of existing railways, to be worked, when 
constructed, by the main-line administrations. 

Before giving the details of these circulars, it may be well to refer 
to Sir Andrew Clarke’s * reply to the address of the Agents of the 
Guaranteed Railway Companies of India (presented to him on his 
retirement), which appeared in the columns of the Indian Engineer, 
Sir Andrew wrote — 

** Bepresenting as you do, the oollective iuterests of the large body of English 
capitalists who have contributed a hundred millions sterling towards the material 
advancement of India, I attach especial value to the testimony you bear, to the 
improved relations that now exist between the representatives of this important 
interest and the Government. To you ... is really mainly due the present con- 
dition of these relations. ConGdence begets conGdence, and I cannot but think that 
whilst, on the one hand, the appreciation of my desire to comply with all your 
reasonable applications has of itself smoothed away difficulties of intercourse; on 
the other hand, the knowledge you have acquired of my reliance upon the general 
accuracy of your anticipations of the growth of traffic, has had the result of inducing 
still greater caution and care in the framing of your estimates, and of causing you 
to put forward only well-considered proposals. 

In the interests of the public, as well as of private commercial enterprise, I 
would fain hqpe for a continuance of these improved relations. The aid and 
co-operation tendered by the railways under your management, during the crisis 
engendered of famine and war, have assured me of their perfect efficiency under 
such control and management, and that no advantage is to be gained by placing 
them entirely in the hands of the State, as has been the tendency of our polii^ for 
the last few years. Firmly convinced as I am that the development of the country’s 
resources by encouragement to private enterprise is in every way more desiraUe 
than a universal reliance on direct agency of the State alone, 1 consider the experience 

* Late Director-General of Bailways in India. 

P 
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almdy toquifed on our railways as of infinite value in determining our future 
poBcj regarding them. It seems to me, however, by no means improbable, that 
a time may come, if it has not come already, when adverse influences upon the 
pnldic finances may seriously check the extension of our railway system exolusively 
by the State, and that their attention will, not unnaturally, be directed to 
the propriety of substituting for it agencies somewhat similar to those which 3 rou 
represent.” 

This reply was written in 1880, and to-day the prophecy contained 
in the latter part of his letter has come true. During this year two 
railways in India have been projected by private companies, under a 
guarantee from the State railways, viz. the South Behar and the 
Southern Punjab Bailways. 

The South Behar Bailway is on the 5 ft 6 ins. gauge, 83 miles 
long, and estimated to cost j£7230 per mile without rolling^tock. 

The prospectus of the company contains, amongst others, the 
following clauses : — 

**The railway will, of the variouH sectionh aie completed, be worked by the East 
Indian Bailway Company, who will supply the requisite rolling stock, and maintain 
and work the line m consideration of receiving 45 per cent, of the gross receipts. 
Provision is made by the Government . . . foi a lebate to this company of a sum 
not exceeding 30 per cent, of the gross eamings ot the East Indian Railway from 
traffic, interchanged between the new line and the East Indian Railway, so long as 
the company does not otherwise receive a minimum return, after deducting the cost 
of working and mamtenance, of 4 per cent, on the capital expenditure, ss entered in 
the books in India. This arrangement has been adopted owing to the policy of the 
Government m ceasing to give specific guarantees of interest. 

** The whole of the net eammgs beyond 4 per cent, will in every case belong 
exclusively to the shareholders. 

** The terms arranged between the Gbvemmeut and the company for carrying out 
this undertaking are as follows : — 

" !• The Secretary of State sanctions the payment by the company out of 
capital, of interest during construction, until the close of the half-year next following 
the half-year in which the line shall have been opened throughout for public traffic, 
or until June 80, 1899 (whichever shall be the earlier date), at a rate not 
exceeding 4 per cent, per annum. 

** 2. The company will have the free use of such land as is necessary, in the 
opinion of the Government of India, for the construction of the railway, and for the 
stations, station yards, offices, wazebouses, houses for employees, oonvenienoes, and 
wniks necessary or proper for the purposes of the railway, as well as for quarrying, 
hallast, brickfield, and kindred purposes. 

The railway will be maiutained and worked by the East Indian Railway 
Oonq^j, under contract between the Seoietary of State and that company for the 
puipOM^ In ratum for 45 per cent of the gross eamings from all soaroes. This • 
paynMot vriB include charges for the use of the neoessary rolUng stock. After the 
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'opening of the line, charges for home manag6z^ent expenses of the company will have 
to be defrayed out of its share of gross earnings. 

** 4. A return will be made to this company, by the East Indian Railway, of snoli 
a sum from the ^receipts from the traffic interc^nged between that railway and the 
new railway as shall, together with this company’s share of the earnings of its own 
line, and of the proportion of through traffic from Gya to Lak-Nisarai assigned to it, 
be sufficient to give this company 4 per cent, per annum on the actual expenditure 
charged in the capital account of the company’s railway, as entered in the company’s 
books in India, at the close of each half-year ; provided always that the return so 
made to the company shall not exceed 30 per cent, of the share of the East Indian 
Railway uf receipts from traffic interchanged between the two systems, nor shall be 
payable on any sum exceeding a maximum capital of Rs. 1,20,00,000 = about £700,000. 
(The East Indian Railway Company have agreed that the charges for through 
traffic shall bo allocated on the assumption that it has been sent over the shortest 
route, except in cases where the saving m mileage between the alternative routes is 
less that 5 miles, and except where passengers or consignors shall elect to travel or 
send their goods by the longer route, and to assign to this company a fixed proportion 
of the receipts therefrom.) 

*‘5. The Secretary of State reserves the right of taking over the line on the 30th 
June, 1919, or on the 30th June m the last year of every subsequent period of 10 
years, on giving the company 12 months’ previous notice of his intention to do so, 
and paying to the company in England, in sterling, such a sum as shall, when added 
to any unspent capital, amount to the tot<il pnid-up capital, in sterling, so far as such 
capital (exclusive of unspent capital) shall have been expended on the underti^ing, 
with the authority of the Secretary of State. 

The line will be constructed on the 5 ft. G ins. gauge, equal to the 
standard of the East Indian Railway, and will be maintained by the company in 
good order for 24 months, from the date of the opening of any section for public 
traffia 

**7. The company engages to provide the needful funds for the purposes of 
construction and maintenance of each section as opened, for two years, and thereafter 
for additions to block (as distinguished from rolling stock), which may be necessitated 
by public requirements and traffic development, also to construct such extensions as 
may be agreed upon by the company and the Secretary of State, and to meet any 
farther expenditure as shall be properly chargeable to capital.” 

Th« Bouthen Fuqjaib BftUwnj Oompuj the foUovring 
clauses, amongst others, in its prospectus : — 

“ The Company will construct, under a contract with the Secretary of State for 
India, a railway on the Indian standard gauge fixim Delhi to Samasata, on the North- 
Western State Railway, a distance of 400 miles. 

" The cost of the line will he exceptionally low. It will traverse a flat, unbroken 
country, the expense of bridges will be small (17 lineal feet per mile), and there m 
no engineering difficulties of any kind. According to the surveys and estimates 
i«oently pcepaied and submitted by its engineers to the Government of India, the 
cetimated cost of oonstrnotion per mile was £4044 (exchange being taken at 1 rupee 
s If. 2(4). From this have to be deducted the coirt of rolling stock, which will be 
met by l!7arth-Westem State Railway, and other items, such as the ooet of land 
•nd surveys^ and also certain savings on oonstnictioa that can be effifcttd. A d di n g 
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interat during construction, and other charges, including maintenanoe for twdYe 
months after opening, the total estimated cost of the line is £3664 per mile. 

" The principal terms of the agreements with the Secretary of State for India are 
briefly as follows : — 

** 1. Payment out of captal by the company, during construction, of interest 
calculated at £3 lOs. per cent, on the capital of the company, including the debenture 
capital 

" 2. The working and maintenanoe of the line, and the supply of the necessary 
rolling stock by the Secretary of State through the North-Western State Bailway, 
for 62 per cent, of the gross earnings. The North-Western State Bailway is worked 
by, and is the property of, the Goyemment of India. 

“ 3. The payment of a rebate to the Southern Punjab Railway of such a sum as 
will, together with the net earnings from traffic, and other receipts of that railway, 
lirovide a rate of interest not exceeding 3} \yeT cent per annum, on the capital 
expenditure of that railway, as shown in the accounts in India. As thope accounts 
are kept, all sums expended as capital are entered at the rate of exchange current at 
the time of the expenditure, and the total of the entries constitute^ the capital 
expenditure for the purpose of calculating the rebate. 

** The rebate shall not exceed the net earnings, as defined in the contract, of the 
North-Western State Bailway (1) from all traffic originating and terminating at 
stations of the North-Western State Railway (including Delhi and Samasata) sent 
over the Southern Punjab Bailway, and (2) from the proiier share attributable to the 
North-Western State Bailway of the traffic interchanged between the Southern 
Punjab Bail way and the North-Western State Bail way. 

"4. When £3 15«. pe-* cent, on the total capital expenditure of the company has 
been earned, the equal division of the surplus profits between the company and the 
Secretary of State for India. 

" 5. The use of land in British territories, and surveys and reports, free of cost, the 
Secretary of State engaging to use his infiueuce to acquire land in native States 
required for the company on the same terms. 

** 6. Special low rates for the carriage of materials for construction over State 
railways. 

** 7. The gross earnings of the Company’s line to consist of— 

** (a) Gross earnings from its local or home traffic. 

Its mileage proportion of traffic interchanged between the North- 
Western State railway system. 

** (c) Its mileage proportion of traffic interchanged between the Narth-Westem 
State Bailway system and other railways, in all oases in which the 
company’s line lorms part of the shortest route, whether such traffic 
passes over the company’s line or not. 

M The chai^ for traffic of all kinds to be on the mileage of the shortest route, 
and when shared, to be shared proportionatriy on the respective mileages. 

** The charges to be govern^ by the rates and fares of the North-Western State 
Bailway. 

^8. The gross earnings from traffic ori^natiug and terminating at stations, 
indoding Ddhl and Samasata, on the North-Western State Bailway, to belong to 
the NorSk-Westem State Bailway. 

**9^ The rig^t of the Secretary of State to purchase the company’s line at the 
IskpIsariiQn of 21 years fam the date fixed for completion of the and thereafter 
at seooeetive IntervaU of 10 years, at 26 yeanf puibhase^ based on the company’s 
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pfaare of the average net earnings of the line for the 5 years immediately preceding 
the purchase; provided the price shall not in any case exceed the total capital 
expended in sterling, with the sanction of the Secretary of State for India (including^ 
the debenture capital so expended), by more than 20 per cent, on that capital, and 
shall not be less than the sterling capital expenditure. The net earnings will not 
include any payments made by way of rebate, nor the share of the surplus profits 
taken by the Secretary of State. The Secretary of State will have the right to 
purchase at a price equal to the capital expenditure, but not till the 31st December, 
1948. The Secretary of State reserves the right of determining the contract if the 
line is not completed, and ready and fit to open fur traffic, by the 31st December, 
1898, unless he shall be satisfied there has been no neglect or default by the company, 
and in the event of its being so determined, the Secretary of State will pay the fair 
value of the company’s railway and works, to be ascertained, in case of ffifference, 
by arbitration. 

" 10. The Secretary of State accepts no responsibility for the estimates of the cost 
of the proposed undertaking or its probable profits after completion.” 

Another railway, but of a different type, brought out this year, is 
the Barai Light Aailway. This line joins the Great Indian 
Peninsular Bailway at the Bars! Boad Station, and is intended to 
run to the town of Barsi, a distance of nearly 22 miles, and to be 
further extended as required. 

The following clauses, amongst others, appear in the prospectus: — 

** The gauge adopted is 2 ft. 6 ins., which, after the fullest consideration and 
examination, has been deemed most suitable for the traffic and the chaiacter of the 
country to be traversed, with respect to extensions both in the direction of Pandharpur 
and beyond Barsi, which the successful working of the new line will necessitate, and 
its great carrying capacity in comparison with the low cost of construction per mile, 
and economy of working, and the flexibility of its alignment, which enables it to 
utilize existing roads, have also had great weight in deciding the question. 

** The line from Barsi Boad Station to Barsi is nearly twenty-two miles in length, 
and will be laid on the existing provincial road. This load, with its earthworks, 
cuttings, and bridges, was constructed by the Gtoveroment of Bombay, in 1870, for 
the purpose of a light railway, with maximum gradients not exceeding 1 in 100, and 
with curves suitable for the alignment of a railway. The bridges have been built 
of sufficient strength to carry locomotives, and have stood the test of floods for 
twenty-five years ; the earthworks, too, are thoroughly consolidated. 

** Calculate upon an estimated ftTimiftl goods traffic of 70,000 tons, which appears 
reasonable, the receipts from goods, on the basis of the rates and terminals sanctionad, 
would amount to Bs.2,29,767, and from an average of 62,731 passengers annually 
(excluding pilgrims), even if taken at the lowest rates sanctioned, would amount to 
Bb. 21,608, or an average gross total of Bs.2,61,8d0, equal, at exchange of even, aay, 
If. per rupee, or 9 per cent, below the current rate, to £12,666 10s. 

** The average percentage of working expenses to gross earnings of all railways of 
2 ft. 6 ina. and 2 ft. gauge in India, as shown in the official administration npoift on 
the railways in India, for 1898-M, is 65'40 per cent., based on a much smallertniffic 
than that which the Barn Bailway is likely to receive. 

** Subject to the provisions of thelndian Bailway Act, 1894, the Secietary of Ste^ 
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wOTCtloBi tile payment out of capital of interest, at the rate of 4 per cent., during the 
Ofil^iial oonstruction of the nulway ; but the Secretary of State, in granting thiii 
antiKHrisation, does so on the understanding that he does not thereby inour any 
leqwnnbllity for the estimates of the railway, or its probable profits after oomidetion. 

** the concession confers on the company an eaclusive right, as carnen by railway, 
Ofer the tract traversed by thtir line. 

^Subject to the duty of keeping the roads in repair, and reconstructing an old 
municipal road— for which ]iuritoae tlie company is to be at liberty, free of charge, 
to take road metal and inateri^ from Gbvernment quarries — the company has the 
rig^t to use, for the purpose of constructing its railway, a sufficient portion of the 
provincial road, and the whole of the Barri municipal road. 

**The tolls leviable under Bombay Act 111., of 1875, on the ordinary traffic on the 
provincial road above referred to, are to be placed under the management of the 
company, and the company is to be entitled to approjiriate such tolls. 

** The Secretary of State reserves the right (on giving to the company in England, 
not less than twelve calendar months’ previous notice of his intention tb do so) of 
determining the concession, and purchasing the undertaking of the cotnmy, either 
on the let day of January 1917, or at the expiration of any subsequent pfiri^ of ten 
years, on paying to the company in England, in sterling, such a sum as, with any 
unspent cafatal, shall amount to the total amount of the paid-up capital, in sterling, 
so fiur as such capital (other than unspent capital) shall have b^n expended on the 
undertaking with the authority of the Secretary of State.” 

No assistance in the shape of a rebate is given to this company, 
but the value of the road handed over by the Government for the 
purposes of the railway is estimated at £30,000, or £1300 per mile. 

The rebate proposed in the circular previously referred to, issued 
by the Government of India, was only 10 per cent, on the inter- 
changed traffic between the main and the hranch lines ; but it will be 
noticed that, in the case of the South Behar Bailway, the rebate 
allowed is 30 per cent. This alteration was probably due to the 
action taken by the London Chamber of Commerce, the secretary of 
which body wrote to the Secretary of State for India — 

^ tiiat the above section of this Chamber (the Engineering and Allied Trades Section) 
was of opiukii that the proposed maximum rebate of 10 percent, on theinterobanged 
traffic between the main and branch lines was neither a fair division of the profits of 
suoh interchanged traffic nor a sufficient inducement to cafatalists to invest in 
Indian railways.” 

Speaking at the same meeting on the above subject, Sir Andrew 
daike said that: — 

question intmsted him cansidersbly, as he was chairman of the first Indian 
Braneh Company which was formed in London, and worked by the main line, tip 
to the pwianti although the success of the line had been very good, yet the ananga- 
SMata wtoi the Oovemment of India had not been satitiimtory, and he inferred fim 
fibjh ttuiti tinleii the subsidiary lines were to a certain extent made identiosl with 
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.tke working lines, tbeir success would not be assured. While engineers undeistood, 
more or less, what the * rebate’ meant, the EngHsh investing public did not. His 
object in coming there that day, was to suggest that the bid word, * guarantee,’ 
should be substituted for the word ' rebate.* 

"The guarantee system had been greatly conducive to the prosperity of the rail- 
way system and people of India. He had had some experience of the working of 
that system, and he had no hesitation in saying that the administration of the 
guarantees bad been extraordinarily successful ... He found the guarantee system 
much more elastic than the State lines. He came there anxious to support private 
enterprise in railways in India. . . . The two practical points regarding which it 
was desirable to approach the Government were, first, to get rid of the * rebate*-— do 
not go to the public with the iivord * rebate,' they do nr)t understand it ; let us return 
to the old guarantee system. 

" Secondly, what is the mmimuiii we can go to the public with ? He thought he 
would be absolutely safe — that the fiarent companies would be safe — in saying 8J per 
cent. He believed that rate would attract capital to Indian railways, especially if 
the first lines were made feeder lines to the great system ... we might confine 
ourselves to the great feeder lines, leaving other lines to bo developed.” 

Term! put forward liy the Oowomment of India for the Szteneion 
of Bailwaye by Private Enterprise, and Proposed Amendments. 

These were considered at the annual meeting of the Engineering 
and Allied Trades Section of the London Chamber of Commerce; 
and at an adjourned meeting in June, 1895, Mr. DufF-Bruce brought 
forward amendments which were supported by Sir Andrew Clarke, 
and finally adopted by the meeting. 

The amendments proposed are printed in italics. 

The concessions offered are — 

"1. The free use of land. 

" 2. The provision of rolling stock, and the maintenance and working of the new 
lines at favourable rates by the main-line administrations. 

" 3. The free use of surveys, etc., at State expense. 

" 4. The carriage of stores and materials over State lines at favourable rates. 

"6. The grant of a limited rebate, from the main-line earnings, towards ensuring 
the proprietors of the new lines a dividend of 4 per cent, per annum on the approved 
capital expenditure (or S| per cent., if the capital is reckoned in rupees). 

" 6. If it can be legaUy arranged, authority will be given to charge to the capital 
account of the branch railway, during construction, and until the close of the half- 
year next following the half-year in which the branch railway may be fiiUy opened 
for trafiSo, such sum together with any net recdpts from working, will suffice to 
pay interrat at the rate of 4 per cent, per annum on the paid-up capitaL 

'^BcsolvMon, 

Proposals for the oowiirmiAon of hraneh lines or extmsUms if 
existing railways^ made by persons who satisfy the Ooverrmanl 
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tiktyors in a position to command, snAstawtial financial supporty wU 
ho contidoTod on the undermentioned terms and conditionSy viz . : — 

" 1. The propoaed railway (hereinafter called * the branch railway ’) must be built 
in acoordanoe with the fixed and moving dimenaiona for the time baing preaoribed 
by the Governor-General in Council, and on plana and eatimatea that have been 
approved by that authority. 

" 2. The extent and detaila of the conceaaiona to be granted in each caae will be 
aettled by agreement, hut the company will be allowed to debit to capital such 
reasonahle amount as may be found necessary to cover the preliminary expensesy and 
obtain the eiecessary capital. 


Lines to be connected with State Eailways. 

The following terms will apply to projects for the constriction of 
branch railways to be connected with State railways — 

** 3. Acceaa will be given on application, and free of charge, to all information, 
plana, or eatimatea in the poaseaaion of Government that relate to railways whose 
oonatruction the Gk)vernment is prepared to entrust to companies; but no 
reaponaibility will be accepted by Gk>vemment for the accuracy of any information, 
plan, or estimate thus made available. 

** 4. The use of such land aa is necessary, in the opinion of the Government of 
India, for the construction of the branch railway, and for tlie stations, station yards, 
offices, warehouaea, houaea for employees, conveniences, and works necessary or proper 
for the purposes of the railway, as well as for quarrying, ballast, brickfieldis, and 
kindred purposes, will 1)e provided by Government free of charge. 

** A. Where application is made for a coDcession for a project which has not been 
surveyed, or the construction of which has not been approved by the Government of 
India, the applicants will be required to deposit the cost of the surveys, estimates, 
and collection of statistics necessary for tho proper consideration of the project, as a 
condition preliminary to the ai'ceptance for consideration of their proposals. In the 
event of the construction of the project being sanctioned, the costs incurred on this 
account will be admitted on capital account.*' 

The cost will depend on the difficnlty of the route, and will vary 
from B8.250 per mile in very easy country, to Bs.500 in ordinary 
country, not including Ohat surveys. 

Frovinon will be made for including in the approved expenditure of the 
branch line railway company such expenses on account of the Board of Direction 
of the company aa may be incurred, with the sanction of the Secretary of State. 

**’(a) During the construction of the branch line* these expenses of direction 
may he charged to the cental account of the branch line company. 

After the opening for public traffic of the branch railway, these expeiVMs 
of direction will be m^ from the general receipts of the branch line 
company. 

The hra^h railway will be maintained and worked by the main-line 
affikdnistntloii during the full currency of the oontraot to he entered into for the 
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■ purpose, at a fixed ratio of expenses to earnings, in each half-year. The ratio wUU 
when the branch railway is of the same gauge as that of the working railway, uatuiUy 
be that obtaining on the whole system, including the branch railway, and will not 
ordinarily exceed 50 per cent, of the gross earnings of the branch from all sotueea* 
and will be inclusive of charges for the use of the main-line rolling stock. Charges 
for Home Board direction of the branch railway will be excluded from the arrange- 
ment, and wiU have to be defrayed out of the sWe of the earnings pertaining to the 
branch railway. 

After the words * main-line rolling stocky substitute^ * hut no deduction what- 
ever wUl be made for working expenses until the gross receipts of the line from all 
sources are sufficient to pay Z^per cent, on the whole capital of the company ^ whether 
raised by shares or debentures, after providing a sum to be sanctioned by the Secretary 
of State for charges for Indian and London management. After the payment of 
per cent, on the capital and the full working expenses, the batance of the net 
earnings to be divided in the proportion of two-thirds to the owning company, and 
one-third to the working company' 

** 6. Bailway materials for the branch railway will be carried over State lines at 
the special rates prescribed for such materials belonging to State railways. 

“ 7. A return will be made to the branch line, by the main line, of such a sum 
from the traffic interchanged with it as shall out of the gross earnings of the main 
line, together with the branch company’s share of branch earnings, be sufficient to 
give the branch company a dividend of 4 per cent, (or if the capital is reckoned in 
rupees, 3 per cent.) per annum, on the actual expenditure charged in the capital 
account of the branch railway company, as entered in the company’s books in India ; 
provided always that the return so made to the branch company shall in no case 
exceed 10 per cent, of the gross earnings of the main line, from traffic interchanged 
between the main and branch lines. This rebate will be granted from the first 
earning of revenue by the branch line, such payment being calculated at the close 
of the calendar year, payments on account, however, subject to adjustment being 
permissible at the close of the first half of each year.” 

Note. — The net earnings of the main line from traffic interchanged with it from 
the branch line are assumed to bear the same proportion to the gross earnings from 
that traffic as the net earnings of the whole system bear to the gross earnings of the 
whole system. 

It is proposed to omit this clause altogether, as it is not required if interest 
on the capital is made a first charge against the gross receipts, 

** 8. After the opening of the branch railway throughout for pMie traffic, every 
new work not costing more than .ffs.1000, but otherwise properly chargeMe to 
capital, shall be charged to revenue, and the cost thereof shall be held to he provided 
for, from the share of the gross receipts paid to the mainline administration. 

" Funds for the execution of all other new works — ^properly chargeable to capital 
— ^found necessary after the branch railway has been opened to traffic, shall be 
provided by the branch railway company. Such works, and their cost, must be 
a&eed upon between the branch railway company and the main-line administration, 
before they are put in hand. In the event of any difference of ofanion arising, betwaaa 
the bnnch-line and the main-line administration, as to the necessity for, and the cost 
of any new work, the matter will be referred to the Director-General of Railways as 
arbitrator, and his decision will be t\nh\. 

** 9. ^tes and fares upon the branch railway shall be within the limits of thh 



218 


UOHT BMLWATS. 


Bohediile of mizimum and minimum rates that may be from time to time authorized 
by theGovenixnent for the main line, and shall be controlled by the main-line adminis- 
tratioiL Ordinarily therateaand fares charged on the branch railway shall he notxnore 
than the hi^^t, nor less than the lowest, mileage rates chai^ged for the time being, 
for similar traffic on the main line. DcTiadoxu outside of these mileage rate limits 
will not be permissible, except with the special sanction of Government in each 
case. 

** In oil €0888 in which the branch railway forms a part of the shortest route 
htUoeen the forwarding and receiving station^ it ts to be treated as the proper route 
fortn^ 

" 10. Government will lia\ e the right, on giving twelve months* notice, to purchase 
the branch railway, either — 

** A. At the expiration of 21 years from the dat3 of opening to traffic of the 
branch railway, and thereafter, at successive intervals of 10 years, at 25 years* purchase, 
based on the average net earnings of the branch for the five years imjnediately 
preceding the purchase, provided that the price shall not in any case exceed the 
total capital expenditure by more than 20 per cent., and shall not be %8 than the 
capital expenditure. Amend this as follows 

** At the expiration of 25 years from the date of opening for traffic of the bra/nch 
railway f and thereafter at euecessive intervals of 10 years, at 25 tinws the average 
amount paid to the company out of gross earnings for the three years immediately 
preceding the purchase, provided that — and so on as above. Or— 

** B. At the expiration of 50 years from the date of opening to traffic of the branch 
railway, on payment of the actual capital expenditure. This clause to be omitted 
altogether. 

**G. Provided always that in calculating the purchase price, the average net 
earnings of the branch shall not include, for the purposes of this clause, the payments 
by way of rebate under clause 7. 

** 11. Electric telegraphs and telegraphic appliances will be supplied and maintained 
by the Government of India; the charges for rent, maintenance, and inspection of 
tel<^aph works and appliances will he included in the working expenses. Free 
passes shall be granted over the branch railway for jiersons employed by the Govern- 
ment of India, on the construction, maintenance, working, and inspection of the 
tdegraphs. 

** 12. The rates and arrangements in force on State railways in the matter of 
services rendered to the Postal Department, to the Military, Police, and other 
Dqiortmenta of the State, and to high Government officials, shall be applicable to 
the branch railway. 

** 18. The general character of the supervision and control that will be exercised 
by the Government of India over the branch railway, apart from the provisions of 
the Bailway Acta and the preceding provisions of the Besolution, is indicated in the 
fdlowing paragraphs 

" 1. The route of the hue and the situation of the stations, and other similar/ 
detsila, will be deterzmned by the Gbvernmtnt of India. 

** The line, while under construction, shall be Inspected when, and so often 
aa, an hispecting officer appointed for that purpose by the Government 
of India, shall consider desirable, with a view to ensure the construction 
of the line up to the standard agreed on. 

2. The braooh railway company, if reqidred, dudl keepcapltal oocounts and 
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statiBticB in fonuB approved by the Secretary of State, and diall render, 
free of coBt, all accountB and statbticB required by the Government. 
The accountB and books will be subject to audit on behalf of tl^e 
Government 

** 3. Ne capital expenditure by the branch railway company will be aUowed as 
between the Secretary of State and the company, unless the prior 
sanction of the Secretary of State has been obtained. 

** 4. The company shall liave no power to increase its share or stock capital, 
without the sanction of the Secretary of State, or to borrow money 
except within a fixed limit, and on specified conditions. 

** Lines to be connected with Bailwayb belonoino to, ob worked bt, 
Guaranteed or Assisted Companies. 

** As regards branch railways connei'ting with railways belonging, or leased to, 
guaranteed or assisted companies. 

** 14. Land necessary, in the opinion of the Government of India, for the purposes 
of the railway will be provided by Government, free of charge, as indicated in para- 
graph (4) above. 

15. The terms under wliich the branch railway will be maintained and worked 
by the main-line administration will be subject in each case to agreement between 
the main-line and branch-line companies, and to the approval of the Government. 
The Gk)vemment will endeavour to obtain for the branch railway company terms 
approximating to those that would be granted under the terms of this resolution if 
the branch railway were connected with a State railway. 

**16. Other rdevant concessions and stapulations contemplated by this reso- 
lution in the case of branch railways connecting with State railways will be 
applied. 


** Alternative Terms and Surveys. 

**17. The Government of India will be prepared to conrider proposals for 
working branch lines on terms other than the above wliich may be put forward by 
promoters. 

** 18. If, after consideration of the question on its merits, it be decided that the 
gauge of any branch line shall be different from that of the main line, the question 
of the ratio of expenses to earnings at which the branch shall be worked, will be 
subject to arrangement in each case, but in such cases the branch line must be fully 
supplied with necessary rolling stock, and workshops, by the branch railway 
company. 

** 19. When application is made for permission to construct a branch line, which 
the Government is inclined to entrust to a comiiany, on a route which has not been 
surveyed, the survey will, if so desired, be carried out by the Public Works Depart- 
ment of the Government of India, on the applicants undertaking to pay the coat of 
such survey, and depositing the estimated amount thereof on the understanding that, 
if permission is eventually given for the construction of the line, the actual cost of 
the survey may be included in the capital cost of the undertaking. 

** Applications for permission to carry out surveys for the construction of bnmob 
lines should be submitted to the address of the Secretary to Government of India, 
Public Works Department, in the form prescribed by Memorandum B hereto 
attached.” 
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BmuvrkB on iho above Clatuee by Mr, Duff-Bruee, 

Clauae 2. It is of course impossible to lay down in general proposals suob as 
these the exact extent, or the detiuls of the concessions winch will ie required for 
each separate railway, but it would be well, in publishing general copditions, to let 
persons who are desirous of going in fur Indian Railways understand that the Secretary 
ol State would allow a reasonable sum to be debited to coital to cover their expenses, 
and secure the necessary capital, and also that, during construction, interest at the 
rate of 3} per cent, will be allowed to be charged to capital It cannot be ex^iected 
that any one will take the trouble to get together particulars for the construction of 
a railway without being compensated, nor can it be expected that capitalists will 
come forward to guarantee the money required for the construction of the line 
unless they are allowed commission for accepting the responsibility of finding the 
money. 

** dauee 5. If Clauses 5 and 7 of the Government ]>roposals are read together, it 
seems clear that it was the intention of the Government that this risk (of* providing 
interest) should be taken by the working com})any, instead of by tbe shaieholderH 
of the branch line, as it is there provided that the working line sliall grAit a rebate 
from the earnings of interchanged traffic sufficient to give a branch company a 
dividend of 4 ^ler cent. This has been the procedure hitherto adopted in England ; 
but in India it would, it is feared, be found in practice, difficult to work, and while 
it would secure very large dividends to some branch lines, it would be no advantage 
whatever to others. For instance, in the case of a branch line which had a lead over 
the main line very much longer than the length of the branch line, the rebate would 
amount to a very considerable sum ; whereas, in the case of a branch line close to the 
terminus of the main line, the lead on the main line would not probably be much 
greater than tbe length of the branch line, and the rebate allowed in clause 7 might 
be quite insufficient to make up the amount required to make up the 4 per cent In 
every care this arrangement would lead to a very comjdicated system of accounts, 
to ascertain the exact amount whicli was refundable to the branch-line company, and 
it would be very difficult, in a prospectus, to show shareholders that a rebate on an 
estimated traffic would be sufficient to make up the minimum dividend of 4 per cent. 
The object of the rebate is merely to insure that the receipts, after deducting working 
expenses, are made up to a sum sufficient to give the interest proposed; but this 
can be equally well done by the (condition) proposed ; a condition which lias been 
adopted in an agreement recently made by the South-Western Railway Company 
for the working of the branch line between Waterloo Station and the City. In that 
case no absolute guarantee is given, but it is provided that interest at the rate of 
3 per cent, per annum on tbe whole authorized ca|ntal, whether it be raised in shares 
or debentures, shall be a first charge on the gross receipts of the undertaking before 
any deduction whatever is made for working expenses. When investors can get 
such terms as these from a railway company in England, it is not probable that 
they will invest money in India on less favourable terms. Such an arrangement 
would give great confidence to investors, and it would ensare that the officers of the 
working company who have the whole management of the line in their hands would 
do their best to increase the revenue, so as to enable them to meet their own working 
lexpeDsos, after paying a dividend on the capital.” 

^ It ^ of the utmost impeurtanoe to the Empire of India that the 
ti^of^ have many more miles of railways, and a calculation 
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has 1)6611 mad6 that at laast 1000 miles of railway per anntim should 
be constructed to keep pace with the increase of population, if the 
people are to be fed, and employment found for them, on land that 
is at preseift cut off from railway communication. However ootreot 
this statement may be. Sir Alexander Sendai estimated the traffic 
requirements of India at 50,000 to 60,000 miles of railway, yet she 
has only 18,500 miles. 
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The metre^uge lines are being relaid with 50-lb. rails instead of 40-lb. 

The standard-gauge lines are being relaid with 75 to 100-lb. rails instead of 60-lb. 



TABLE B. 

Dbtails or Tbaffic and Cost of HAULnro and other items or some Stand \rd, Metre, and Special Gauge Local Bailwatb of India.' 
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Ceylon Eailways. 

Gauge, 5 ft. 6 ius. ; rails, 72 Ihs, per lineal yard. 

The railways in Ceylon, os regards construction and equipment, 
are fully up to the standard of the Indian main lines. Exception 
may, perhaps, be taken to the first-class carriages, which are about 
equal to the best second-class on the main lines in the United 
Kingdom. 

The main line of Ceylon formerly ran from Colombo to Kandy, 
a distance of 74| miles. It has been continued from Peradeniya, 
near Kandy, to Kanu-Oya, and on to Bandarawela, a distancaiof 160 
miles from Colombo, crossing on its way a summit of 6200 feet above 
sea level. For the first 52 miles the Une is through a fairly level 
and rather swampy country, with gradients of 1 in 100, and minimum 
curves of 10 chains radius. It then ascends for 12 miles by a con- 
tinuous gradient of 1 in 45. In this distance it passes through ten 
tunnels, all in solid rock, and traverses a succession of reverse curves 
of 10 chains radius. 

In several places the formation is galleried out of the solid, 
almost perpendicular, rock, showing to the passenger who has the 
nervet^ to look at it, a sheer descent of 500 feet into the valley 
below, from which the rice cultivation is extended, by terraces, 
several hundred feet up the hillsides. From the top of this incline 
fit Kaduganawa to Peradeniya Junction, 7 miles, and Kandy, 4 miles, 
ifi an easy run through a comparatively level valley. 

A branch of 16 miles runs from Polgahawela to Kurunegala, 
another of 18 miles from Kandy to Matale, and a main line south- 
wards, ddrting the west coast, from Colombo to Galle and Matara, 
a distance of nearly 100 miles. 

The whole of the country traversed by these lines, excepting the 
coast and low-country section, is rugged, broken, and steep, and 
in many places the slopes of the hills are almost predpitous ; ravines 
up to a hundred feet in depth have to be crossed frequently, 
espedalljr in the hi^^er parts, where curves of 5 chains radius are 
CdmmiQSiity met with. The ruling gradient on the section from 
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NaValapitya to Bandaxawela is 1 in 44, and between the former 
place and Hatton there is a continuous run of this for 6 miles. 

On the Nanu-Oya section, for a distance of 40 miles, only 13 
are on the stmght. As the crow flies, the distance between Kawa- 
lapitya and Nanu-Oya is only 18 miles, or less than half the distance 
by the railway. In travelling over the up-country sections of these 
railways, one wonders why such a gauge as the 5 ft. 6 ins. was ever 
adopted for such a country. 

So difficult is it for railway construction that the survey alone 
of the extension from Nawalapitya occupied a chief engineer and 
a considerable staff for four years, and cost dS445 per mile of line 
adopted. 

The capital cost of the line from Colombo to Kandy was, in 1868, 
when completed, Es.233,354 per mile, or in sterling — the rupee 
having been in those days rather above than below par — £23,335. 

The cost of the whole of the up-country lines has ranged from 
£15,000 to over £23,000 per mile, whereas a first-class metre gauge 
could have been constructed for half the cost, and, with a double line 
of rails, would have given a far better service of trains. 

The passenger trains on the 5ft. Gins, gauge, with 5-chain 
curves and 1 in 44 gradients, crawl along at the rate of 12 miles 
an hour, very much, no doubt, to the interest and pleasure of the 
tourist in an interesting and highly picturesque country, but rather 
aggravating to the planter, satiated with frequent repetitions of the 
scene, and longing to be back in his factory, to make more of the 
world-celebrated Ceylon tea. 

The traffic in so small an island can only be limited, and the 
adoption of a narrower gauge, one more suited to the circum- 
stances and situation, has been the subject of discussion for many 
years; but latterly, in view of the construction of a line through 
the undeveloped north of the island, to connect both with the thickly 
populated Jafiha peninsula and the South Indian lines, the agitation 
has been revived with greater vigour and effect; and it seems more 
than probable that the northern, as well as all future, extensions 
in the so-called low country, will be on a metre gauge. 

As a break df gauge where two systems meet is unavoidable, 
it is considered better to minimize a necessary evil ly iBaking 
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Colombo the base for both the projected Northern line as well as 
the extension into the Eelani Valley, and probably another out of 
that line to and beyond Batnapura. 

The Northern trunk line, about 200 miles from Buriinegala to 
Jaffixa, is required for the development of an immense tract of 
country, at present waste; to connect Colombo with Jaffna, and 
Colombo with the South Indian railways. 

Considering the importance of the traffic when a junction is 
made with the Indian railways, the extension to Colombo of the metre 
gauge would not only be a necessity, but it might be found necessary 
to extend it from Kurunegala, also, to Kandy or Feradeniya, so that 
the transfer of traffic between India and the highlands of Ceylon, 
may be made above the Kaduganawa incline. The adojition of a 
narrow gauge, allowing large reduction in first cost, while being 
sufficient for the traffic, has not hitherto found favour with Govern- 
ment officials. 

Ceylon has at present nearly 350 miles of single broad-gauge 
line, earning not much more in the aggregate than the average of 
the Indian lines. It is not too much to say that if metre gauge had 
from the outset been adopted, trains might to-day be running over 
600 miles, constructed for the same capital outlay. 

The example of, and lessons from, the broad- and narrow-gauge 
lines of India, and the comparison between the two systems in cost 
of construction and traffic earnings, seems to have been thrown 
away on the Administrators of the Government of Ceylon, and all 
their efforts would appear to have been directed, not to give a line 
dieap and sufficient for all purposes, but by hoisting periodically 
the "evil of break of gauge,” to bolster up a system that was found 
too broad and costly for India, and which has been persisted in 
in Ceylon, in spite of the lesson over there, now so long before their 
eyes, and so instructive to those who have open minds to take them 
into consideration. 

For example, there is the lesson of the Oude and Bohilkund, 
a 5 ft. 6 ins. line of about 800 miles single line, costing oyer 
B8.126,000 per mile, through a comparatively easy country, with 
fgiOBs traffic earnings of Bs.262 per mean mile worked per week, 
and giving in 1894 a return of 5*58 per cent, on capital outlay 
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against that of the Bajputana-Malwa line of 1674 miles of single 
metre gauge costing Bs.76,003 per mile, over a rather more difficult 
country, with gross traffic earnings of £s.285 per mile per week, 
and giving a* return of 7’88 per cent, on capital outlay. It was in 
former years over 10 per cent. 

The latest effort to prop up Ihe cause of the 5 ft. 6 ins. gauge 
against the assaults made on it has been the production of an 
estimate by the Chief Besident Engineer for Bailway Construction 
for a light line to Jaffna from Kurunegala, of which the items and 
their amounts are given below, viz. : — 


Earthwork 

Per ml^. 

232*8 

Bridges and culverts 

469*6 

Permanent way — ^Material £1009*41 

1326*0 

„ Laying and ballast 316*6 ) 

Fencing 

17*3 

Felling trees and clearing land 

10*6 

Level crossings and miscellaneous works 

65*7 

Stations 

106*6 

Telegraph 

21*8 

Land and compensation 

28*0 

Bolling stock 

162*3 

Engineering and administration 

117*7 

Contingencies 

179*2 

Total 

£2737*6 


R8.18J = £1 sterling. 

NoT£6.-^iirTeB, minimum 19 chains radius. Gradients, maximum 1 in 132. 
Uail level, 15 ins. above formation. Four-wheeled rolling stock of the simplest 
description to be used as preferable to bogie stock. Stations to have no platforms. 
Land and compensation at £28 per mile : this is mostly Grown land, and, therefore, 
no charge made for it. 

This estimate for a 5 ft. 6 ins. gauge railway, equipped with 
rolling stock, is lower than the actual cost of any similar line yet 
constructed in India — ^where the country is more favourable, for 
railway construction, and where wages are considerably lower. The 
General Manager not being satisfied with the accommodation pro- 
vided for in this estimate, the amoimt was, to suit his requirements, 
ineteased to £3^98 per mile. Further alterations in this estimate, 
in the direction of increasing it, are expected by those who know the 
district through which the line would run. 
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If special rolling stock of the simplest kind only, is to be imyided 
for fdtnie extensions on the 5 ft. 6 ins. gauge, it cannot work with 
the heayier rolling stock over the up-country lines; and if the 
permanent way is not heavy enough to carry the maBi-iine rolling 
stock, this stock cannot travel over the extensions, and, consequently, 
there will be break of gauge, or its equivalent, viz. transhipment. 
But, in any case, there must be break of gauge for the Indian traffic 
at some point or other, and it would surely be better to have the 
transhipment done at Colombo, the neutral axis of the traffic, than 
at Manaar, the focus of the greatest traffic. 

The railways in Ceylon, though constructed at so extovagant 
a cost, have been a good investment, because they haye been run 
through either thickly populated provinces or districts Abounding 
in traffic ; but on many of the lines to be made the traffic has in 
great measure to be created, and it would be the height of folly 
to begin these with lines, three or four times the capacity, that will 
be required for many years to come. 

New South Wales. 

Tha Bailways in ITew South Waloa are constructed on the 4 ft. 
8j^ ins. gauge, and, up to the present, a narrower gauge has not been 
introduced. They are constructed, equipped, worked, and maintained 
in the best possible manner, and carry a very heavy traffic at com- 
paratively low rates for a colonial railway. The railways have to 
cross rough and precipitous mountain ranges before reaching the 
jdains of the interior, and, consequently, the cost of construction has 
been liigh. The gradients are heavy and numerous, ranging firom 
1 in 30 downwards, and the highest point reached is 4471 ft. above 
sea level. 

The totid cost of the railways has been £14,335 per mile, including 
equipment, and they cany on the average 1068 passengers, and 1439 
tons of goods per mile per annum ; the totad number of passengers 
being, 19,265,732, of whom 16,672,543 are suburban. 

The ipotes for agricultural produce are low, being about per ton 
per wjifi, and in a country like New South Wales and other colonies, 

I c * GovemmiB&t Report on Railways for 1693. 
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ib is very important to fix as low a rate as possible for the traffic, on 
account of the long distances the traffic has to tnfLvel from the interior 
to the coast. A cheap mileage rate is also in force for long distances, 
by which tfie traffic pays very little extra rate, after a certain distance 
has been travelled. The average haulage of goods is 60*64 miles, 
and the average tonnage of trains is 58 tons. 

The colony has a number of branch lines in the outlying districts, 
constructed at such a cost per mile, that the traffic is not sufficient to 
pay anything towards the interest on capital, and in some instances not 
even working expenses. The mileage of these lines, 17 in number, 
amounts to 1112 miles, or nearly half the total railway mileage, and 
the annual loss to the colony, after paying working expenses and 
interest, amounts to £324,000. With the exception of two, on all 
these lines there is sufficient traffic to pay working expenses and a 
little towards the interest ; therefore it is the capital cost that requires 
to be kept down, and it is probable, this can only be done by break- 
ing the connection from main-line principles, and substituting a 
narrower and a lighter line for branches. The capital cost would 
not only be reduced by this method being followed, but the working 
expenses also, though it must be admitted that the branch lines seem 
to be economically worked at present. It has been suggested by the 
Commissioners that branch lines should be constructed on the present 
gauge, at a cost of £1750 per mile, exclusive of bridges and rolling 
stock. At this figure, would it not be better to have a substantial 
narrow line than a cheap broad one ? 

There is every provision on the lines for the present traffic, and 
a largely increased traffic could be carried without any material 
increase in the accommodation. A large proportion of the relaying 
is being done with 80-lb. steel rails, instead of the 70-lb. iron rails 
originally laid, and ironbark sleepers have been exclusively used for 
all renewals; this is being paid for out of working expenses, at the 
rate of 65 miles per annum. 

The number of men employed on maintenance on lines of the 
heaviest traffic is from 0*94 to 0*69 men per mile, vdiilst the lines/ 
selected as local lines in Table S are maintained- as under — 

juneetoHay 0*41 men per mile 

Gundagsi branch ... ... 0*36 » t$ 

Nyngen-Cobar do. ... 0*29 „ „ 
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With regard to the rates for agricultural produce, the Com- 
miasioners, iu their report, say — 

** As has been shown, the rates for agricultural produce have been |pade especially 
low, in consequence of the settlement that the cultivation of the land induces, and 
owing to the fact that unless exceedingly low rates were adopted for the outlying 
districts, it would be impossible to rmse grain in districts at long distances from the 
seaboard. The following rough estimate of the value to the ndlways of 10,000 acres 
of land under cultivation, as against 10,000 acres of land employed for running sheep, 
will strongly illustrate this point. 

** A distance of 300 miles from Sydney has been adopted in each case. 


** Agrimltural liemlU 

The average yield over the whdle colony fur the ^mst three years has* been 12^ 
bushels per acre ; which gives — £ d. 

3304 tons @ 14« 2312 16 0 

Carriage of wheat-bags 84 14 K 

Machinery and implements of all kinds, binder twine, 

etc., materials for reiiairaj etc. 350 0 0 

Karions, clothing, etc., for one man for every 100 acres 

= 100 men 398 0 0 

(No allowance made for families, nor for travelling 
upon the railways, which would be a fair additional 
revenue) 


£3145 10 8 

** If the crops were readied, and the straw sent to market, a large additional revenue 
would result. 


“ l^astoraJ Itesult, 

Average for the whole colony gives one sheep to 2^ £ s. d, 

acres = 11 tons of wool @ 720. (5^ lbs. per sheep) 39 12 0 

Increase of the flock to be reduced by 25 per cent, each 
year, by trucking to market, or by boiling down ; say 

600 sheep trucked, and 625 boiled down 44 4 4 

Wool-packs, rations for one man to every 4000 sheep 
continuously, and two men for 14 days per 1000 
sheep at shearing time 6 13 0 

** Allowing £20 per annum for each 10,000 acres for materials or Improvements 
(as flBDcing, etc.), it gives a total revenue of £110, against £3146 per 10,000 acres 
under crop. 

^In addition to the enormous disadvantages these lines labour under, owing to the 
great amount of severe grades, we have the very great disadvantage of a large 
pKii|atoitiQik of oiu; business being " unbalanced,” that is, trucks have to be hauled • 
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to a very great extent empty in one direction, bo practically reducing the earning 
powers of the train mileage by one-half. 

« One great feature in American railroad working which has had an enormous 
effect in enabling companies to reduce their rates, has been the adoption throughout 
the country, to a great extent, of sending traffic in truck loads, in the same way as 
has been in operation for a considerable time with the competitive traffic of the 
Darling, Biverina, and other districts If our customers would combine together 
with their fruit and other business, and consign full truck loads of traffic, it would 
economize the working expenses of the rmlway, and it could be made to work very 
much to the personal advantage of those using the railways. 

“ What is wanted is volume of traffic, which can only be obtained in connection 
with increased population and the greater development of the land. If, on a large 
proportion of our railway lines, instead of running trains once a day, and on some 
only three days a week, we had trains running five or six times a day each way, even 
at oui lowest existing rates, it would add largely to the net earnings, and so assist to 
reduce all rates.” 

In their report for 1894, the Commissioners say — 

“ We have for some years past urged that for new extensions in purdy pastoral 
and level country, where the traffic would be exceedingly light, a line capable of 
cairying a light locomotive, with the ordinary class of rolling stock, at a speed of 
about 15 miles an hour, in daylight only, could bo constructed, exclusive of bridges, 
waterways, and station accommodation (which latter should be of the most simple 
nature), for £1750 po^ mile. This could only be a pioneer railway, and would be 
altogether different from a standard railway line, even of light construction, such as 
that from Nyngan to Gobar. It would be simply aline to carry traffic with reason- 
able speed, at a lower scale of charges, than it is now carried by road. The rates 
for such lines would bring about a material saving to the users, compared with what 
IS paid for the carriage by road, and the scale of charges should be such as to avoid 
any material loss to the country. Lines of this character would avoid the great 
disadvantage of break of gauge ; they would cost scarcely anything more in the first 
instance than a narrow-gauge line, and the whole of the ordinary rolling stock, 
exclusive of the engines— which could be selected from the lightest types existing in 
the service — could pass over them, and thus avoid the great disadvantage, and cost of 
creating a new class of rolling stock. 

These lines, if constructed in districts warranting railway communication, 
should not be any great burden to the country. We have diown in our annual 
reports, in connection with a number of unprofitable lines, made in the past, of the 
expensive typ0, they, with scarcely any exception, supply sufficient earnings to pay 
all working expenses, and to contribute a small amount towards the interest on the 
cost of construetion, thus showing the great importance of keeping the capital cost as 
low as possible. If this is effected, all the contingent advantages of the pioneer lines 
ocffiec^g business for the parent lines would be secured, in return for a small con- 
tribution from the parent system for interest on captaL The settlers would then 
have the great fimility of moving their produce and stock cheaply and promptly.” 

As ixuttanoes of poor traffic-producing districts, into which hrandi 
railways have been run, the receipts of the Nyngan-Gobar and 
Idsmore-Tweed lines, may be compared with the other two brandh 
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linen adected. The working expenses are certainly low on these 
lines, bat notwithstanding the evils of the break of gauge, it may be 
qpen to question whether lighter and narrower-gauge lines should not 
first be put down in such districts, at a cost not exceeding £2000 
per mile, including rolling stock. By adopting such lines, costing 
only the same amount as a good road, and mudi less expensive in 
maintenance, many more miles of railway could be laid down, and 
a larger extent of country opened up than would otherwise be possible 
were a more expensive type of railway adopted for local lines. 

On the Lismore-Tweed line, there is only shelter accommodation 
at the stations, and no platforms. 



TABLE S. 

OF Cost, Beyenue, and Wobkino Expenses of some Bailwayb in New South Wales.* 


NEW SOUTH WALES. 


235 




236 


LIGHT RAILWAYS. 


Gape Government Bailways. 

These railways ore constnicted and worked by the Ca^ Govern- 
ment^ they are on the 3 ft. 6 ins. gauge, and have cost nearly £9000 per 
mile, including equipment They were originally laid with 40-lb 
iron rails, afterwards increased to 45 lbs., and now all relaying is 
done with 60-lb. rails. Both steel and wood sleepers are used. The 
maximum gradient is 1 in 40, and the sharpest curve 5 chains. The 
rolling stock is of the best description made for this gauge ; travelling 
is very comfortable, and all the railways are maintained and equipped 
in the best possible manner. 

Before the opening up of Johannesburg, the railways di^not pay 
the full interest on capital, after deducting working expenses, even 
when the diamond industry of Kimberley was in full swing. Now 
that a large accession of traffic, goes over the railway to the Transvaal, 
to Bechuanaland, and to the north, the earnings of the whole system 
is now over 5 per cent, per annum. 

South Africa is a country of samples. Mineral and fertile districts 
are found here and there, rich and luxuriant, but these are generally 
removed long distances from markets, and from the railways. 

Agriculturally, the Cape Colony is in a worse position to-day than 
it has been for many years past, and the chief problem before the 
colony is as to the best means of developing her internal resources, 
and getting ti population on the land. It is monstrous to think that 
a country like South Afnca cannot support the 500,000 white people 
in grain, and that she has to import largely from Australia. It is 
useless to think of placing a larger white population on the land, 
until better communication to markets has been provided, and in 
some districts also until water has been stored for irrigation purposes. 

In the opinion of those best qualified to judge, the railway must 
go first, and, whilst the people are being settled on the land, irrigation 
works can proceed ; but it is quite useless to think of extra production 
until some means are in vogue, cheaper and more expeditious than 
the bullock-waggon, for carrying tbe produce to market. 

All our colonies have constructed farandi lines on the same 
lavidi expenditure as their main lines, and now find that they 
canhot proceed further with railway construction for want of fiinds. 
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Yet tbe country cannot progress agriculturally without better means 
of communication. The countries are poor, the people are poor, and 
produce has to travel long distances to market, yet all the branch 
lines constructed in our several colonies show traffic sufficient to pay 
more than working expenses. 

In this colony, to earn £332 per mile per annum at fairly high 
rates, the Graaf Beinet branch has cost £7800 per mile, and has a 
train service of one train per day each way. The Malmesbury branch, 
earning £450 per mile, has cost £5800 per mile, and the Gape Central, 
a private branch, earning £297 per mile, has cost £4700 per mile, 
without rolling stock, since reconstruction, returning 4 per cent, to 
the debenture holders, and nothing to the ordinary shareholders. It 
seems that a traffic of £250 per mile may be fairly reckoned upon 
as the amount to be expected from any branch line constructed in 
the colony, and that, except in special instances, a larger traffic will 
not be obtained, unless some means are forthcoming for developing 
the land and putting more people upon it. With this income, if 
branch lines are to be constructed in the colony without being a 
burden on the resources of the country, they must be constructed and 
equipped at a cost not exceeding £2500 per mile. 

The locomotives weigh 30 tons and upwards, carrying 600 gallons 
of water, but engines of 40 tons’ weight are now being introduced. 
The consumption of coal averages 30 lbs. per train mile. 

The coaching stock consists of short carriages, and bogie carriages, 
with corridors and sleeping berths. The wheels are 33 ins. diameter. 
The short coaches are 16 ft. long, 7ft. 3 ins. wide (outside), with a 
wheel-base of 8 ft. 

The waggon stock consists mostly of the short type, haviog an 
inside length of 14 ft. and an outside width of 7ft. 3 ins. The waggon 
most generally useful is a short cattle-truck with gabled ends, and 
a bar longitudinally connecting their points, to which a tarpaulin is 
fixed, thus converting it into a covered waggon. In the early days, 
the bogie waggon was not found very satisfactory, owing to the 
increased expense of haulage and repair, and the difficulty of getting 
sufficient traffic to fill the individual waggons, but with the opening 
up of the gold-fields, the Ix^e stock is found very economical for 
the long-distance traffic. 
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The only tailway worked and constructed by a private company 
in the Gape Colony that has been able to earn any interest (m its 
capital is the Gape Central Bailway. This line runs from Worcester 
to Ashton. The capital of the company has been reconstfncted, and 
now consists of— 

Ordinary aharrs £96,680 

Debentures 4 ^ler lent. 98,400 

Total ... £195,080 

The net revenue of the railway is sufficient to pay interest on the 
debenture stock, but no dividend is paid on the ordinary stock. 

An Expebimental Bailway neab Derby. 

Mr. Fercival Heywood’s experimental 15-in. gauge raUway 
(Plate XXXI.), is laid with 14-lb. rails and steel sleepers, and 
equipped with rolling stock, and has coat about £1200 per mile. 

The locomotive most suitable for ordinary work has 4} ins. 
cylinders, 7 ins. stroke, and weighs, in working order, 2 tons 10 cwts., 
hauling, on the level, 29 tons ; up 1 in 50, 12 tons ; and up 1 in 12, 
3 tons. It cost about £400. 

With a traffic of only 5000 tons pasring over the line, the cost 
of transport, including interest on capital, and all working expenses, 
is about la. pw ton per mile ; but, if the engine is worked up to its 
frill capadty of 20,000 tons, the cost would be less than one-h|^. 

The waggons are 5 ft. long by 2 ft. 6 ins. wide inside, weighing 
5 cwts., and carrying 30 cwts., and cost £8 each. 

The passenger carriages are 19 ft. 6 ins. long by 3 ft. 6 ins. wide, 
and cany 16 persons, two abreast. They weigh 20 cwts. each (140 lbs. 
per passenger), and cost £37 each. 

The railway has been working very satisfactorily on the estate 
for nearly 20 years. 




nraRtMENTAl. RAILWAY GAOgb 





Pabticulabs of Ck)8T, Revenue, and Wobkino Expenses of some Railways in the Cape Colony, 



Onapiled fhim Railway Manager’s Report, 1898. f WiUioet rolling stock. t Labour only. § Three millions suburban and season tickets. 

|] Not reckoning suburban traffic. 
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CHAPTER XL 

BATES, FABES, AND WAGES ON DIFFEBENT BAIL WAT 
SYSTEMS* 


England and Wales. 


Olya YtJlmy BAilway.— 


Stone 

Slates 

G^eral goods 

Agricultural produce ... 
Hams and bacon 

Hay 

Grain 


d. 

. • .per ton jier mile. 

- H 

to 1». Id. „ „ 

... 6 toBd. „ „ 

... lOj 
... lOj 

- n 


These rates include terminal charges and transhipment. 


Wisbeoh aad Uywell.— 

Passenger fares — Ist class J/f. per mile. 

„ 2nd class „ 


The wages paid on railways outside the large companies are 


generally — 

Gangers 
Labourers 
Engine-drivers ... 
Firemen 


a. d. a. d. 

... 4 0 to 5 0 per day. 
... 2 10 to 3 9 „ 

... 4 6to6 0 „ 

... 3 6to4 0 „ 


IsisH Light IUilwa.ts. 

Iran ore, ooal,«nd lime Id. to l^d. per ton per mile. 

Send ^ 

Oenend rate for goods ZJd. 1»4d. ,] ” 


'* Ilima rates an very incomplete. The author did not delay the pnm^MAn 
<dtha trark until eoeh time as they oould he completed. 
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Tnmdiipidng — 
Iron ore ... 
General goods 

Fares— ^ 
let class 
3rd class 


Jd. per ton. 

1^. to 4d, „ 

... l^eZ. to 2d. per mile, average 1^. per mile. 
... ^d. to 1^. ,, *f 1^. If 


The wages paid are — 

Gangers 

Labourers 

Engine-drivers 

Firemen 


N. d. a, d. 

2 4 to 2 ^6 per day. 

1 10 to 2 'O „ 

.5 0 to 7 0 „ 

3 0 to 4 0 „ 


Coal 

Fresh fmit ... 
Malt 
Oilcake 
Firewood ... 


Belgian Light Eailways. 

Per ton or per 
passenger per mile. 

d. , d. 

0-45 to 0*8 

M2 

” 1*12 

0*64 

0*64 


In addition to the above rates, a charge is made on each consignment of 6d. for 
full loads of 80 tons, and of l*2\d. for part loads of 2 tons minimum. 

1st class passenger to Ijd. 

2nd „ „ Id. to Id. 

No third class. 


New Zealand. 


Bates not given in report. 


The wages are — 

Labourers 

Gangers 

MechaipcB and smiths 
Engine-drivers 
Firemen 


a. d. a. d. 

... o G per day of eight houra. 

... 8 0 „ „ 

... 9 OtolO G „ „ 

... 10 0 to 13 0 „ M 

... 7 6 to 9 0 „ 

Coal is 17«. 6cf. per ton. 


South Australia. 

The avera^ receipts per ton of goods per mile was, for 1893^ 
l*42i2., and the average distance travelled was 116*16 idilec^ 

The ini t ja ] fate for grain of 2d. per ton per mile for short distances 

n 
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has been lednoed to and the fonner minimum rate of Id. has 
been reduced to per ton per mile. 

live stock are conveyed as under, at per truck per mile — 


First 25 miles 





Cftttle. • 
d. 

... 9-6 

Sheep. 

d, 

9-6 

Second 25 „ 

... 

... 

... 


... 8-4 

8-4 

n 50 ** 

... 

... 

... 


... 7-0 

7-0 

„ 100 „ 

... 

... 

... 


... 5*0 

5-0 

Third 100 „ 

... 

... 



... 3-0 

3-0 


The wages paid in this colony are — 

s. d. 8, d, 

G 0 per day of eight hours. 
6 0 to 6 6 „ ,, 

. 7 Oto 7 C .. * 

8 C „ 

14 0 

8 0 „ ,, 

. 8 6 to 14 0 y, 


Indian Railways. 


Food grainH— 1 to 100 miloH 

rf. 

0'79 per ton per inila 

101 to 200 „ 

... 066 „ 

201 to 400 „ 

. . 0-33 „ „ 

over 400 „ 

... 0-32 „ 

When in consignments of 5*88 (160 maunds) tons and over. 

Goal — 1 to 100 miles 

d. 

... 0*45 iier ton per mile. 

101 to 200 „ 

... 0*40 y, yy 

201 to 400 „ 

... 0*33 y, 

over 400 „ 

... 0*22 y. 


Oidinaiy goods rates per ton per mile — 


let class. 2nd class. 

3rd class. 

4th class. 

5th claw. 

0*79d. l*18d. 

l*68(f. 

I*93c2. 

2*25d. 

But on the Jodhpore-Bickaneer line, the following- 

- 

112d. 1 1-6M. 1 

1 2-13d. I 

1 2rm. 1 

3-05d. 

1st dials paiMDger 

... ... 

... Id, to l^d, per mile. 

2iid „ „ 

... 

... id,to^. 

99 

Intermediate „ 

... 

... id. to id. 

n 

Srd daw „ 

... ... 

... 0*16d. 

ft 


TrsosliipiDeiiti induding all low, demurrage, and damage, IJd. to 2d, per toi^ 


Labourers 

Packers 

Gangers 

Carpenters 

Fitters 

Masons 

Enginemen .. 
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New South Wales. 


The earnings of the several kinds of merchandize are as under — 


Goal and shale 

Firewood 

Grain, flour, etc. 

Hay, straw, and chaff 

Timber, lime, manures, fruit, etc., bricks, 

gravel, etc 

Wool 

Live stock ... ... ... 

All other goods 


d. 

0'72 per ton per mile. 
0*88 „ 

0-63 

„ 

0*84 „ 

2-48 .. 

2-00 „ 

2-58 „ 


Average earnings on the tonnage carrieil ... 1*62 


Itatesr—^ 

Flour, meal, and potatoes- 


d. 

- 100 miles ... 1*0 I per ton per mile, 

200 „ ... 0*7 1 six-ton lots. 

300 ,, ... 0*66 ,, „ 

600 „ ... 0*39 „ „ 

1000 „ . . 0*276 


Oreir— 100 miles 
200 „ 
300 „ 


d, per ton per mile, 
1*0 five-ton lots. 
0*94 
0*83 


With a reduction for several trucks per week. 


Fniit^~ 60 iiiil6s 



d. 

... 1‘4 per ton per milei 

100 „ 

... 

... 

... 1-3 

200 „ 

... 

... 

... 1-12 .. 

300 „ 

... 



... 0-90 „ 

Dairy produce— 60 miles 

1 ton Small lota 

•n4 over. under l ton. 

d. d, 

2*12 per ton per mile. 4*6 per ton per mile. 

100 

11 

206 „ 

,, 4*35 „ ,, 

200 

11 

1*88 „ 

If 3*41 ,, ,, 

300 

»$ 

1-66 „ 

„ 3*48 „ ,, 


Paroek — 3 lbs. and under, each ... 

60 

mllea. 
t. fit. 

0 3 

160 
mllea. 
a. d. 

0 6 

800 

mlloB. 

«. d. 

1 0 

f. d. 
1 6 

711)8. to 14 lbs. „ ... 

0 6 

1 0 

1 9 

2 6 

28 lbs. to 66 lbs. „ ... 

1 0 

2 6 

4 0 

6 0 

981b8. toUSlbs. „ ... 

1 9 

5 0 

7 3 

11 0 
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Um existiiig rates (1894) for grain, etc., is as follows : — 


ncttl, brso, polUurd, millet leed. beet-mot, dblooiy-mot, 
etc,, on op Jonmcj, jier Ion, In e-toB tmok loedi. 


The passenger fares are — 

iBt clasfi .. ... 

2nd • • 

Excurbion, iier cent, extra to 
Return 60 „ „ 


Haj. Rlimw, chaff, green fodder, 
and enall^ JMT tmeik, not to 
exceed 6 tona. 


miee. 

e. 

d. 


£ e. d 

100 

8 

4 


1 18 1 

160 

10 

0 


1 18 10 

200 

11 

8 


2 8 6 

260 

12 

3 


2 15 0 

300 

12 

9 


3 16 

3S0 

13 

3 


3 7 6 

400 

13 

9 


8 1.1 6 

460 

14 

3 


3 19 6 

500 

14 

9 


4 6 6 

The wages paid are — 



a 




a. 

d. 

Labourers 



7 

6 per day. 

Packers 



7 

6 „ 

Gangers 



8 

6? „ 

Carpenters 

. 


. 11 

0 

Fitters ... 



. . 13 

0? .. 

Masons 



... 11 

0? .. 

Enginemen 



. . 14 

0 „ 

Firemen 


. . 

.. 9 

0 „ 

Cleaners 

. . 

. . ... 

... 6 

0 „ 


2^. per mile 
lid. „ 
single fare. 


Cafe Government Bailwayb. 

(Minary Chads Bates — 

d. 

Ist class goods — up to 333 miles. 6 per ton (2000 lbs.) per mile. 

6s. 


2nd dags— 

9» 

25 

9f 

7 

99 

99 

Minimum, 8i. Ad. ...i 

t> 

50 

99 

6 

99 

99 

Bedsteads, beer, furniture, 

ff 

100 

99 

6*4 

99 

99 

xnachin^, etc. 

99 

150 

99 

4*4 

91 

ff 



200 

99 

4*9 

f9 

19 

8rd daas — 


26 

99 

3*2 

99 

99 

Minimum, Is. 8ds ...] 

99 

60 

99 

2*6 

19 

99 

Goloiiial baiKm,ooa^ 

99 

100 

99 

2*8 

99 

99 

ipain in bags, timber, 

99 

160 

99 

2*1 

99 

99 

ag. machinery J 

ff 

200 

19 

2*18 

99 

*9 
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d. 


Fcoduce (clauBe 166a>— up to 25 miles. 1*5 per ton (2000 lbB.)per mile. 


' Minimum, Is. 3d. ...) » 

60 1-5 


99 

South African fencing, > „ 

100 „ 1-5 

>» 

99 

pifivood, salt, hides, grain) „ 

160 „ 1-5 

f9 

99 

' tt 

200 „ 1-5 

9f 

99 

Produce (clause 156 b)— 

25 2-0 

» 

99 

Minimum, Is. 3d. ...1 „ 

Acorns, imported fencing,? „ 

50 „ 2-0 

99 

»» 

100 „ 2-0 

99 

19 

firewood, forage, fruit ) „ 

150 „ 1-9 

99 

91 

» 

200 „ 1-9 

99 

99 

Par9el8— 25 ... 50 

... 100 ... 

150 .. 

200 miles. 

251b8. ... 6d. ... Is. Id. 

... Is. lid. ... 

2s. 6d. .. 

. 3s. 6d. each. 

501b8. ... Is. Id. ... 2s. 5d. 

... 3s. 6d. ... 

4s. 7d. 

. 5s. 9d. „ 

lOOlbs. ... 2s.6d. ... 4s. Od. 

... Gs.8d. ... 

8s. 9d. ... 

10s. lid. „ 

Ist class passenger 


... 3d. per mile. 

2iid „ „ 

.. 

... 2d. 


3rd fi 


... Id. 

99 


Cattle Bates per Short Truck (14 feet long). 



Hones, mules, 
donkm, 

Md vehicles. 

Horned csttle, 
ostriches, 

fresh meat, and fruit. 

Sheep, nats, 
and pigs. 


£ t. d. 

£ f. d. 

£ i. d. 

Up to 8 miles 

0 4 0 

0 4 0 

0 4 0 

99 ^6 „ ,, 

0 12 6 

0 11 3 

0 9 5 

99 60 ,, •• 

15 0 

12 6 

0 18 9 

99 100 ,, . . 

2 18 

1 17 6 

1 10 0 

9, 150 „ .. 

2 16 3 

2 10 8 

1 19 5 


The wages paid are — 


Gangers 

Labourers (natives) 
Enginemen 
Fii^en 


Oarpenten 

Hams 


9. d. 9, d* 

7 6 to 10 6 
2 6 to 3 0 
15 0to20 0 
7 6 to 10 0 
10 0tol5 0 
10 Otoie 0 
15 0to20 a 


Fitters 






246 


LIGHT BAILWATa 


6 

U 


I 

g 


I 


I 



iJ 

1 

1 

1 

1 

1 

1 

oS* 

s 

5* 

r 

a 

CM 

pHM 

pH 

1 


, 

> 

1 

1 

1 

1 

1 

1 

pH 

B 

iHH* 

r» 

pH 

pH 

S 

Cr 

09 

< 

pH 

1 


Gape 

Colonj. 

s 

M 

t- 

© 

IS 

S 

CM 

Hei 

CC 

B 

Hti 

1 

HM 

IS 

o 

Hm 

pHm 

B 

CO 

CO 

CM 

pH 


New 

South 

Walea. 


1 

pH 

s 

»nHi 

•Nn 

s 

tH 

p^ 

IS 

CO 

o 

HX 

©1 

B 

Hs* 

GO 

O 

GO 

B 

sr 

Hr* 

CM 

Hm 

pH 

1 

i 

M 

i 

s 

CM 

5 

cti<« 

1 

1 

© 

1 

1 

1 

Hn 

pH 

B^ 

pH 

© 

Hw 

HfO 

% 

M 

5 

K 


1 


1 

1 

O 

1 

1 

1 

CM 


1 



CH* 

B 

pH 

1 


PHI 

pH 

■9)00 )uaai 
-oSianoo aad 
axizeaSivqo 

P9XB V qii^ 

pH* 

PH 

B 

pH 

1 

pH 

B 


Iriah 

Light 

Rallwaja 

1 S' 

1 s 

1 ^ 

s 

0? 

1 

1 

1 

1 

1 

1 

CM 

B 

p+H 

pH 

1 

sr 

B 

«Ni 


0 ^ 
=■2 


5? 

GO 

s 

IS 

1 

1 

1 

1 

1 

1 

1 

1 



S 

_1 

• 

r 

h 

' 


s 

• 

5 

= 

“ 



3)<{. to smaU lots under 1 ton. 
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APPENDIX 1. 


COPY OF REPORT, WITH APPENDICES, OF A COMMITTEE, PRE- 
SENTED TO THE RIGHT HONOURABLE JAMES BRYCE, ]^P., 
CHAIRMAN OF A CONFERENCE ON LIGHT RAILWAYS. 


Sir, 

Your Committee have conmdered the subject referred to them, namely : — 

1. How iar the usual requirements of the Board of Trade as to constructing 
and working" new railways may fairly be relaxed, especially in the case of lines 
built through sparsely populated and agricultural districts? 

2. Whether additional legal facilities for obtaining powers to construct tram- 
roads and light railways are necessary or desirable? 

They have given special attention to the case of light railways in agricultural 
districts, and they have also considered tramways and tramroads, as well in rural 
districts as in urban districts not of the first magnitude, but under this head they 
have not considered the circumstances of main lines of railway or tramway, on which 
the traffic may be expected to bo of great volume. 

For their guidance they obtained from the Board of Trade the Acts of Parliament 
and the existing regulations bearing upon the subject, and they consulted with its 
officers as to the practical effects both of the Acts of Parliament and the regulations 
upon railway construction and working. They were also furnished by the officers of 
the Board, by the Foreign Office, and by members of the Committee with information 
upon the subject from abroad. 

In compliance with a request made to him. Sir Joseph Crowe, E.G.M.Gn G.B., 
has sent them an account of the law and practice in France under which land is 
acquired oumpulsorily for railways of local interest in that country. 

The Committee consulted those of their number who are acquainted with spedal 
divisions of the subject. The information pven by Mr. Jackscm as to the views 
of the existiug railway companies was supplemented by valuable evidence from 
Sir Henry Oakley, the honorary secretary to the Railway Association. 

Upon the information thus acquired, the Committee submit the following 
report: — 

Th^ find that the existing law in Great Britain specially affecting the construe-^ 
tkxn and working of light railways is mainly contained in the Acts of 1864 and 
1868, and the law specially affecting tramways in the Act of 1870.* 

^Bailway Oonstrootion FaeUitles Act, 1861, 27 & 28 TioL o. 121, Begnliitioii of 
Bailwaya Aet, 1868, 81 & 82 Tiot o. 119, Pert Y., and the Tramways Aet, 1870, 
88ft8iytoto.78. 
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In tha case of tramways the law necessitates a confirming Act, even where no 
oompnlnofy powers of taking land are demanded. 

Tramroads as distinguished from tramways are only dealt with in a Standing 
Order of the Houses of Parliament. 

tactically no light railways have been constructed under the’geperal Acts of 
1S64 and 1868, owing, in part, it is alleged, to the consent of all landowners and other 
partieB beneficially interested, and the absence of any opposition from any railway or 
canal company, being necessary before the Act can be made use of. 

The mileage of such lines constructed under special Acts has also been incon- 
siderable. 

This lack of progress in rural districts has also been in great measure due to the 
want of latitude left to the Board of Trade by law, and in other cases by the con- 
ditions which the Board considered it their duty to impose for the public safety. 

It has also been stated tliat obstacles have arisen in the case of tramways and 
tramroads in consequence of the local authorities requiring conditions which were 
considered too onerous by the promoters of new schemes. 

The Committee believe that the impediments to construction nay be greatly 
diminished, and that on a large proiiortion of such lines as are contemplated by their 
inquiry, the regulations which have been enforced with a view to public safety may 
be considerably relaxed. 

In the case of lines of small traffic, liaving few trains in the day, and working at 
a moderate speed, there is little risk compared with that occurring on great trunk 
lines having numerous sidings and branches, and carrying at high and varying 
speeds, a complicated traffic of passengers, merchandise, minerals, and cattle, at all 
hours of the day and night. 

It seems reasonable that details as to route, width of gauge, fencing, level 
crossings, bridges, gates, the use of public roads, stations and station requiremeots, 
signals, continuouB brakes, and many similar matters — ^unnecessary expenditure on 
which, taken together, adds greatly to the cost — sliould differ in different parts of 
the countiy, depending in each case upon the nature of the country and the traffic to 
be oonvqyed. 

Ihe same remarks ajqily to limitation of speed and regulations for ensuring 
reasonable safety in working. 

There are several other items involving expenditure, such as the provision for 
deposit of security, the lodging of plans, advertisements, etc., in which there is room 
for ocnsidarahle economy. 

The Committee think that it is not reasonable that undertakings of limited scope, 
when they are approved of by the locality they are intended to serve, should be 
foioed» as they are now, to have recourse to the expenrive tribunal of a parliamentary 
inquiry. 

The Committee are of opinion that the recent creation of popular local authoritwa 
of various degrees throughout Great Britain opens the door to an escape fiopi the 
great cost attending ap^cations to Parliament, by enablhig powers and responsibilltieB 
with reference to the authorisation and control of light lines to he conferred on those 
hodlea, and that the time has arrived for Parliament to consider whether this should 
not be done^ an ulginate appellate jurisdiction h^g reserved to the Gavemmgnt 
Bepntment cduinW with the inspection of railways, which, it may he assumed, 
wo^ he ezerohillllll^ith due regard to the existence of such local oontrel and 
lei^pogMUli^. 

' If this were dM^the initisl cost of construction, and the expenses of working, 
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could be BO greatly reduced that many light railways and tramways, promoted either 
by independent companieB, or by the existing lines of railway and tramway, could be 
undertaken to the great advantage of diatrfcts, and especially agricultural districts, at 
present without satisfactory means of transport 

The Gonmittee suggest that proposals for the construction and working of such 
lines should be submitted in the first instance to the County Council (with exceprional 
provisions as to large municipalities), subject to precautions ensuring that the interests 
of those directly affected are duly safeguarded. In all cases a majority of assents in 
number and value of owners and frontagers should be required, and in cases of com- 
pulsory acquisition of land there should be a x)ower of appeal to the Board of Trade. 

If any doubt should arise as to whether a proposed line is a light railway, to be 
dealt with locally, or in a scheme which, on account of its magnitude or otherwise, 
should properly be dealt with by Parliament, the Committee think that the Board of 
Trade should determine the question. 

The Committee are doubtful whether it would be within the terms of the xeforence 
to them, and they refrain from giving an opinion, as to whether, and if so, on what 
conditions, it is desirable that local authorities should be empowered to contribute 
funds towards, or otherwise take part in, undertakings of this character. 

(Signed) B. Samuelson, Chairman of the Committee. 

W. M. Acworth. 

B. Baker. 

M. E. Hicks Beach. 

B. Melvill Beachcroft. {Subject to Appendieee A* 

and if.) 

W, J. Cabbuthers-Wain. {Sulject to Appendw JT.) 

Catbcabt. 

F. A. Chankikg. {Subject to Appendices 2f., F.,and H.} 

Akdbew Clarke. 

Edmond Fitzmatjrice. 

Claud J. Hamilton. 

Alfred Hickman. {Subject to Appendix C.) 

Henbt Hobhoube. 

A. C. Humpbbetb-Owen. {Subject to Appendices D, 

W. L. Jackson. andH,) 

Wm. ThOB. M AKINS. 

F. Walter Meik. 

A. M. Bendel. 

Albert E. Bollit. {Subject to Appendices N. and B,) 

Stephen Sellon. (Inject to Appendix H,) 

Alex. Siemens. 

Samuel Storey. {Subject to Appendices F. and JST.) 

Sutherland. 

Thrino. {Subject to Appendix 0.) 

This Beport is signed by all members of the Committee (except Sir Courtenay 
Boyle and Mr. Hopwood, the OflScers of the Department concmed), suljeot to the 
appended memoranda by individual members. 

T. C. Fabbbb, 

Secretary to the Committee, 

28rd January, 1896. , 
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APPENDIX A. 

Memobanoum bt Mb. Beaohcboft. 

1 have signed the above Report, agreeing generally with tlie HU{^estionB so liur as 
th^go. I dissent, however, to the exclusion from the Report of all reference to the 
case of tramways and tramroads in urban districts of tlie first magnitude, believing 
that even if all the suggestionb referred to are adopted, they will have little or no 
effect in solving the second of the two problems set before tlie Conference by the 
President of the Board of Trade, namely, that relating to congested populations. 

The relief of the congestion of great cities, such as Loudon, can only, as the Presi- 
dent stated, be obtained “ by providing for a better transportation of workmen to tliw 
work from suburban areas,** or by enabling industries which “ are now conducted in 
the large cities to be transferred to suburlian or rural districts, by providing easier 
and cheaper modes of tranH]K)rtation from the places in which tliese industries would 
be established.’* 

By li miting the object of the reference to the Committee, as is praittically done by 
the Report, to the case of agricultural and small urban districts, the Committee is, 1 
submit, shelving a responsibility, which, if nut undertaken now, must be undertaken 
before Parliament can be asked deal with the general question. 

The conditions affecting the construction and working of tramways and tramroads, 
whether as to safety of the public or otherwise, in the outskirts of London differ 
only in degree from those applicable to such places as (say) Weston-super-Mare or 
Stoney Stratford — at all events, the evidence given to the Committee raised no serious 
distinction — ^in either case the main hindrances to development would apply equally ; 
these are (1) the cost of acquiring the laud where main roads are not available, and 
(2) the financial difficulty attending new enterprises in view of their being, to start 
with, almost necessarily, of a profitless character. 

A revision, by Parliament, of the provisions of the Lands Clauses Consolidation 
Act, on the one hand, and the establishment of some system of guarantee on the 
other, are the points wliich seem most pressing for consideration, and 1 can only 
express the hope that the Conference itself will not rest satisfied without a further 
rqiort on this important branch of the subject. 

(Signed) R. Melvill Beacboboft. 

25th January, 1895. 


APPENDIX B. 

Memobabduh bt Mb. Chanking. 

While concurring generally in the Report, I wish to add the following notes on 
several points of importance which, In my opinioni are dealt with inadequately in the 
Report. 

(1.) The requirements of the Board of Trade as regards the equipment and i^fe 
worki^ of railways are a less lundrance to the carrying out of light railways tbn the 
heavy and unoertain expenditure involved in opposed proceedings before Parlialyient, 
and in the oumbipous and costly machinery for the purchase of lanil. 

evldeno^elywa that some of the requirements of the Board of Trade axe re- 
cognised as I»i1i%|||iiili1(i by engineer experts interested in the promotion of light 
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railways, as well as by the inspectors of the Board. It is, therefore, derirable to 
distinguish clearly between such requirements and other requirements which, how- 
ever necessary on ordinary railways with heavy traffic, and worked at high speed, 
are practically unnecessary on light railways worked at low speed and under wholly 
different cooffitions, both as regards goods and passenger traffic. 

It would appear from the evidence that in most parts of this country, efficient 
continuous brakes, at least on engines and passenger carriages, fencing, gates at 
level crossings, and some mechanical regulation of speed, will generally be indis- 
pensable, and that the speed should be restricted to a maximum of 25 miles an hour 
in the open country down to 8 miles an hour or less in urban or suburban districts. 
In the second plac^ the weight of rails, the construction of permanent way and of 
bridges, the use of public roads, and other hke matters, must vary considerably, 
ac'cording to the nature of the country traversed, and the character of the traffic provid^ 
for. In the third place, there are requirements, such as the provision of and equip- 
ment of stations and platforms, safety arrangements as regards signals and block 
working, etc., which will, in most cases, clearly be imnecessary on light railways of 
the type contemplated. 

As to the first of these classes, the Board of Trade will l)e exceeding what is likely 
to be sanctioned by public opinion if any substantial modification is made in existing 
requirements, unless in very exceptional circumstances. As to the second class, the 
Board of Trade should exercise the widest and fullest discretionary powers, dealing 
with each case according to the special circumstances. As to requirements of the 
third dass, the Board should release light railways from such expenditure to the 
utmost, unless some urgent and exceptional state of things renders it indispensable. 

(2.) I think it is to be regretted that the Committee has made no effort to draw a 
distinct lino between the light railways and tramways and tramroads contemplated 
by this inquiry and ordinary branch line of railways. As, however, the Committee 
have agreed to a paragraph which refers to the Board of Trade, the decision “ whether 
a proposed lino is, in fact, a light railway, or is a scheme which, on account of its 
magnitude, should properly be dealt with by Parliament,*’ it would, in my opinion, 
be only reasonable that the Board of Trade in legislating on the questions here con- 
sidered, should introduce some definition which would serve as a guide to county 
councils, to promoters, and others. 

In some districts it may be most desirable and reasonable that railway companies 
^ould extend their new branches in the form of light railways. But, in other cases, 
it might be a grave abuse for a railway company to construct or work, on the cheaper 
and less efficient scale, branch lines whicli, owing to the population of the district and 
the nature of the traffic, ought, in the public interest, to be carried out and worked 
as branch, lines are now under the normal standards of railway equipment and 
working. 

I am convinced that Parliament and public ojanion would rightly resent any 
attempt to lower the normal standard of ordinary branch lines to be constructed in 
fdture, which would result in unfairly sacrificing or restricting the conveniences, and 
di miniahin g the precautions for the safety of the public, in the interest of railway 
directors and shaieholders. 

(3.) Where an independent company is authorised to construct a light railway 
formmg a Junction with an Minting railway, the Board of Trade should have power 
to compel, if necessary, the nriating railway company to grant faciUties, and to make 
a fair adjustment of the cost of services and of the receipts of chai^ in req^ieot 
as betweten the railway company and the light railway company. 
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(i.) I bidieve that it would tend to render the provieion of light railways and 
tnunwaya cheaper and more effective, and would also tend to induce county councils 
and urban authorities to contribute towards the expenditure necessary, or to guarantee 
fubh undertakings, if full powers were given to county councils and urban authoritjes 
to construct and work light railways on their initiative and responsibility, or to join 
with other county councils or authorities, or with any railway company, or independent 
company, in constructing or working light railways. 

Where a county council thus carries out alight railway, it will obviously be neces- 
sary that the Board of Trade should be the confirming authority, and that all questions 
arising, whether of compensation or as to other disputed matters, should be decided by 
an arbitrator appointed by the Board. 

(5.) In any legislation as to light railways, tramways, or tramroads, I think the 
employds ought to be included in express terms among the railway servants to whom 
the Hours of Labour Railway Servants Act, 1894, applies, unless they are already so 
included. 

(Signed) F. A. Chakkino. 


APPENDIX C. 

Wight wick f near Wolverhampton f 

Sir, January 2G, 1896. 

I beg respectfully to submit the following as an addition to the Reinirt 
of the Committee. 

Yours, &c. 

The Secretary, (Signed) Alfred Hiokhan. 

Light Railways Committee. 

That the compensation to be paid for land taken campnlsorily should be fixed by 
an arbitrator appointed by the Board of Trade, who should be instructed to take 
into account the value added to the remaining land of the same owner by the 
improved means of communication. 


APPENDIX D. 

Memorandum by Mr. Humphretb-Owen. 

While concurring generally in the Report, I agree with Mr. Storey and Mr. 
Channing that powers in relation to light railways should be given to county ooundls. 
1 think legislation desirable which would enable parts of rural counties to facilitate 
the coDstmction of light railways, either by providing capital for or guaranteeing 
interest on the cost of construction of lines serviceable to the locality, but oonfeiring 
no advantage on the county at large. Precedents for such legislation are to befound 
in the Lighting and Watching Act, 1833, and the Acts relating to Gommisrioners 
of Seorera, especially Fart II. of the Land Drainage Act, 1861. 

I thihk, also, that the attenHon of Parliament and of the Board of Trade 
(dkc^d be directed to the evils caused by improvident methods of rairing money for 
iho cgnatniction of railways and tramways. Mr. Bellon mentions this at several 
points in hiB evidence (see 2141-2149 ; 2305), and even goes so far as to say that it 
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may be regarded as the largest head of expenditure (2230, 2231). Sir Henry 
Oakley lays down as one of the conditions of success for light railways that they 
should be **made with honest sovereigns” (2848), and similar views are expressed 
by Mr. Acworth (1880, 1695), and from French information by Major 
(1810, 1881). • In my opinion, unless a line is promoted by a public body or by an 
existing railway company, securities equal in value to the amount of the authorised 
share ca]ntfil should be de^xisited by the jiromoters. 

(Signed) A. G. Humphretb-Owek. 


APPENDIX E. 

1 assent generally to the terms of the Report, but expressly subject to tlfe 
reservations in my remarks at the Opening Conference, and to some others in respect 
of tramways, esiiecially town tramways. 

(Signed) Albebt E. Rollit. 


APPENDIX F. 

Wc are of opinion that it would largely tend to the multiplication of light 
railways and to their cheaiier construction, and therefore to the greater probability 
of their being worked at a profit, if at least equal optional lowers to those now 
lK)ssesBcd by borough coimcilb in the matter of tramways were conferred by 
Parliament on county councils with respect to light railwayb and tramroads, with 
the ixiBsible additional power of assisting such projects by some provibion of capital 
or by guarantee, on terms approved by the Local Government Board after a local 
inquiry. 

(Signed) Samu£T< Stobby. 

F. A. Ghanntng. 


APPENDIX G. 

Highly as I approve of the Re^iort in general, I think, perhaps, that, in working 
out the details of a measure, it may be found desirable to make some modifications 
in relation to the intervention of the Board of Trade. 

(Signed) Thbino. 


APPENDIX H. 

Whilst concurring in much that is in the Committee's Report, we express our 
mgret that its r wflnipiTnttTi^n.tjn¥itt are not more precise and specific ; and we respect- 
fully record our opinion that no legislation can be efiective in securing the oon- 
struction of light railways, tramroads, and tramways to any su fficien t extent un l es a 
it provides 
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L A ample method of proreduio hjr which Rchemee after beiog examined and 
^)pn>Ted by county councile may bo sanctioned by certificate or licenie of 
the Board Trade. 

2. A cheap and aimple proviaiun for the compulsory acquirement of neoesaaiy land. 

3. That no deposit shall he required until the lines have b^ authorial and 

notice has been given to the county cuuucil that the work of conatruction 
ia about to commence. 

4. That the oppoation of owners and frontagers shall not prevent examination of 

any scheme by the county co\mciis or the Board of Trade on merits. 

5. Optional powers to county councila to construct or to aid in the construction. 

(Signed) Samukl Storey. 

W. J. Carhutbebs-Waik. 
Stephkk SEinoK. 

K. Melvim. Beacbcboft. 

F. A. Chakking. 

•A. C. Humphreys-Owes. 
AI.BERT E. BftLUT. 


* Subject to further consideration of imgraph 3. 
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APPENDIX 11. 

A BILL TO FACILITATE THE CONSTRUCTION OP LIGHT a.d. i896. 

RAILWAYS IN GREAT BRITAIN. ~ 

B e it enacted by the Queen’s most Excellent Majesty, by and with 
the advice and consent of the Lords Spiritual and Temporal, 
and Commons, in this present Parliament assembled, and by the 
authority of the same, as follows : 

1. — (1.) For the purpose of facilitating the construction and work- EtubilBhmeiit of 
ing of light railways in Great Britain, there sliall be established a 
commission, consisting of three commissioners, to be styled the Light 
Railway Commissioners, and to be appointed by the President of the 
Board of Trade. 

(2.) It shall be the duty of the Light Railway Commissioners to 
carry this Act into effect, and to offer, so far as they are able, every 
facility for considering and maturing proposals to construct light 
railways. 

(3.) If a vacancy occurs in the office of any of the Light Railway 
Commissioners by reason of death, resignation, incapacity, or other- 
wise, the President of the Board of Trade may appwnt some other 
person to fill the vacancy, and so from time to time as occasion may 
require. 

(4.) There shall be paid to one of the Commissioners such salary, 
not exceeding one thousand pounds a year, as the Treasury may direct. 

(6.) The Board of Trade may, with the consent of the Treasury as 
to number and remuneration, appoint and employ such number of 
officers and persims as they think necessary for the purpose of the 
execution of the duties of the Light Railway Commissioners under 
this Act, fmd may romove any officer or person so appointed or employed. 

(6.) The said salary and remuneration, and all expenses of the 
Light BsnUway Comraissioners incurred with the samtion ef the 
Treasury in the execution of this Act shaU, eoBospt so far asprovMm 
is made for their payment hy or under this Act, be paid out of moneys 
provided by Parliament. 

(7.) The' Commissioners may act by any two of their number. 

(8.) powers of the Light Railway Commissioners shall, unless 
continued by Pailiament, cease on the thirty-first day of December^ 

^ thousand nine hundred and one. 
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AJ>. UN. 
JlapUattgaftr 

oMflM aniiiQirw 

MBBlIgbtntU 

ways. 


Powers of local 
aotliorities ouder 
order. 


2. An application for an order authorking a light railway under 
thiB Act shall be made to the Light Railway Commimionerg, and may 
be made — 

(a) by the council of any county, borough, or district, through 
any part of which the projxwed railway is to passp or 

(h) by any individual, corporation, or company ; or 

(c) jointly by any sudi councils, individuals, corporations, or 
companies. 

3. — (1.) The council of any county, borough, or district may if 
authoiised by an order under this Act — 

(ft) undertake themselveK to construct and work, or to contract for 
the construction or working of, the light railway authorised ; 

(b) advance to a light railway company, either by way of loan or 
as part of the share capital of the company, or partly in one way 
and partly in the other, any amount authoriBed.by the order ; 

(c) join any other council or any {lerson or body of persons in doing 
any of the things above mentioned ; and 

(d) do any such other act incidental to any of the things above 
mentioned as may be authorised by the order. 

(2.) Provided that — 

(a) an order authorising a council to undertake to construct and 


work or to contract for the construction or working of a light 
railway, oi to advance money to a light railway company, shall 
not be made except on an application by the council made in 
pursuance of a special resolution passed in manner directed by 
tbe First Schedule to thb Act ; and 
(6) a council shall not construct or work or contract for the con- 
struction or working of any light railway wholly or partly out- 
side their area, or advance any money for the purpose of any 
such railway, except jointly with the council of the outside area, 
or on proof to the satisfaction of the Board of Trade that such 
construction, working, or advance is expedient in the interests 
of the area of the first-mentioned council, and in the event of 
their so doing, their exjienditure shall be so limited by the order 
as not to exceed such amount as will, in the opinion of the 
Board of Trade, bear due proportion to the benefit which may 
be expected to accrue to their area from the construction or 
worklpg of the railway. 

Loans bj 4.^1.) Where the council of any county, borough, or district have 

advanced or agreed to advance any sum to a light railway company, the 
Treasury may also agree to makean advance to the company by lending 
them any sum iiot exceeding one quarter of tbe total amount required 
for the inirpoii^of the light railway and not exceeding the amount for 
the time being advanced by the oonnoiL 

Provided lihat the Treasury shall not advance mon^ to a light 
railway company under this section unless at least one-hdffof the total 
amount required for the purpose of the light railway is provided by 
means of share caiutal, and at least en»Mfoi that share oapital has 
been eubecribed and paid up by pereons otiier than local authorities 
(2.) Any loan tinder this section ahsU hear iutereet at the«ate of 
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'three and a half per oentum per annum, and shall be advanced on such A.D. iiM. 
conditions os the Treasury determine. — 

(3.) Where the Treasury advance money to a light railway company 
undffl this section, and the advance by the council to the company is 
mode in wboN or part by means of a loon, the loan by the Treasury 
under this section shall rank pari passu with the loan by the council. 

5. — (1.) Where it is certified to the Treasury by the Board of Spadai advanoM 
Agriculture that the making of any light r^way under this Act would 

benofit agriculture in any cultivated district, or by the Board of Trade 
that by the making of any such railway a means of communication 
would be established between a fishing ^harbour and a market, but thai 
owing to the exceptional circumstances of the district the railway would 
not be constructed without siiecial assistance from the State, and the 
Treasury are satisfied that a railway company existing at the time will 
construct and work the railway if an advance is made by the Treasury 
under this section, the Treasury may, subject to the hmitation of this 
Act as to the amount to be expended lor the purpose of special advances, 
agree that the railway be aided out of public money by a special advance 
under this section. 

Provided that— 

(a) the Treasury shall not make any such s^iecial advance unless 
they are satisfied that landowners, local authorities, and other 
persons locally interested have by the free grant of land or othei- 
wise given all reasonable assistance and facilities in their powei 
ior the construction of the railway ; and 

(&) a special advance shall not in any case exceed such portion of 
the total amount required for the construction of the railway as 
may be prescribed by rules to be made by the Treasury under 
this Act ; and 

(c) where the Treasury agree to make any such special advance ns 
a free grant, the order authorising the railway may make provision 
as regards any parish that so much of the railway as is in that 
parish shall not be assessed to any local rate at a higher value 
than that at which the land occupied by the railway would have 
been assessed if it had remained in the condition in which it was 
immediately before it was acquired for the purpose of the railway. 

(2.) A special advance under this section may be a free grant or 
a loan or portly a free grant and partly a loan. 

(3.) Any loan for a special advance under this section shall be made 
on such condi^ons and at such rate of interest as the Treasury direct 

6. — (1.) The total amount advanced by the Treasury under this l^imitstion on 
Act shall not at any one time exceed one million potnufs, of which a 

sum not exceeding two hundred and fifty thoueand paunde may be 
expended for the purpose of special advances under this Act ihM Oom- 

(2.) The National Debt Gommisrioners may, out of any money for »**•»»» 
the time being in their hands on account of savings banks, lend to the 
Treaeuiy, and the Treasury may borrow from the National Debt Oom- 
BUBsioners such money as may be required for the purpose ci advances 
by the Treaeuiy und^ this Act, on such terms as to^ interest, sinking 
fund, and period of r^ymeiit(not exceeding tMriy yean from Ijhe date 

S 
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A J>. UN. of the loan) as may be agreed on between the National Debt Com- 

misaionerB and the Treasury. 

(3.) Tke sums so Itnt by the National Mt ComrniMonon thaU he 
repaid out qf money provided by Farliafnent for the pwrpoee, and if 
and eo/ar as that money is insufficient shall be charged od^and payable 
out the Cotisolidated Fund, or the growing produce th/erwf, 
CooMmUm of 7. — (1.) Where an application for authorising a light railway under 

this Act is made to the Light Railway Commissioners, those Gom- 
miuioners shall, in the first instance, satisfy themselves that all reason- 
able steps have been taken for consulting the local authorities, including 
road authorities, through whose areas the railway Is intended to pass, 
and of the owners whose land it is pro]K)Bed to take, and for giving 
public notice of the application, and shall also themselves by local 
inquiry or such other means as they think necessary possess thernsrives 
of all such information as they may consider matefial or useful for 
determining the expediency of granting the application. 

(2.) The Gonunissioners shall before deciding %h an application 
give full opportunity for any objections to the application to be laid 
before them, and shall consider all such objections, whether made 
formally or informally. 

(3.) If after consideration the Commissioners think that the 
application should be granted, they shall settle any draft order sub- 
mitted to them by the applicants fur authorising the railway, and see 
that all such matters (including provisions for the safety of the public 
and particulars of the land proposed to be taken) are inserted therein, 
as they think necessary for the proper construction and working of the 
railway. 

(4.) The order of the Light Railway Gommiraionera shall be 
provisional only, and shall have no effect until condrmed by the Board 
of Trade in manner provided by this Act. 

o^toBosrd of CommiasionerB shall submit any order made by them 

Trsde foiiooii- under this Act to the Board of Trade for confirmation, accompanied by 
snMtion. particulars and plans as may be required by the Board, and shall 

also make and lay before the Board with the order a report stating the 
objections which have been made to the application, and the manner 
in which they have been dealt with, and any other matters in reference 
to the order which the Commissioners may think fit to ioMrt in the 
report 

(2.) The Board of Trade shall give public notice of any order so 
submitted to them in such manner as they thixik bMt for giving 
information thereof to persons interested, and shall also state hi the 
notice that any (Ejections to the confirmation of the order must be 
lodged with the Board and the date by which those objections must be 
lodged. 

9.^L) The Board of Trade shall consider any order submitted 
TnSii. ^ to them under this Act for confirmation with special reference tcH* 

(a) the expediency of requiring the proposals to be submitted to 
Parliament; and 

(p) the safisty of the public ; and 

(e) any ol^jeotion lodged witiftheim in accordance with tlds'Aot 



APPENDIX. 


259 


(2.) The Light Bailway CommiBBioners shall, bo far os they are aj). isie. 
able, give to the Board of Trade any information or assistance which — 
may he required by the Board for the purpose of considering any order 
submitted to them or any objection thereto. 

(3.) If tils Board of Trade on such consideration are of opinion 
that by reason of the magnitude of the proposed undertaking, or of 
the effect thereof on the undertaking of any company existing at the 
time, or for any other special reason relating to the undertaking, the 
])ropoBal8 of the promoters ought to be submitted to Parliament, they 
shall not confirm the order. 

(4.) The Board of Trade shall modify the provisions of the order 
for ensuring the safety of the public in such manner as they consider 
requisite or expedient. 

(5.) If any objection to the order is lodged with the Board of 
Trade and not withdrawn, the Board of Trade shall consider the 
objection, and if after consideration they decide that the objection 
should be upheld, the Board shall not confirm the order, or shall 
modify the order so as to remove the objection. 

(6.) The Board of Trade may at any time, if they think fit, remit 
the order to the Light Bailway Commissioners for further con- 
sideration. 


10. The Board of Trade may confirm the order with or without 
modifications as the case may require, and an order so confirmed shall Trade. ^ 
have effect as if enacted by Parliament, and shall be conclusive 
evidence that all the requiremeuts of this Act in respect of proceedings 
required to be taken before the making of the Order have been 
comidied with. 


11. An order under this Act may contain provisions consistent 

the order. 


with this Act for- 


(a) the incorporation, subject to such exceptions and variations as 
may be mentioned in the order, of all or any of the provisions of 
the Glauses Acts as defined by this Act ; and 

(b) the application, if and so far as may be considered necessary, 
of any of the enactments mentioned in the Second Schedule to 
this Act (being enactments imposing obligations on railway 
companies with respect to the safety of the public and other 
mattera) ; and 

(c) giving the necessary powers for constructing and working the 
niilway^ including power to make agreements with railway and 
other companies for the purpose ; and 

(<f) the oonstitution, as a body corporate of a company for the 
purpose of carrying out the objects of the order'; and 

(s) the representatidn on the managing body of the railway of any 
council who advance, or agree to advance, any money for the 
purpose of the railway ; and 

(/) attihorising a council to advance or borrow money for the pur- 
pcsea of the railway and limiting the amount to be so advanced 
cr borrowed, and regulating the terms on whieh any mon^ is to 
be so advanced or borrowed; and 
the manner In winch ilm proflta era to be ^vided, an 
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AJK UM. advance ia made by a council to a light railway company aa part 

of the ahaie capital of the company ; and 
(^) the proper audit of the accounta of the managing body of the 
railway where the managing body is not a local authority; and 
(0 fixing the maximum rates and charges for traffic; %nd 
(y) empowering any local authority to acquire the railway ; and 
(k) any other matters, whether similar to the above or not, which 
may be considered ancillary to the objects of the order or ex- 
pedient for carrying those objects into effect. 

12 . — (1.) The Glausefi Acts, as defined by this Act, and the 
ESa enactments mentioned in the Second Schedule to this Act, shall not 

apply to a light railway authorised under this Act except so far ad 
they are incorporated or applied by the order authorising the railway. 

(2.) Subject to the foregoing provisions of tliis Act and to any 
special provisions contained in the order authorisinff the railway the 
1 * *?m 7 *^ general enactments relating to railways (including the Bailway Clearing 
Act, 1860), shall apply to a light railway under ^Ws Act in like 
manner as they apply to any other railway ; and for the purposes of 
those enactments the light railway company shall be deemed a railway 
company, and the order under this Act a special Act, and any pro- 
vision thereof a special enactment. 

jfote^tettUiiK 13, — (1.) Where any order under this Act incorporates the Lands 

SadomiMMa^ Glauses Acts, any matter which under those Acts may be determined 
tijwlbrufctngof verdict of a jury, by arbitration, or by two justices, shall for 

the purposes of the or<ler be referred to and determined by a single 
arbitrator appointed by the Board of Trade, and the provisions of this 
Act shall apply with respect to the determination of any such matter 
in lieu of those of the Lands Glauses Acts relating thereto. 

(2.) The Board of Trade may, with the concurrence of the Lord 
Ghancellor, make rules fixing a scale of costs to be applicable on any 
such arbitration, and may, by such rules, limit the cases in which 
counsel are to be allowed. 

(3.) The Arbitratiofi Act, 1889, shall apply to any arbitration under 
this section. 

MfcSSVlrt. 14.-<1 .) If the Board of Trade hold a local inquiry for the 
Fwvy opsa»to purposes of this Act, Part 1. of the Board of Trade Arbitrations, &c. 
JirEas^n^' ^1 apply to any inquiry so held as if^ 

9* 40. (d) the inquiry was held on an apphcation made in pursuance of 

a special Act ; and 


laauTkt 

C. »”*** 


ModtoraettliBR 


Board of Tilde. 
STBSSTlet. 


(b) the parties making the application for the order authorising 
the light railway, and in the case of an inquiry held with refer- 
ence to an objection made to any such application the persons 
making the objection in addition were parties to the application 
within the meaning of section three of the Act. 

(2.) The Board of Trade may make snob rules as tl^ think 
necessary for regulating the time within which objections must be 
made, the manner in which any notice under this Act must be given, 
and any other matters which they may think expedient to regulate 
by rule for the purpose of carrying this Act into effect 

(8.) There shall be charged in respect of proceedings undw this 
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Act before the Board of Trade or the Light Bailway OommiBBionero a.D. ibbb. 
Buch fees aB may he fixed hy the TreaBory on the recommendation of — 
the Board of Trade. 

(4.) Any expends like Board of Trado under Une Act shall, 
except so faf as provision is made for their payment hy or under this 
Act, be defrayed out of moneys provided hy Parliament, 

(5.) The Board of Trade shall preeent to Parliament annually a 
report of their proceedings and of the proceedingB of the Light Bail- 
way CommissionerB under this Act. 

1 5.^(1.) Tbe council of any county, borough, or diBtrict may pay Exponieior 
any expeneeB incurred hy them and allowed by the Light Bailway seVmMm. 
CommifiBionerB with reference to any application for an order autho- 
rising a light railway under this Act, in the case of a county council 
9Jb general expenses, in the case of a borough council out of the borough 
fund or rate, and in the case of a district council as general expenses 
under the Public Health Acts. 

Provided that any such expenseB and any expenses payable in like 
manner under this Act if incurred by a county council may be 
declared by the order authorising the railway or, in the event of an 
unsuccessful application for such an order, by the Light Bailway 
Commissioners, to be exclusively chargeable on certain parishes only 
in the county, and those expenses shall be levied accordingly as 
ex|)ense8 for a special county pur^iose under the Local Government si a ssviot 
Act, 1888. 

(2.) Where the council of any county, borough, or district are 
authorised to expend any money by an order authorising a light railway 
under this Act, they may raise the money required, — 

(a) if the expenditure is capital expenditure, by borrowing in manner 
authorised by the order ; and 

(&) if the expenditure is not capital expenditure, as if it was on 
account of the expenses of an application under this Act. 

(3.) The Board of Trade may from time to time on the a}>plication 
of any council extend, subject to the limitations of this Act, the limit 
of the amount which the council are authonsed by an order under this 
Act to borrow, or to advance to a light railway company, and the limit 
so extended shall be substituted for the limit fixed by the order. 

(4.) Where an order under this Act authorises any council to 
borrow for the purposes of a light railway, suitable provision shall bo 
made in the voider for requiring the replacement of the money borrowed 
within a fixe^ period not exceeding sixty years, either by means of a 
sinking fund or otherwise. 

(6.) Any profits made by a council in respect of a light railway 
shall applied in aid of the rate out of which the expenses of the 
council in respect of the light nulway are paysMe. 

The councils of any county, borough, or district may 
appomt a joint committee for the purpose of any application for an 
oi^fier authorising a light railway under *bis Act, or for the jcdnt con- 
ctruction or working of a light railway, or for any other purpose in 
connexion with such a nulway for which it is convenient that those 
councils should combine. 
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A.1X 18N. (2.) The proTisioBB of the Local Goyemment Act, 1888, or of the 

•1 k BiVkk. Local GoTemment Act, 1894, as the case may be, with respect to joint 

ssft*8T7ict. oommittees, shall apply to any joint committee appointed for the 

c. ya purpose of Ibis Act by any councils who could appoint a joint committee 

under those Acts, but where the councils have no powef under thone 
Acts to appoint a joint committee the pro\ision8 in the Third Schedule 
to this Act shall apply. 

17. Where a company have power to construct or work a railway, 
they may be authorised by an order under this Act to construct and 
work or to work the railway or any part of it as a light railway undei 
this Act. 


9$kmVkL 

CbSa. 


18 . An order authorising a light railway under this Act may l)e 
altered or added to by an amending order made in like manner and 
subject to the like provisions as the original order. 

Provided that — 

(a) the amending order may be made on the ^pUcation of any 
authority or person ; and 

(b) the Board ot Trade, in considering the expediency of requiring 
the proposals for amending the order to be submitted to Parlia- 
ment, shall have regard to the sco^io and provisions of the original 
order. 

19 . This Act shall apply to Scotland with the following modifi- 
cations : — 

(1.) The Secretary for Scotland sliall be substituted for the Boanl 
of Agriculture ; 

(2.) References to the council of any county, borough, or district 
shall be construed as references to the county council of any county, 
or the town council, or where there is no town council (he police com- 
missioners of any burgh ; 

(3.) "Arbiter” shall be substituted for "arbitrator,** and that 
arbiter shall be deemed to be a single arbiter within the meaning 
of the Lands Glauses Consolidation (Scotland) Act, 1845, and 
the Acts amending the same, and the provisions of those Acts 
with respect to an arbitration shall apply accordingly, in lieu of 
the provisions of the Arbitration Act, 1889 ; 

(4.) The Lord President of the Court of Session shall be substi- 
tuted for the Lord Chancellor; 

(5.) The provisions relating to district councils shall not ap^dy; 

(6.) " General purposes rate ** and " burgh general assessment ” shall 
be substituM for "general expenses” and "borough fund or 
rate” respectively; 

(7.) The expression "Clauses Acts” shall mean the Land dauses 
Acta, the Railway dauses Consolidation (Scotland) Act, 1845, 
the C 9 mpBnleB dauses Consolidation (Scotland) Act, 18^, the 
Companies Clauses Act, 1863, the Railways Clauses Act, ^1863, 
and the Companies Clauses Act, 1869 ; 

(8.) Where under this Act expenses are chargeable upon certain 
parishes only, those expenses shall be levied and collected within 
the parishes chargeable in the same manner as the general purposes 
rate under the Local Government (Scotland) Act, ISSOT ; 
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(90 Beferences to the Local Oovemment Act, 1866, and the Local a.D. laae. 

Oovemment Act, 1894, ahall he construed as references to the 52 A 53 ^ot. 

Local Goyemment (Scotland) Act, 1689. c. so. 

20 . This Act shall not extend to Ireland. Eitent of lot. 

21 . In Ihis Act, unless context otherwise requires,— DeBnitioni. 

The expression light railway company” includes any person 

or b^y of persons, whether incorporated or not, who are 
owners or lessees of any light railway authorised by this Act, 
or who are working the same under any working agreement. 

The expression “Clauses Acts” means the Lands Clauses Actt*, 
the Bailways Clauses Consolidation Act, 1845, and the 
Hallways Cjauses Act, 1863, and the Companies Clauses Acts, 

1845 to 1889. 

The expression “share capital” includes any capital, whethei 
consisting of shares or of stock, which is not raised by means 
of borrowing. 

22 . This Act may be cited as the Light Bailways Act, 1896. Short title. 


SCHEDULES. 

FIBST SCHEDULE. 

Mode of Passino Special Besolutions. 

1. The resolution approving of the intention to make the applica- 
tion must be made at a special meeting of the council. 

2. The special meeting shall not be held unless a month's previous 
notice of the meeting, and of the purpose thereof, has been given in 
manner in which notices of meetingB of the council are usually given. 

3. The resolution shall not be passed unless two-thirds of the 
members of the council are present and vote at the special meeting, 
and a majority of those present and voting concur in the resolution. 
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Enactmests BEuma to Safett, Ac. 


SmIoo BDd Chipler. 

Tltto or Short TItto. 

EoMtneiit rellBrrsd to. 

SA8TieLo.45. 

An Aot to Amend an Aot 
of the fifth and sixth 
jrean of the reign of his 
late Majeil^ King Wil- 
liam the Fourth relating 
to highways. 

The whole Aot 

5&6Vict C.55. 

The Bailway Begnlstion 
Aet, 1842. 

Seolio||s four, fire, sx, 
nine,Uln. 

9 & 10 Viet 0.57. 

An Aot for regulating the 
gauge of rauways. 

The whole Aot 

31 ft 32 Viet. 0 
119. 

The Bogulation of Bail* 

, ways Act, 1868. 

Sections nineteen, twenty, 
twenty • two, twenty- 
seven, twenty • eight 
and twenty-nine. 

84 ft 35 Viot. 0. 
78. 

The B^lation of Bail- 
ways Aot 1871. 

Section five. 

86 ft 87 Viot. c. 
76. 

The Bailway Bsgulation 
Aot (Betums ol signal 
arraogementSi working, 
etc.), 1878. 

Sections four and six. 

41 ft 42 Viot. 0 . 
20 

The Bailway Betums 

1 (Oontinuotts Brakes) 

1 Aot 1878. 

The whole Aot 

46 ft 47 Viet c. 
34. 

1 The Cheap Trains Aot 

1 1883. 

1 

Section three. 

52 ft 58 Viot 0 . 
57. 

1 

The Bogulation of Bail- 
1 ways lot 1889. 

The whole Act. 
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THIRD SCHEDULE. 

Joint CoMMiTTNEfi. 

(a.) Any council taking part in the appointment ol a joint com- 
mittee may delegate to the committee any ]x>\ver which the 
council may exercise for the purix)8e for nvhich the committee 
is appointed. 

(h,) A council shall not be authorised to delegate to a joint com- 
mittee any ]K)wer of making a rate or borrowing money. 

(c.) Subject to the terms of the delegation the joint committee 
shall have the same power in all respects with respect to any 
matter delegated to them, as the councils appointing it or any 
of them. 

{(1.) The members of the joint committee may lie a])ix>inted at such 
times and in such manner, and shall hold office for such period, 
as may lie fixed by the councils ap|)ointmg them : 

Provided that a member shall not hold office beyond the 
expiration of fourteen days after the day for the ordinary election 
of councillors of the council by which he was appointed. 

(e.) The costs of a joint committee shall be defrayed by the 
councils by whom the committee is appointed, in such propor- 
tions as they may agree upon. 

(/.) When any of the councils joining in the appointment of a 
joint committee is a county or district council, the accounts of 
the joint committee shall be audited in like manner and with the 
like power to the officer auditing the accounts, and with the like 
incidents and consequences as the accounts of a county council. 

(y.) The chairman at any meeting of the committee shall have a 
second or casting vote. 

(A) The quorum, proceedings, and place of meeting of a committee, 
whether within or without the area within which the committee 
are to exercise their authority, shall be such as may be deter- 
mined by regulations jointly by the councils appointing 
the committee. 

(t.) Subject to those regulations the quorum, proceedings, and 
jdace of meeting, whether within or without the area within 
which the committee are to exercise their jurisdiction, shall be 
such as the committee direct. 
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CAPE OF GOOD HOPE. 

BILL TO PHOVIDE FOB THE CONSTRUCTION AND EQUIP- 
MENT OP CERTAIN LINES OP IlllLWAY. 


{Introduced hy Select Committee,) 

^***™'*'* “D E it enacted by tbe Governor of the Cape of Good Hope, with the 
advice and coneent of the LcgiBlative Council and Houho of 
Asnembly thereof, as follows ; — 

1. In this Act tlie following; terms shall have the following mean* 
ings, unless any such meaning shall be inconsistent with the context : 

** Company” shall mean any Company duly registered in this 
Colony in accordance with law ; 

** Concessionary ” shali mean any Company or person who shall by 
any agreement under this Act undertake for the payment of a 
subsidy by the Governor, the construction of any line of rail- 
way authorised by this Act ; 

** Contractor ” shall mean any Company or person who shall by any 
agreement undertake to the Governor to construct any line oi 
railway authorised by this Act to be constructed by the 
Governor. 

totaToonSru^ 2- The following lines of light railway shall be constructed undei 
' the provisions of this Act upon the gauge at present in general use in 
this Colony : — 

(1) A line of railway from Mossel Bay, via George, Oudtshooni 
and Willowmore, to a point on the Graaff-Beinet Bailway, at 
or near Elipplaat ; 

(2) A line of railway from a point, at or near Somerset East, via 
Cookhouse and Bedford, to Fort Beaufort ; 

(8) A-line -of railway from Fort Beaufort, vtd Alice, to Sing 




William’s Town; 

(4) A line of railway from Ghuaf Beinet, vtd Middelborg^ to Hiddel- 
burg Boad. 

8. As soon as conveniently may be after the pasdng of this Act 
the Governor shall by public advertisements in this Colony and in 
England call for offers for the construotion of the several lines of rail- 
way numbered (1), (2), and (3) in the last preceding section upon terms 
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and conditiona to be framed in accordance with the proviBions of this 
Act. 

4 . Such offers shall be sent in, in writing, to the General Manager Howoflbntobe 
of RailwayB or to such other person as the CommisBioner may appoint “**** ^ 
to receive the^iame on or before a date to be stated in such advertise- 
ments as aforesaid, not being in any case a date later than the first day 
of March, 1896. 

6. Every offer sent in as aforesaid shidl state what percentage, not Oonditioiu os to 
exceeding forty per cent, of the actual cost of construction as determined SabaiJ^^Sirid 
under this Act and what sum not exceeding one thousand five hundred 
pounds sterling per mile, for all lines save and except the section of the 
line from Mossel Bay to Oudtshoom, and what sum not exceeding 
two thousand pounds per mile for the said section, the Company or 
lierson making the offer will, in accordance with the provisions of this 
Act and relative agreement, agree to accept by way of subsidy from 
the Governor for and in respect of the construction of the line or lines 
of railway to which such offer refers: provided that in calling for 
tenders for the construction of the line from Mossel Bay to Klipplaat, 
the same shall be invited not only for the whole line but also for two 
distinct and separate sections, viz. : (1) Mossel Bay to Oudtshoom, and 
(2) Oudtshoom to Klipplaat. 

6. The general terms and conditions to be inserted in any agree- General temH 

, . „ 1 . ° 1 iiiiii oonditloni to 

ment entered into with any concessionary sliall be set forth in such be set forth, 
advertisement, and shall be framed in accordance with the provisions 
of this Act, but as to the details of specifications, route, and other 
matters relating to the construction of any of the said lines it shall be 
sufficient in any such advertisement to set forth that the same may bo 
inspected or ascertained at the office of the General Manager of Railways 
or such other place as the Commissioner may appoint. 

7. The terms and conditions shall be fixed by the Governor, 

shall, amongst others, make provision to secure the following objects : ditiona ftmimnt 

(a) That good and substantial security to the satisfaction of the 
Governor shall be given by every concessionary for the due 
completion of the line in respect of which his offer is accepted ; 

(&) that a substantial sum, not being less tlian £1000 sterling in 
any case, shall be deposited with the Commissioner by every 
company or person mak ing an offer on or before the date when 
such offer is sent in, which sum shall .be returned if such offer 
is not ^accepted, or in case such offer be accepted, and good and 
substantial security be given; but shall be forfeited in case 
such offer be accepted, but the concessionary shall fail there- 
after to comply with the condition as to good and substantial 
security ; 

(c) that the subsidy agreed upon shall be payable upon the due 
completion of such sections of the said lines respectively, as 
the Gh>vemor and as shall be stated in such 

Advertisement; 

(<0 that the amount of actual cost incurred in respect of the con- 
struction of any section or line ■kail be ascertained either by 
the certificate of a Government engineer appointed for the 
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purpose, or in such manner and upon production of such proofs 
as the Governor shall approve, and that the total amount ot 
the subsidy shall be computed upon the actual cost of the 
entire line in respect of which the offer of any concessionary is 
accepted, including the cost of such bridges, culverts, tunnels, 
stations or other fixed appurtenances of the line as the 
Gk)vemor shall approve ; 

(e) that at any time after the expiration of twelve years from the 
date of the acceptance of any offer, it shall be lawful for the 
Governor, with the authority of both Houses of Parliament, 
and after giving at least six months* notice, to purchase and 
take possession of any line undertaken by any concessionary 
under tlie provisions of this Act, the purchase price to be the 
amount of the actual cost determined as aforesaid, with the 
addition of ten per cent, and the deducticm of an amount for 
wear and tear to be determined, in case of^ifference, by arbi- 
tration, credit to be taken in the accoimt for all amounts paid 
by way of sulwidy ; 

(/) that the tarifis (»f fares for passengers and rates for goods, 
produce, live-stock, and vehicles, shall be reasonable tariffs, 
subject to the approval of the Governor, and shall after settle- 
ment be liable to be re-adjusted by the concessionary from 
time to time with tlie like approval, at the request of the 
Governor, acting upon a resolution of both Houses of Parlia^ 
ment ; and that the tolls, fares, or rates of charge to be taken 
or made for passengers shall be at all times charged equally to 
all iMrsons, and after the same rate in respect of all passengen* 
travelling under the same conditions ; and the tolls, fares, oi 
rates of charge to be taken or made for goods shall be likewise 
charged equally after the same rate, whether by ton or other- 
wise, in respect of all goods of the same description ; and no 
reduction or advance in any such tolls, fares or rates, shall he 
made either directly or indirectly in favour of or against any 
particular company or person travelling u^ion or using the said 
railway ; 

(17) that reasonable arrangements conferring on the Government 
running powers and providing facilities for through traffic, 
shall he mode as between the concessionaries of each line and 
the Colonial Government, and also aimilar arrangements as 
between different concessionaries in respect of the various aub- 
aidiaed lines ; 

(A) that the line shall be commenced and completed within periods 
to be determined in each agreement, each line to be, however, 
completed within four years from the date of the taking tSfeot 
of this Act^ unless the Governor shall for special reaaona extend 
the aaid period with the authority of both Houses of Parliament ; 

(1) that in the event of the insolvency or liquidation of any person 
or company being concessionary of any linet the Govemclr ahall 
be en^tled then to exercise, without notice^ the option provided 
sub-aeotion (e) to purchase the said line, and in the event 
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of the said opticm not being exercised^ and the line being dis- 
posed of, the purchaser shall be liable to all the conditions of 
the agreement with the concessionary, save in so far as the 
ff ftiTfift may be modified with the consent of the Oovemor. 

8. It shalf be lawful for the Gkivemor before the completion of any PtovIbIou m to 
section of any line to make payments in advance upon the provisional fiSISSStof* 
certificates of a Government engineer appointed for the Purpose 
certifying to the actual cost of the work then done upon such section ; upon, 
provided that the amounts so advanced shall in no case exceed either 

forty iier cent, of the actual cost so provisionally certified, or, as the 
case may be, the sum of two thousand pounds or one thousand five 
hundred pounds sterling per mile of the portion of such section then 
completed. 

9. If and when any ofler for the construction of any of the said Fom^a^ee- 
four lines has been accepted by the Governor, and good and substantial executed, 
security has been given fot the due completion of the line, a formal 
agieement shall be executed embodying the terms and conditions upon 

which the concessionary may undertake the construction of such 
line. 

10. If no satisfac'tory agreement shall be entered into relative to Provlaion for 
tlie construction of lino (1) aforesaid, or relative, in accordance with Se olwnmont 
the preceding sections three to nine inclusive, to the construction of the ofiln6(i)incMo 
]K)rtion of line (1), one hundred and fifty-four miles in length, from Bhaifbewtered 
Oudtshoorn via Willowmore to the point hereinafter mentioned, the 

Governor shall cause the portion of the said line from Oudtshoorn via 
Willowmore, to a point on the Gape Government Railway at or near 
Klipplaat to be constructed and equipped in accordance with the 
following provisions of tliis Act. 

11. In either event contemplated in the last preceding section as w by 

to line (1) aforesaid, and as soon as conveniently may be after the and when dM- 
passing of this Act as to line (4) aforesaid, the Governor shall cause ^p^bUc’tOTder 
tile aforesaid pirtion of line (1) and the said line (4) to be constructed by oontimcton. 
wid eiiuipped, and shall for that purpose call for tenders for the con- 
struction of each of the said lines by contractors who shall have the 

powers oonferred by this Act in relation to the construction of the said 
lines. 

12 . The cost of the construction and equipment of the aforesaid wS 

portion of line (1) shall not exceed £650,000, and of the line (4)^4;. 
aforesaid shall not exceed £446,000. 

18. For the purposes of this Act, that is to say, for the provision of gg^J j^ ***** 
funds to meet the amount required from time to time for the payment loam to prorido 
of subsidies and for the construction of the lines of railway authori^ 
to be constructed by contractors under this Act, the Ghivemor shall raise vaAur this Ast. 
by loan amounts not exceeding the several sums specified in Schedule 
A to this Act, and the cost incurred in raising any such loan, including 
discount, if any, commission, and other incidental charges, shall be a 
first charge against the amount of such loan. 

14 , The route of the several lines of railway authorised by this 
Act or any part of any euch line may be surveyed in detail by S?S13f SfiSL 

as the Qoyemor may appoint, aQd the details of t^e leute imbssA. 
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of any section of any such line as shown by the working and 
sections thereof shall be approved by the Governor before the work in 
such section is commenced. 

Fowwtfotiy 15. For the purpose of setting out any line of railway authorised 
SEnlSfeo!^ by i^bis Act, the Governor and the concessionary, or th# contractor, as 
the case may be, may by persons thereto duly authorised in writing, 
amauef trUtn- enter upon any land for the purpose of surveying the same and of 
probing and boring in order to asoertaia the nature and formation of 
the soil, making full compensation to the occupier of the said land for 
any damage thereby occasioned, such compensation to be, within three 
months from the date when such damage is alleged to have been 
sustained, recovered, in case the amount is not settled by consent, 
dther by arbitration if that course be mutually agreed upon or by 
action in some competent court. 

Fbw«r of entry 16. The concessionary or contractor, as the case may be, may with 

Jf J!Jj£‘So!ra“ permission of the Governor enter u\ion and take possession of and 
lend nnder this hold and retain for the purposes of this Act, free of charge, so much of 
any Waste Grown land as shall be required for the construction and 
maintenance of any line of railway authorised by this Act, or for any 
other purpose ^relating to the due execution of this Act, or of any 
agreement between the Governor and such concessionary or contractor, 
and may with the like permission, and free of charge, enter upon any 
such land lying convenient to such line of railway and there dig for, 
excavate, and carry away all stones, clay, or other materials required 
for any of the purposes aforesaid : Provided 

(a) that nothing herdn contained shall be construed to establisli 
any servitude in favour of such concessionary upon any such 
land, not being land reasonably required for the actual working 
of the railway, which may heveafter be sold or leased by the 
Colonial Government to any purchaser or lessee ; 
and(&) That the term ** Waste Crown Land** shall not be taken to 
include any land that has been or may be acquired by Uie 
Colonial Government by purchase or otherwise for any special 
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purpose. 

17. The concessionary, in respect of every subsidised line authorised 
by this Act and the Governor, in respect of every line authorised by 
this Act to be constructed by a contractor, shall for the purpose of the 
construction and maintenance of the several lines of railway authorised 
by this Act» and for any other purpose relating to the due execution 
of this Act, or of any agreement between the Governor and any con- 
oessionary or contractor, have and exercise all the rights and powers, 
subject to all the duties and obligations which a Divisional Council by 
law has and exerdses or is subject to under sections one bundr^ and 
fortynux and one hundred and forty-seven of the Act No. 40 of 1889, 
for the purposes set forth in section one hundred and forty-<^ of the 
said Act: Provided 

(a) that the extent of the land taken for any line of railway 
shall not exceed fifty feet for the formation line, together with 
■aeh sulBoient additional land ae may be required for the 
dopea, drainage, stationB, appioach roads, and all other'worka, 
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matten and things which may be requisite or neoessary for 
the efBoient construction and maintenance and working of such 
railways ; 

(h) that publication of notice in the Ocusette shall be deemed to 
be sufficient notice to any proprietor who shall be absent from 
the Colony or whose place of residence shall not be known ; 

(c) that the settlement of questions as to recomi^ense or comiiensa- 
tion in consequence of any exercise of the rights and powers 
aforesaid shidl not delay such exercise, and such questions 
shall, as soon as may be, be determined under the Lands and 
Arbitrations Glauses Act, 1882. 

18 . The provisions of sections one hundred and fifty-three, one 

hundred and fifty-four, two hundred and four, and two hundred and rad aV of Act 
five of the Act No. 40 of 1889, shall apply mutatis mutandis in respect ^ ^ 

of the several lines of railway authorised by this Act, as though the 
said lines were public roads, the Gk)vemor or the concessionary, as the 
case may be, l^ing deemed and taken to be referred to in the said 
sections in ])lace and stead of the Divisional GounciL 

19 . At all places where the line of any railway authorised by this 

Act shall intersect or cross the line of any street or road, it shall be roadi croased or 
lawful for the concessionary or the contractor, as the case may he, to {{SS'^SlSoSed 
make and carry such line of railway across such street or road either under this Act. 
by means of a level crossing or by means of a convenient and sufficient 
biidge or viaduct over or under the said street or road, and such con- 
cessionary or contractor shall make all such cuttings, embankments and 
approaches with all such culverts and drains and all such repairs as may 
be requisite to make good the street or r(^ across or over or under the 
said railway at gradients not exceeding one foot in twenty feet, and 
shall also maintain and keep in repair all such crossings, bridges, 
viaducts, cuttings, embankments, approaches, culverts and drains as 
aforesaid. 

80. Nothing in this Act contained shall prevent the construction, 
in accordance with law, of any public road crossing any line of railway approval, of con- 
authorised by this Act at a suitable and convenient place approved of 
by the GK)vemor, provided that all damage occasioned by the construe- 
tion of such road shall be made good by the public authority con- this Aot. ^ 
structing the 

El. No line of railway constructed by any concessionary under Mo iino^iite 
this Act, and uo portion of any such lin^ shall be opened for traffic JSSonc ' ^ ^ 

until the Governor shall bo satisfied by tire certificate of a Gtovom- 
ment engineer appointed for the purpose, that such line, or the 
portion thereof, is sufficiently completed for the safe conveyance of 
l^assengers. 

aa. Th« proTinonB of Aot No. 19 of 1861, entitled “ The Begnla- gSL^J?... « 
turn of Bailwaye Aet, 1861,’’ and of any law now or hereafter amending <irim in to 
the said Act, shall apply to every oonmaaionary and the line of railway ^ 
constructed by such cmicessionary, shall also^ save as to sectnms 
twenty-idne and tldrty of the sai d Acty and any amendments of tiie 

sections, likewise apply wMdemdis to the Governor, and to 

*®y line of railway conatnieted by any contractor undisr this Act 
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88. Every concefwionary may oonstaruct, erect and work, for the 
purpoees of the line of railway undertaken by such oonceBsionary, but for 
no other purpose, a telegraph and telephone, or either, along or near such 
line of railway, subject always to the provisions of Act No. 20 of 1861> 
commonly called “ The Electric Telegraph Act, 1861,** and of any law 
now or hereafter amending the said Act. 

84 . The jirovisions of the ** Lands and Arbitrations Glauses Act, 
1882,” shall apply to all arbitrations arising under any provisions of 
this Act, or under any agreement contemplated by this Act. 

86 . The lines of light railway authorised by this Act shall, as to 
the gauge and in general, be similar to the lines of railway now in use 
and forming the Colonial Gbvemment Railways, save that in the oon> 
struction the jiarticulars set forth in Schedule B to this Act shall be as 
far as ^Kissible observed. 

86 . This Act shall take effect forthwith ujam its promulgation, 
and may be cited for all purposes as ** The Railways Extension Act, 
1896.” * 


SCHEDULE A. 

(1) For providing a subsidy for the line from Mossel Bay vid George, 

Ondtshoom, and Willowmore to a point on the Graaff-Reinet 
Railway at or near Klipplaat £375,000 

(2) For providing a subsidy for the line from Somerset vid Cookhouse 

and Bedford to Fort Beaufort £116,250 

(8) For providing a subsidy fur the line from Fort Beaufort vid Alice to 

King William’s Town £82,500 

(4) For the construction of the line from Oudtshoom vid Willowmore 

to a point on the Graaff-Reinet Railway at or near Klipplaat, in 
case no concessionary shall undertake the construction of line 
(1), in which event the above amount of £375,000 will not be 
required, or of the line aforesaid from Oudtshoom to Klipplaat, in 
which event the amount of £231,000, portion of the said amount 
of £375.000, wiU not be r^uired £660,000 

(5) For the construction of a line from Graaff-Beinet vid Middelburg to 

Hiddelburg Road £446,000 


SCHEDULE B. 

Fabtioulabs fob Railway Constbucyion vndeb this Act. 

(1) Embankments — 

(a) under 10 feet high, to be 12 Iset wide, hut not less, at the tqp ; 

(5) 10 feet high or more, to be 14 feet wi^, but not less, at the top. 

(2) Formation in cuttings, ezdiulve of width required for side drains, to he 14 

liset, but not km, at tlk bottom. 
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(8) BsllMting to Iw 12 inches in depth, but not kss save where the OoTemment 
Engineer ehall oerUfy that the formation will permit of reduction. 

(4) Permanent way to consist of steel rails of 46^ lbs. to the yard; if heavier rails 

be laid oonoessionaiy to bear eitra cost. 

(5) Sleepers be of steel, iron, or wood— 

(a) spaced on an average to the number of nut less than 1760 per mile ; 

(i) at the joints of rails to be 2 feet 6 inches apart from centre to centre ; 

(e) if of w(H)d, to be 6 feet 6 inches long, 9 inches wide, and inches deep, 
but not of less dimensions; 

(d) if of iron or steel, the design to he approved by the Government Engineer. 
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LAND-GllAKT BILL FOB RAILWAYS IN QUEENSLAND.* 

SUMMARIbED PltOVXSlOKB OP THE BiLL. 

The bill To make provision fur the construction of railways^by joint-stock 
companies, and to authorize grants of Grown lands in aid of such construction," 
which has occupied the attention of the House more or less since the 14th of Apiil 
last, when it was introduced and read a fiist time in the Legislative Assembly, on 
Wednesday week emerged from committee and iiassed its third reading on the 
following day. As the bill has lieen considerably' altered since it was first introduced 
into the House, we append herewith a synopsis of the main provisions of the bill as 
it is now framed : — 


Terms of Contra/cU 

The first two clauses are of a formal character, and dause 3, which determines 
that a Minister may make contracts for the construction of railways by companies, 
remains unaltered. 

4. The contract may provide for the construction of a railway on any of the 
following conditions : (1) On the condition that the railway shall be and remain the 
property of the company for a fixed period not exceeding fifty years, and shall then 
become the property of the Grown; (2) on the condition that the railway shall 
become the property of the Grown as soon as it is constructed; (3) on the condition 
that the rulway shall be and remain the property of the company subject to a right 
of purchase by the Grown within a time and upon terms to be defined by the 
contract 

6. Bulject to the provisions of this Act, the contract may provide that the 
company shall receive by way of payment or subsidy for the construction of the 
railway, grants in fee umide of Grown lands of a value to be specified in the contract. 

6. When the Gfovemor-in-Qeneral thinks it desirable that a railway should be 
constructed, and that Grown lands should be granted 1:^ way of subtidy for its 
coAstruction, he may, by protiamation, reserve and set apart for the purpose of the 
aubtidy a svuScient area of Grown lan^ adjacent to the line of the proposed railway 
to provide for the land so to be granted, and also to provide for the alternate dmice 
directed by this Act. If practicable, the reservation shtil be of lands on botiftitjtes 
of thaline of the proposed railway, and as nearly as may be in equal areas on etch 
aidsb iMit if there is not any land, or if there is not sufficient land, tif « suitable 
chafoofor on either side, the whde may be reserved on one tide. 

* The QsmuMUmdor, July 30, 1833. 
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7. The area of land that may be granted to a company by way of aubsidy for 
the construction of a railway shall be determined as follows The value of the land 
reserved and proposed to be granted shall be asBeased by the Gktvemor-in-Council, 
and whflll be estimated at the fair market value of the land immediately before the 
making of tlie contract, and without regard to any prospective value that may be 
given to the land by reason of the construction of the proposed railway. The value 
of the land that may be granted to the company shall be proportional to the actual 
cost of construction of the railway, and shall not exceed the proportions following :•*- 
(1) If the railway is to become the property of the Grown at theezimtion of a fixed 
period, a sum equal to twice the cost of construction ; (2) If the railway is to become 
the property of the Grown as soon as it is constructed, or if the railway is to remain 
the property of the company subject to a right of purchase by the Grown, a sum 
equal to the cost of construction. For the purposes of this section the maximum^ 
cost of construction shall be fixed and defined by the contract between the Minister 
and the company, and the company shall not be entitled to any larger subsidy if the 
cost so fixed and defined is in fact exceeded. 

8. When a contract has become binding under this Act, the lands reserved for the 
purpose of the subsidy for the railway constructed under the contract shall be forth- 
with surveyed and divided into convenient blocks separated by roads, and, as nearly 
as may be, of equal value. Such blocks shall be rectangular, except in cases in which 
It is desirable in order to secure natural boundaries to make them of another shape, 
but where the shape is so varied a block shall not have a greater frontage to a water- 
(uurse than one-half of its depth. No block shall have a greater frontage to the 
lailway than ten miles, and the frontage of a block to the railway shall not exceed its 
depth. The total frontage to the railway of the laud granted to the company shall 
in no case exceed one-half of the frontage on either side. 

Clause 9 provides that before a company begins the construction of a railway it 
must be proved that it has a capital subscribed in good faith and by responsible 
persons of £1000 for every mile of line, and a paid-up capital actually available for 
the construction of the railway of not less than one-fifth of such subscribed capital 

Under clause 10, railway works partially made, and works for the reclamation of 
land from the sea, may be included in the contract, and land so reclaimed may be 
granted to the company. 

Clause 11 provides that before a contract is made a plan of the railway showing 
generally its l^e and direction, and an estimate of the cost of the railway and He 
equipment, certified by some competent engineer, shall be supplied for the informa- 
tion of the Govemor-in-Gouncil. 

Under clause 12 the Minister may require from the company such further 
information as he may deem necessary. 

Clause 13 provides for the publioation in the Government Ghuette** of a notice 
setting forth partteulars of any contract entered iuto under the Act. 

Bati/icfUion qf Contraeta. 

Clause 14 provides that a copy of every contract made under the Act shall bo laid 
before both Souses of Parliament during the session in which it is m ade, orif it is not 
made duzipg a sesdoi^ then during the next session after the making of the oontrsjQt, 
and shall lie upon the table of each House for fourteen days. If aftertha expimtien 
of such period of fourteen days both Houses adopt addressfi to the Oosinfor 
appEOving of the oontracti the oontraot shall become binding. Unto, indt idM|MSiaa 
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lim ben adopted by both Househ the contract sliall be deemed to be a proriskmal 
oonlzaiot only* 

Olanee 16 proTides that, before a copy of the contract has been so laid before 
Ftabament, the OoTemor-In-Council may by Order-iu-Gounoil anthoriae the company 
(1) to make the necesmiry surveys for the railway, and for that purpose to enter 
upon any public or private lands along the line of the intended railway ; and (2) 
to take all other necessary preliminary steps for the future construction of ^e 
railway. When an Order-in-Council is made under this section, a company which 
avails itself of the order shall have the same rights and powers, and be subject 
to the same liabilities so far as regards the exercise of the powers so conferred, 
as if the contract had become binding. 

Clause 10 provides that should the contract be annulled by Parliament, the 
company is to be entitled to receive from the Crown the cost of necessary surveys 
and examination of route. 


QranU of La/nd, 

17. When a contract has been made under the Act for the construction of 
a railway, or for the construction and working of a railway, and for the granting 
of land by way of subsidy foi such construction or construction and working, if the 
Minister is satisfied that the Vhole line has been well and faithfully constructed 
under the provisions of this Act, and in accordance with the contract and the plans 
and specifications forming part thereof, and that the same is complete and fully 
equipped and fit for public traffic, the company shall be entitled to select from the 
land reserved and set apart for the purpose of the subsidy for that railway, the land 
to be granted to the company under the contract. If the Minister is satisfied that 
any section of the railway which can be usefully worked for public traffic has been 
so constructed, and is complete and fit for public traffic, the Govemor-in-Gouncil 
may allow the company to select from that part of the land so reserved and set 
api^, through or along which the completed section passes, an area the value 
of which aa specified in the contract does not exceed nine-tenths of a sum bearing 
the same proportion to the value of the total area of land to be granted to the 
company under the contract for the construction of the entire line as the cost of the 
complete section bears to the cost of the entire line. 

18. The selection of the land to be granted to the company shall be made 
by way of alternate choice by the company and the Minister. The company shall 
first choose one of the blocks surveyed as hereinbefore provided out of the lands 
reserved and set apart for the purpose of the subsidy for the railway. Upon the 
choice of a block by the company, and before the choice of another block by the 
company, the Minister, or some person appointed by him for the purpose^ shall 
choose a block, which sIaII be retained by the Grown ; and so on, until the company 
has selected the total area to be granted to it : provided that neither the company 
nqr the Minister shall be entitled to select two contiguous blocks having frontage 
to the railway. 

Glause 19 lays it down that:— (1) Upon the completion of the railway or 
alaactkm of the railway, as hereinbefore provided, the company be, entitled 

to receive grants of a part only of the whole area of the land to be granted to it, 
but shall be entitled nevertheleea to select immediately the whole of the hiooks 
do w be gnnted. The proportion to be granted immediately shall be such is is 
pretCitoMd hy ^ oimtraot, but ahall not exceed one-balf of the whole aie^; (2) 
Hie idoHm to be granted immediately shell be selected by the company out of tho 
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wlfole number of blocks selected by it, the Minister, or other person appointed 
by the Goremor-in-Gouncil as aforesaid, being entitled to choose blocks to be 
retained and leased as next hereinafter provided in alternation with the company’s 
choice of the blocks to be granted immediately ; (3) leases of the remainder of the 
company’s lHocks shall be granted to it for the remainder of the fixed period 
aforesaid at a peppercorn rent, subject to the condition that if the company fails 
to complete the railway, or if any time during the term of the lease the company 
makes any default which entitles the Crown to take possession of the railway under 
this Act, the lease shall be forfeited and the land shall revert to the Crown ; and 
so tliat the waiver of a forfeiture for any default shall not operate to prevent the 
enforcement of a forfeiture for any subsequent default of the same kind ; provided 
that any lease from the company of any of the land to a tenant at a rack rent 
for any term not exceeding seven years shall not be determined by the Crown 
m consequence of any such forfeiture, but the Crown shall upon such forfeitufb 
be entitled to receive any rents which would have become payable to the company 
it tlie lease had not been determined by the Crown. If, at tlie expiration of the 
fixed period aforesaid, no such default has been made, the lands comprised in the 
leases shall be granted to the company in fee-simple. 

20. When any land of which the company is entitled to a grant under the Act 
is m the lawful occupation of any person as a tenant or licensee of the Crown 
the company shall, before receiving the grant thereof, be required by the Minister 
either to pay to the owner for the time being the value of the improvements, if any, 
upon it, to be determined in the manner provided by the Acts under which the 
land is held, or to select instead of such block an area of available Crown land 
of equal value within the lands reserved and set apart for the purpose of the 
railway. 

21. Except as hereinbefore provided. Crown grants shall be issued for the blocks 
to which the company is entitled as soon as conveniently may be after the selection 
thereof. Every Crown grant issued under the Act shall contain a power to the 
Governor-in-Council, at any time within ten years from the issue of the grant, 
to take and lay oS for roads or streets through any land comprised in the grant, 
or to take for State schools, or any other public purpose, and in either case without 
compensation except for improvements and severance, such part of the laud not 
exceeding one-hundredth part of the whole as the Guvemor-in-Council may think 
fit. All other provisions of any Act for the time being in force and generally 
applicable to grants of land from the Crown shall extend and apply to grants m a d e 
under this Act. 

22. In mldit ioi i to the grants of land by way of subsidy for constructioD, the 
company shall, the railway is to become the property of the Crown ae soon ae 
it is constructed, or at the expiration of a fixed period, be entitled to a grant of any 
Crown land on which the line is laid, and of so much Crown land on either aide, not 
exceeding a total width of two chains, as may be specified in the contract^ and also 
to grants of such sites for railway stations, stores, and other buildings conneoted with 
or used by the railway, as are resaonably necessary for the purposes of the oompai^ 
and ace provided for by the contract 

28. Nothing in the Act shall preJadicisHy affect any rights or interests acquired 
by any piBtson in or with respect to any land before the grant of the land to ihe 
company, whether such rights or interests have been acquired under the Goldfields 
Act of 1874, or the Mineral Lands Act of 1682, or in any cNher manlier whelsomr. 
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Traffic, 

dauM 24 to 30 iDclanve deal with the matter of traffic. Begulations are to be 
aabject to the approval of the Govemor-in-CbuDcil, who may from time to time 
leduoe the tolls for the conveyance of passengers and goods, but noU(anle8s with 
the sanction of the company) below the rate of 2(1. per mile for each passenger, and 
Sd, per mile for each ton of goods. The line to be freely used by every person 
oomidying with the regulations. Mails and officers are to be carried free, and 
members of the Legifdature are to enjoy the same privileges as on Government rail- 
ways. The company are to incur and be bound by the liabilities and obligations of 
common carriers. Trains are to be run regularly and at such minimum rate of speed 
as is laid down in the contract. The company are forbidden to show any partiality 
to any person or to any kind of traffic, or to place any person or kind of traffic at a 
disadvantage. 

Itunning Powers, 

Glauses 31 to 33 inclusive provide that the com]iany and theg|Rallway Com- 
missioners are to have running powers over eacli other’s lines ; terms to be settled 
by agreement or by referees to be appointed by a Judge of the Supreme Court. A 
penalty for refusal to grant such facilities after terms have been so settled at the 
rate of £100 per day is provided. 

PurcJtase — Ahandonmen t. 

Clauses 34 to 40 inclusive deal with the ix>wer of the Crown to purchase the line 
and the penalty of abandonment. In cases where it is provided that the line is to 
be the property of the company, subject to a right of purchase by the Crown, that 
ng)it may be exercised at any time after the expiration of ten years from the com- 
jdetion of the line, but such purchase is not to include the land granted as a subsidy 
to the company, the basis of valuation to be specified in the contract. If the value 
or other sum payable by the Government be not agreed upon, arbitrators are to be 
appointed, one arbitrator to be appointed by the Government, another by the 
(xanpany, and an umpire to be chosen by those two. l^vision is made for the case 
of the company foiling to appoint an arbitrator, the failure or ne^ect of either 
arbitrator to act. Parliament must appropriate money for purchase of a railway 
constructed under the Act before any agreement or proceedings by tbe Government 
become valid or binding, except so far as regards obligation to pay costs of arbitration. 
The oommissionere may take possession of the line if for one month the company 
has foiled to wmrk the traffic pursuant to the regulations, or if it becomes insolvent 
or neglsctB to meet lawful obligations to officers or servants or other creditor; or if it 
has fidled to restore the line witliin a reasonable period after the Minister has 
interdicted traffic by reason of the line being unsafe. If the company at any time 
abandon the line for three months it is to become the property of the Crown. 
Bafusal on tbe part of the company to g^ve up possesaion after lawful demand is to 
be regarded as a misdemeanour punishable by fine, each member of tbe company 
^bsing liable to a penalty not exceeding £600, or to a term of imprisonment not 
mmeeding twelve months. 


General PraviBion$* 

0isi^(8es 41 to 66 contain the Gfonend Pro visicHiB. BaUways winch are acquired by 
the tn/m are to become subjected to by-laws in force on Government milways* 
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Thfi 6ompany are to haye the same powers and authorities as are possessed by the 
commissionerB under the Bailways Act of 1866, and to be subject to the 
obligations and liabilities towards other iiersons. The company shall not employln 
the construction of the railway any Asiatic or African not of European descent, 
under a penalty of £1 per day for each such person. The lines constructed 
are to be completed to specified time and managed in manner prescribed. The 
company shall be entitled to take, use, and occupy on the route of the railway 
so much Crown land as is necessary for the proper construction and working 
of the line, and the erection of stations, with the usual buildings, tnm-outs, 
and other appliances ordinarily required in the maintenance and management 
of railways. It is enacted that in the case of land pre-empted subsequent to the 
agreement, the lessee shall be entitled to the value of all improvements and to com- 
liensation for all land at the rate of 10s. per acre. Private land required by the 
company shall be resumed by the Crown upon payment of the expenses by tl^ 
company. The company are to be entitled to use timber, gravel, and stone found on 
Crown land for the purpose of constructing the line. Rails, fastenings, and iron 
Hlee])er8 required for construction are to be admitted duty free, and all plant, material, 
and rolling-stock required in construction are to be carried over Government lines at 
2d per ton per mile. The Government engineer is to have authority to inspect the 
line at all times, and on his report the Minister may interdict traffic should the line 
become unsafe. A penalty of £100 per day is provided for infringement of such 
interdict. A company which has constructed a railway under the Act may, with 
the sanction of the Governor-in-Council, but not otherwise, sell, lease, assign, or 
liart with the railway or any part thereof. Every assignee, lessee, or mortgagee of a 
railway shall have the same rights and shall be subject to the same liabiUties knd 
obligations under the Act, including in the case of an assignee or mortgagee the 
obligation to sell to the Crown, as the company from which he is the assignee, lessee, 
or mortgagee. If it is found that any land taken under this Act is not required for 
the purposes of the rulway, the company may, with the sanction of the (^emor- 
in-Council, sell it by public auction, or lease it for any period not exceeding twenty- 
one years. Stamp duty is not chargeable upon any contract entered into between 
the Minister and a company. Nothing in the Act is to be deemed to confer upon a 
company more extensive powers than may be necessary to carry out the purposes 
for which the company is incorporated. 
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The Foux>wiko CoKcixbioEb mith beoard to Light Bailwatb have deek 

PASSED BY THE IeTEBNATIOEAL HaILWAY CONGRESS AT THE LlFFERENl 

Meetings of that Body during the Past Ten Years. 

A 

'*1. Bailways constructed to penetrate and reach new districts are the best 
ineans to hasten the development of civilisation in these countries. They may 
provide interest on capital immediately, when they serve already existing important 
commercial interests ; however,*even in the too frequent cases where the original 
capital is destined to bear no interest for a certain number of years, they should none 
the lees be constructed on account of the benefits they confer on the country crossed, 
and on dvilisation in generaL 

It is generally necessary for State funds to assist the construction 
of railways in new countries, especially if they are not expected to provide a direct 
profit at once. Sometimes the State itself constructs the railway; sometimes it 
assists those to whom it is conceded by subventions which may be granted in many 
diffarent forms, especially in countries where there is yet no civilisation (e,g. by 
ooncession of laud, right to work any mines found, considering them as public 
works, freedom fixim taxes, and even military labour for a time, etc., etc.). 

^3. The manner in which railways are constructed in new countries varies 
much according to the special difficulties met with in these countries, and according 
to the importance of the traffic expected. The usual intention with regard to these 
railwayB is to accommodate them as far as possible, so as to utilise in the most 
effectual manner the natural methods of communication already in existence, 
especially the waterways. They are moreover freed from the liabilities which are 
too often required in civilised districts by the necessity of serving centres of 
population recommended by the part they play, which is rather governmental or 
historical than such as is wananted by their commercial importance. 

^ 4. When there is good reason to suppose that the traffic will not be heavy, 
all methods of construction tending to economy should be adopted, apedaUff tha uas 
which, among o^r advantages, allows a reduction in weight of 
the {dent that has to be conv^ed there. 

” 5. UfilesB in certun cases it is specially easy to commence at several pdnts, 
ft is generally advantageous to construct these lines according to the ‘telescopic* 
syaten^ that is to say, to begin at one end of the line and to push on the work in 
fipcnt jgHsdually, acocwding as the line becomes practicable behind. 

^ik Finally, on account of the important part jdayed by railways as 
esuiotuef^hig dvilisadon, and as methods of penetrating and reaching out-of-the-way 
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l^labesp it \% desirable that the question should be reserved for discussion, and that 
as wide inquiriee as possible should be made on the results already obtained. 

Secondary or light railways should be considered simply as contributors 
of traffic, and constracted in such a manner as not to deviate from their proper 
object. * 

**8. Connected as they are with the ordinary railways in their vicinity, light 
railway enterpiises ought to find at the hands of State administrations or private 
companies a cordial welcome, decided assistance, and facilities, specially in the 
following matters ; — 

Fitting up joint stations, division of fixed charges, and expenses of these 
stations ; 

** B, Exchange of goods ; 

** C. Finding original capital in the most economical manner; 

** 21. Carriage of materials requisite for construction ; 

** h\ llepairs to rolling stock. 

‘‘ 9. Granted tliat as a matter of principle light railways should be constructed 
m loads already made whenever circumstances permit of it, the Congress expresses 
n wish that States, provinces and communes should grant these undertakings, when 
the ordinary roads are used, every facility compatible with the traffic on ordinary 
roads in building their lines and stations, as well as in all matters connected with 
working the line. 

*'10. The name of steam tramways^ u]> till now applied to railways con- 
structed on roads, ought to be given up, and the word tramways be leserved for lines 
which only carry out an urban or suburban service, where horses or other motive 
power are used. 

“ The name light tramways should be used instead of steam tramways for all 
railway lines constructed wholly or partially on roads and intended to connect 
several centres. 

*' 11. As the construction of light nulways tends to increase more and more, 
and render the greatest services to people, the Congiess asks governments to take 
notice of the advantage that would result from their adopting regulations which 
would make the conditions and requirements of concessions as free as possible. 

“ 12. The construction of a light line ought to be everywhere considered as a 
work of public utility, and on this ground be dealt favourably with when necessary 
by the laws which govern compulsory purchase of land. 

**13. All simplifications of construction compatible with the safety of 
working and ordinary methods of transport should be adopted in the case of 
construction of light railways. 

** There is good reason to recommend doing away with grooved rails whenever 
at can be done without affecting the durability of highways, and especially when it 
is possible to piave the part between the lines. 

**14. If the width of the road allows of it, it may be advantageous that the 
line of rails should be elevated or separated from the part intended for ordinary 
4»9affia The methods employed for this purpose may morsover vary according to 
the ease, but should always attain the two following objects; economy in 
<!onirt;ruction, and Ikeility in maintenance. 

** Id. jrhe making up of trains and the speed should always be determined 
after taking into consideration the section of the line and the methods of haulage at 
the di^NMal of the working Compeny. 
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* 16 . Ezeq^ in altogether special oases, watching at deSnite points diould 
not be insisted upon along light railways, nor should pilot men be obligatory for 
trains running through tovmships. 

**BdatUmB between Oreat and Small Linee, 

** Stations of intercliange between secondary and main lines can be arranged in 
several methods. 

** Sometimes the passenger and local goods services of the little line are entirely 
separate and distinct from those of the big line. The only place they come in 
contact is where transhipment takes place. Separate fittings from those of the great 
line are built for this purpose, and a broad-gauge line goes into the transhipment 
shed — all eapenses of every kind are paid by the secondary line which is in this case 
looked upon and treated like an ordinary private siding. A variation of this method 
consists, of dividing the expense of original construction, the big line constructing at 
its own expense the broad-gauge lines required for transhipment and paying all the 
expenses of handling and shunting, in consideration of repayment atta agreed price 
by the little line. 

**In other cases, all the plant is joint, as also are the passenger, goods and 
transhipment services ; the only exceptions are engine sheds, rolling stock sheds, 
and shops. 

"All the original expenses are paid by the big line, but repaid by the little line, 
so far as its share of the service is concerned, either by capital or by yearly pay- 
ments in proportion to its traffic. 

" The working expenses are divided between two companies according to the 
general regulations, a broad-gauge train being generally considered as equal to two 
nanow-gauge trains in calculating this division. 

" Another qrstem which seems to be the commonest does not differ from the 
foregoing one as far as the plant for the joint services are concerned, which are at the 
expense of the big line. However, in this case no repayment is made in capital or 
by yearly payments, but a rent is demanded representing an agreed sum for interest 
and sinking fund on expenses incurred. 

"The big line looks after the service in consideration of a sum to be determined 
on a basis of goods tonnage. 

" A special case may occur, namely, that of the secondary line reaching the joint 
statUm by a line Joined to that of the main line either by its borrowing the per- 
manent way of the latter or by making use of the road belonging to the main line 
itself by the addition of one or two rails. 

"In this way the little company is relieved from an expense in original 
ooDstruction. 

" In making up accounts it is debited with the whole charge for using the joint 
section, just as if it were really a branch of the big line, but is credited — and this 
somewbat makes up-^th part, of this charge proportional to the ratio of the 
expenses incurred by tiie two administrations. 

" On this subject very interesting information was given by several members 
about fines with three or four rails which ate used in several countries without 
giving rise to any inconvenience either in construction or in working. In many 
flttws Ikey may render valuable service. 

"The section also investigated various throu|^ rates customary in exchange 
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Thu^ in Switzerland the little lines are looked upon as carters bringing goods, 
and on this aooount they are only charged the absolute minimum of the special 
expenses in connection with joint stations, caused by the new service. 

In France one of the great companies has started a system which specially 
struck members of the fifth section. It encourages the little line to increase the 
traffic of the joint station, and makes it pay less in proportion as it brings more 
traffic to the station. This was thought an excellent method because it is fair and 
equitable and at the same time quite businesslike. It practically makes the two 
companies partners. 

“ In Austria, as arranged by the last charters of some companies, stations are 
joint as far as the service of the trunk lines permits of their being, and the sum to be 
paid is regulated by common consent If the two cannot agree, the Government 
intervenes as arbitrator. 

“ In the same country the laws insist upon the State lines themselves allowing 
these kinds of stations to be used jointly. 

The general meeting did not think it necessary to enter into a detailed exami- 
nation of, nor did it think fit to criticise, the various agreements entered into 
between the administrations of main lines with secondary lines. These questions 
are very delicate, and moreover are capable of being solved in many ways, depending 
upon their nature and the part played by the secondary line in connection with the 
main line. But the opinion resulting from the debate was unanimous and very 
clearly deBned, namely, that wcmdary lines when they are really contributors to the 
main lines should be treated like allies with fairness and equity, by in some way 
making them partners in the joint undertaking, and decreasing the amount charged 
them in proportion to the traffic they bring.” 

Simpl^ficaHona in Workingj not only on Secondary Bailwaye properly mnsaXled^ 

hut cdeo on Lines of Light Traffic^ even when cmneeted with Main Systems, 

Beduction of trun speed allows of ; 

** Doing away with fencing ; 

« Doing away with watching at level crossings ; 

‘‘ Simplification of signals ; 

The following measures : 

** Giving up the front van in passenger trains of limited length ; 

** Use of composite carriages for those classes least in demand ; 

“ Abolition of the special compartments (ladies’ and smoking compartments) ; 

''Diminution of the number of classes, mainly by giving up the Ist and 4th ; 

" All tend to reduce passenger-train loads. 

"Beductiok in speed and weight of trains allows of less powerful motors being 
used, and (mes not weighing more than 10 tons per axle without on that aooount 
needing to increase the number of axles to an inconvenient extent. 

The three fundamental measures mentioned above make possible : 

" A more economical permanent way ; 

"Reduction of the number of permanent emjdoyees to look after the ordinary 
maintenance of the road ; 

" Simplification in station equipments ; 

" The adoption of a number of patterns of materials to be used cn the line; 

"A decrease in permanent way inspection expenses ; 

"A decrease in the expenses of purchaee, matnteiiaiioe^ and rqiair of engines; 
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^ A damue in the expenditure on fuel and lubricants for the engines ; 

** The possiUlity of giving up the fireman, or, at all events, being enabled to 
make him assist in other work aput from the engine, and engaging him ae a simple 
fireman apprentice. 

This last measure implies the following : — 

** The use of carriages with a central gangway which allows of their being looked 
after by a single guard to examine tickets even in trains of as many as 8 carriages ; 

** Lowering the class of stations of little importance ; 

** Allowing the train staff (brakesmen of goods trains and firemen) to share in 
working points, handling baggage, etc., at the stopping-places and intermediate 
stations ; 

** People other than railway employees being engaged to look after stopping- 
places of small importance ; 

** Giving out tickets in tr^s, and issuing tickets at certain stopping-places mther 
by the wife of an employee hving m the neighbourhood or by a privafk person. 

“ These measures assist in a 4th very important matter, namely, the reduction of 
train and station staff. 

** The fundamental measure wliich does not bear iijion any other but the induence 
of which reacts on all sides is giving up night services and reduction of the number 
of trains during a certain part of the day, so that for the permanent staff, excessive 
work and double shifts are avoided. 

^The abolition of mixed trains is a method which can sometimes allow of carry- 
ing economy in the permanent way services a long way as well as getting more use 
out of rolling stock and tram staff. 

** Under the head of administration we shall instance, as a fundamental pmnt, an 
administrative organization of secondary lines simpler than that of main lines, and 
oorresponding with their train movement and tlie kind of traffic they carry, as well as 
matters concerning these. 

** Simplification in the management of receipts and stocks and stores. 

** Beduction in clerkage at stations and halting-places. 

We would also quote the following measures which, without being simplifica- 
tions, may help to decrease the working expenses of lines with little traffic : 

“Keeping the train staff on one section of a line; 

“ Bonuses to encourage the staff and get them to do more work ; 

“ The establishment of special audits fur expenses and receipts on each line ; 

“ The publication of a comparative table fur these special accoimts. 

** Currying Capacity qf Waggonc, 

“ The fifth section had been of opinion in 1887 that, considering the contradictory 
information supped at that time, and the experiments being still incomplete, it would 
be premature to give a definite opinion as to the merits of the two systems. 

. “ The full meeting agreed wit)i these conclusions, and decided that it would be 
advantageous to resume the examination of the question at a later time. 

“ Since the Milan session, considerable progress seems to have been made. 

“ Oompanies wliich had at first used 5-ton waggons have given up thor ifse, and 
adopted an available capacity of 10 tons as the usual course. 

^ Tim leaiODs which have deteEminsd them to take this course, and to men and 
tnole indtne towards the ton oapadty used on the maiu lines, sre as follows : — 

TSfae cost end tare of a 10-ton waggon differ so little firom those of tbs fi-ton 
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wa^n that there ie a very considerable saving in adopting the former pattern. 
This saving is in the cost of rolling stock required for a definite tonnage ; there is a 
saving also in cost of traction, since for an available load of 10 tons considerably less 
dead weight has to be carried. 

** 2. Advantage in being able to tranship a full load from a waggon of the main 
line on to a single waggon of the little line, or conversely. 

** This permits of shunting being decreased, and diminishes the length of accessory 
lines. 

**3. The capability of carrying a given load on a less number of vehicles 
simplifies auditing and clerkage, and allows more favourable rates for both consignors 
or consignees of goods. 

** 4. On lines with steep slopes — and this is often the case on many secondary 
lines — it is specially im^xirtant to reduce the dead weight to the absolute minimum* 
The load to be hauled, which is limited by the power of the engines, is in fact already 
smaU enough in the case of quick gradients. 

** To what extent would it be reduced with 5-ton waggons, the tare of which 
reaches C4 per cent, of the available load, while for 10-ton waggons the proportion is 
only about 35 ^ler cent. ? 

These very great advantages have hardly been gainsaid. 

One doubt only was expressed, showing a desire to know whether the shunting 
of waggons loaded up to 10 tons will not be rendered difficult by their increased 
weight, when they liave to be moved in stations where the staff is always necessarily 
very limited. 

** The answer to this remark was that putting loaded waggons on their proper 
lines could be carried out by the engine while its train is standing in the station ; 
that, the sidings being on the level, this shunting did not appear to be an obstacle to 
the use of 10-ton waggons, even if it had to be done by hand ; and that, lastly, this 
inconvenience, if it really existed, was not sufiBcient to do away with the essent'al 
advantages just summarized. 

“ The fifth section was accordingly unanimous in wording the conclusions which 
it submitted to the full meeting os follows : — 

** It is advisable to recommend for secondary or light railways the use of goods 
waggons whose available load approaches that of the main lines with which th^ 
form junctions, wlule maintaining the load per axle in conformity with the limit of 
that on the axles of the locomotives. 

** That the ratio of 3 to 1 as the proportion between the size of the bodies of 
vehicles and the widtit of the road, provided that the gauge does not interfere, taking 
into account the height of the centre of gravity and the speed, and attention being 
paid with regard to the hanging of the rcdling stock is not such as will cominromise 
safety. 

** This wctding, however, was not passed without discussion by the full meeting. 

*'The ratio of 3 to 1 was considered as rather too high by some members; othm 
were of opinion that it was too low, for at Festiniog it is 3*6 to 1. A third party 
thought that it would be a step in the backward direction to appear to be too prudent 

The addition of this last phrase to the text mentioned above brought about 
agreement 

* * After the dlionaefoD whieh followed the reading of this report the fidlowiair 
words were added at this point:— ... 

' ***Ande9emasUdmm4meerta!(mUnesbythekiUromiimsifeikersikmsmtt^^ 
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** Oauge. 

** All the Oontinental railway engineera are comyiDced that they have much to 
kam from En^and, where, in many refqiects, improyementa in railways have been 
carried a long way. But there is one point on which the English h%Ye much to 
kam, and In which we in our turn can be very useful to them, namely, ehemitu de 
far SeonamiqueB Kleinbahnen, as they say In Qennany, or light railways in England. 

" At Brussels the following resolutions were passed in connection with gauge 

" The Congress recommends the tue tf narrvw gauge for eeeondarg lineOj as this 
method leads to economy in construction and working which cannot be obtained with 
normal gauges. 

It also expresses a wish that certain jiattems of narrow gauge (29}^ ins., or 
metre gauge for instance) should be unanimously adopted, intermediate patterns 
being given ujh and that district companies in the same part of the country who 
are near one another, and capable of having connections in transport, should adopt 
a uniform type of ]iennanent way and of coupling vehicles. 

** Several members of the Congress declared themselves againsHa 2 ft. gauge 
because, in their opinion, it does not allow of all the comfort desirable for passengers 
being given, and because the speed of trams has to be reduced. 

** On the other hand, cases were quoted where a speed of from 34 to 37 miles au 
hour is in use on metre-gauge lines, and this cannot be attained on a narrower gauge. 

Other members, on the contrary, were of opinion that speed, in most cases, is 
not a very important matter, and that, when in certain countries the metre gauge 
is used for long distances, the line no longer belongs to the category of secondary 
lines, but is managed, maintained, and worked almost like mam lines. 

** For short distances a narrower gauge gives complete satisfaction. 

** Finally it was considered that the width of gauge not only brings with it in- 
creased speed, but also increased original construction and maintenance expenses, and 
that moreover the kind and importance of the traffic to be obtained must not be 
lost eight of. In reference to this it was remarked that narrow-gauge lines can meet 
the requirements of very considerable traffic. 

" The Congress adopted the following conclusions : — 

** In order to encourage the development of light lines, the greatest possible liberty 
should be left them to choose the width of their gauge. Any gauge may suit local 
circumstances ; that is a problem for solution in each separate case, taking into con- 
sideration the special circumstances of the country to be traversed and the kind and 
importance of the traffic to be acquired, as justifying more or leas extensive 

Tna-mfamiMyw , 

** It is also advantageous to keep to certain recognized patterns whkh practioe 
has already approved. 

** The four ordinary standards, 4 ft 8| ins., metre, 2 ft 6 ins., and 2 ft, are 
the only ones which ought to be recommended. 

Tranehipmont 

"As for tranelkipfMni, the Congress, when it met at Bruasak, ‘expressed the 
ophuon that transhipment operations cannot be considered as an obstaok to the 
dsmlopmant of narrow-gauge lines.’ 

"Itoally the Congraas discussed the same question at Bsris both in the rolling 
atobk wkhSl to the light railway sections. The following are the very oompretofiatoe 
adopted on the auggestion of the latter section 9 --- 
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cases may justify the erectiim of special transhipfment fittings 
for the sake of reducing expenses or decreasing damage, when, for instance, traffic in 
minetals or coal, etc., is brought by narrow-gauge lines to main lines, or in other 
amilar circumstances. 

** But apdrt from these exceptional cases, as a general rule the must ordinary and 
most simple methods of transhipment from waggon to waggon, on roads at the same 
level, should be recommended. 

“ The very low cost at which handling goods can be carried out under the 
circumstances, will only very seldom justify the exiiense and inconvenience of special 
littingB or arrangementa such as pits or tips, movable boxes, or truck-waggons. 

“ The only system which appears capable of being used with advantage, because 
it is Bim}ile and leads to no great expense, is tltat which consists in raising the narrow 
gauge line, so that the flour of the waggons is at the same level as that of the mdn- 
line waggons. * 

“ In certain cases the advantages of goods transhipment from the small on to the 
big line can be improved at small expense. 

“ If the interests to be served are of sufficient importance on account of the 
quantity of goods brought on tu the big line, tlie little line ran be even further 
raised by means of a platform. 

“However, even in the case of such iuexiiensive and special fitting, the ad- 
vantages and disadvantages must be carefully weighed before having recourse to 
them. 

“The experience of the last four years fully confirms the opinion expressed by 
the Cungreas at Brussels, that transhipment is by no means an obstacle to the 
develojnuent of narrow-gauge lines, nor to the great services they can render.” 
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BAILWAY COMPANIES AND AGRICDLTUBE.* 

(From a Correitpondenf.) 

There was a further conference, on Monday, at the offices of tie Great Eastern 
Railway Company, Liverpool-street Station, between the chairman of that company 
and some leading representativeH of the agricultural inteiest, on the question as to 
what practical steps could be, taken with a view to increasing the facilities for the 
sale of fanners* produce, and thus doing something towards effecting an improve- 
ment in the present depressed condition of agriculture. It may he remembered that 
at the previous conference (details of which appeared in the Times on the 2nd inst.) 
the railway company put before the agriculturists present certain distinct propositions, 
which were based on the theory that, if the railways are to help the farmers, the 
fanners must, in their turn, work more into the hands of the railway companies ; 
and among the proposals advanced was one that the farmers should adopt what may 
be described as the box system for the des|)atch of their produce by passenger train. 
This was the subject that was more especially consider^ on Monday, when there 
were present — Lord Claud Hamilton, the chairman of the Great Eastern Railway 
Company, Colonel Makins, the deputy-chairman, and various officials of the company ; 
while agriculture was represented by the Earl of Winchilsea, Sir Walter Gilbey, 
president of the Royal Agricultural Society, Mr. Clare Sewell Read, Mr. T. Hare, M.P., 
Hr. Bound, M.P., Mr. Strutt, M.P., Captain Pretyman, M.P., Mr. M'Calmont, M.P., 
Mr. Herman Riddell, and Mr. A. J. Smith. Lord Claud Hamilton was now able to 
announce that since the previous conference the company had matured the propositions 
they had advanced, and on December 1 next they would begin an experiment 
which, it was hoped, would be of practical advantage in facilitating the objects in 
view. Farm produce would, on and from that date, be conveyed on the Great Eastern 
Railway by passenger train from any one of ninety-eight different stations on their 
system — as shown by a printed placard he displayed to the conference — ^to London 
and stations in the Great Eastern suburban district at a reduced charge of 4d. foi 
every 20 lbs , this being the minimum amount, and Id. for every additional 6 lbs. or 
part theiceof up to 60 lbs., including delivery within the usual limits. But these rates 
would apfdy only where the following conditions were oomidied with : — 

1. That the jxoduce shall be packed in the boxes on sale at the different ‘stations, 
or rimilar ones. 

2. That the boxes shall be secured by nails, and not by rope or cord. 

* The 2V«ei, Kovember 14, 1806. 
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*3. That the produce shall be conveyed at owners’ risk and the carriage ive- 
paid, the prepayment being made by pai^s stamps, on sale at the stations. 

4. That no box shall be of a greater weight than 60 lbs. 

The idea in regard to these boxes, it may be explained, is twofold. In the first 
place, the company find that they can deal much more easily, and hence much more 
economically, with boxes of a uniform character than they can with boxes, parcels, 
liamiwrs, and baskets of all shapes and sizes, and that they can, therefore, aflbrd to 
carry the former at a lower rate than they can the latter. It is pointed out, for 
example, that if a farmer sends by passenger train a quantity of fruit contained in a 
basket which is labeUed, perhaps, ** With great care,” and is provided with a handle, 
so that it can be carried over the arm, the result is that a maximum of trouble is 
given to the company, because no other pared or package can be placed on the top 
of the basket, which may thus have to occupy a comer all to itself. If, on the other 
hand, the railway people have to deal only with boxes of uniform sizes they can pact 
tlie vans better, and do their work more quickly, and the com^iany can, therefore, 
afiord to allow reduced rates. This is, it may be added, one of the points which 
have hitherto told with the railway companies in favour of the foreign producers, 
wlio, as a rule, understand the art of jmcking much better than the British agricul- 
turists do. It will also be readily seen tliat the avoidance of lope or cord in fastening 
the boxes will further facilitate the operation of loading a railway van with boxes 
which will be placed one ujion another. The second point is that the boxes them- 
selves should be obtainable at so small a cost that, although fully answering the 
purposes of transit on a single journey, they will not, financially, be worth returning. 
By this means an effectual stop would be put to that system of “ returned empties ” 
wliich has hitherto not only reduced the profits of the consignor, but proved an 
unmitigated altogether unprofitable nuisance to tlie railway companies themselves. 

Hence the next announcement that Lord Claud Hamilton had to make on 
Monday was that on the same day that the reduced rates for farm produce came into 
operation the company would have on sale at all their stations just such boxes as 
would come within the operation of the reduced rates. There are to be six different 
sizes of these boxes, the variations in dimensions being such that when empty the 
boxes will fit into (me another, and thus take up the least iiossible amount of space 
when stored. A specimen of each size was shown to the ccmference, and, as a 
practical proof of what could be despatched in them, each box was filled with just 
such farm produce as a consignor might want to send away. The following details as 
to size, weight, cost, and contents, as shown on Monday, will doubdess be read with 
interest . — 

No. 1 size.— Length, lOf ins. ; breadth, 7 J ins. ; depth, 3 ins. ; cost, IJA ; weight, 
unpacked 1 lb. 2 ozs., packed 7 lbs. ; contents— 1 chicken, 1 doz. hen’s ^gs, 1 lb. 
butter. 

No. 2 size.— Length, 13 ins. ; breadth, 9 ins. ; depth, 4} ins. ; cost, 2d. ; weight, 
unpacked 2 lbs. 2 ozs., packed 16} lbs. ; contents— 1 pair jd^ns, 1 pair ducks, 1 doz. 
hen’s eggs, 1 lb. butter, 1 lb. honey. 

No. 3 size.— Length, 15} ins.; breadth, 10} ins.; depth,6ms.; cost, ; weight, 
unpacked 2 lbs. 14 ozs., packed 26 lbs. ; contents— 1 goose, 1 fowl, 1 pair pigeons, 1 doz* 
hen’s eggs, 1 doz. duck’s eggs* 1 clotted cream, 1 lb. honey, ^ lb* butter. < 

No. 4 size.— lAngth, 16} ins. ; breadth, 11| ins.; depth, 5} ins. ; cost, Sd, ; weight, 
unpacked 8 lbs. 6 ozs., packed 82 lbs. ; contents —1 turkey, 1 pair ducks, 1 pair pigeona, 

1 pot cream, 1 doz. h^’a eggs, 8 lbs. butter, 1 lb. apples, 1 lb. honey* 


V 
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No. 5 size. — ^Length, 18| ins. ; breadth, 13 ins. ; depth, 6 ins. ; cost, 4(1. ; weighty 
unpacked 4 Ibe. 3 ozs., packed 89} Ibe. ; contents — 1 turkey, 1 goose, 2 pair pigeoos, 
1 doz. duck's eggs, 1 doz. ben's eggs, 1 pot clotted cream, 1 ix)t cream, 2 lbs. butter, 
1 lb. honey, 2 lbs. apples. 

Na 6 size. — Length, 212 * breadth, 14 ins. ; depth, 7 ins. ; cost, 5d. ; weight, 

unpacked G lbs. 6 ozs., jiacked 60 lbs. ; contents — 1 turkey, 1 goose, 1 pair fowls, 1 pair 
ducks, 1 pair pigeons, 1 pot clotted cream, 1 pot cream, 1 lb. honey, 1 doz. duck's 
eggs, 1 doz. hen's eggs, 3 lbs. butter, 2 lbs. apples. 

Thus, under the reduced tariff, the last-mentioned box, weighing 60 lbs. altogether, 
may, after the Ist of December next, be sent by a fanner in the Eastern Counties, 
to be delivered to a customer in London at an inclusive charge of Is. Under the 
existing rates the charge would be 2s. 6(f. It is, however, considered to be a matter 
for the agriculturists rather than for tlie railway com^Mmy to solve the further problem 
as to how the producer is to get into touch with the consumer, and it remains to he 
seen how far Lord Winchilsea and his friends will l)e able to bring about, as they 
propose to do, some lietter organization among the farmers themsef^es in the estab- 
lishment of central depdts, not only in the agricultural districts for the collection of 
produce, but also in London for its effective distribution. It is understood that Lord 
Winchilsea will, in the course of a few days, visit I]>swich, in company with a 
representative of the Great Eastern Hallway, m order to arrange, if possible, to make 
a start there with the organization of these de^idts. It should, however, be stated 
that, as the plan of operations decided on by the railway company is regarded only 
as an experiment for the present, the reduced rates coming in force on December 1 will 
not yet apply to towns such as Cambridge, Yarmouth, and Norwich, where there are 
(Ximpeting lines, the directors of the Great Eastern being unwilling, while matters are 
still in the initial stage, to come into ^lossible conflict with other companies which 
have not yet been consulted on the question. 

It need hardly be said that the announcement of the company’s plans, as stated 
above, was cordially welcomed by the agriculturists present at Monday’s conference. 

There was a still further point touched ujxin on Monday — ^namely, that if the 
company could purchase, at a sufficiently low rate, the large quantities of baskets, 
made of split bamboo, in which bananas are brought to this country, so as to be able 
to sdl them again to farmers for a few pence, for the sending by goods trains of 
vegetables up to the weight of, say, 1} cwts. per basket, there might in this way be a 
still further solution of the vexed question of returned empties. This subject, 
however, was left over for discussion on a future occasion. 


THE GREAT EASTERN RAILWAY AND THE FARMERS. 

To THE EoITOB of THE •“TlKBS.*’* 

SxB,— The two articles which you have recently published on the propossls made 
by the Ghceat Eastern Company to help the farmers in their district to face the stress- 
of foreign competition seem to form on interesting illustration of the truth of the old 
fMe of the sun and the east wind contending for the traveller's cloak, for I gather 
that Lord Winchilsea and his supporters have in two friendly meetings obtained more 
• The ZVsMi, November 20, 1885. 
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fibm the EnglUli railway compaiiie8 than the ManMon-hoiute AsBociation and all the 
other Bimilar organizationB have extracted by fourteen years of inquiries and legisla- 
tion and litigation, the out-of-pocket costB of which to the two sides can hardly by 
now have failed to reach a good many hundreds of thousands of pounds. 

But it was nut for this that I took up my pen to write. Your article induced me to 
obtain the prices fur the contents of the vaiious Great Eastern sample boxes, so that 
1 might judge what percentage of the retail value of the produce would be due to 
the cost of carriage from the farm to the consumer’s door. The prices of the contents 
of the various sample boxes as actually paid in the market by a buyer accustomed 
to purchase on a large scale are as follows : — 



Cost of carriage 

Coat of box. 

Value of contenta. 

No 

» d 

s d 

■■ ■ ■# 

£ It A 

1 

0 4 

0 14 

0 5 4 

^ •• . .. .. 

0 4 

0 2 

0 12 2 

9 

0 5 

0 2^ 

0 6 11 

4 . 

0 7 

0 :t 

13 7 


0 8 

0 4 

1 9 1 

. .. ... 

I 0 

0 5 

1 19 5 

Total .. 

1 

CO 

1 

1 6 

1 £3 16 6 

1 


In other words, the total cost of carnage amounts to aixmt 2} pei ceut. on the value 
of the article ; the cost of the boxes, if added, represents nearly another 1)^ per cent. 
This is to say that the farmer who can arrange by this means to enter into direct 
communication with the London consumer can count on putting into his own pocket 
96 per cent, of the gross retail price. According to the common story, when he 
consigns to a market where the salesmen charge fiom 5 x)er cent, to 10 per cent, and 
upwards for the use of their hampers, he does not, as a rule, obtain quite such 
favourable terms. 

The difficulty that will evidently arise in the working of this scheme will be in 
the farmer obtaining payment for the boxes whicli he sends. Is it too much to hope 
that the Great Eastern Company, if not actually on its own account, then by working 
in conjunction with Lord Winchilsea’s association or some other similar body, will 
nonage to introduce something of the nature of the often-described Indian Value- 
paid Parcel Post, so that the carman who delivers the hamper at the door can, when 
so instructed, receive the pnce of it on behalf of the consignor? The farmer would 
then be able to send boxes to unknown customers with perfect safety. 

Just one word more. Mr. Henniker Heaton has bombarded the Post-office for 
years with demands for the establishment of an agricultural parcel post llie present 
liarcel-post rate — 1 Jrf. per lb. with IJd. added— is probably equivalent roughly to 
about 2d. per Ib. It has never been suggested, as far as I know, that the agricultoial 
pBToel-poBt rate should be less than Id. per lb. The new Great Eastern parcel rate Is 
one-fifth of a penny per lb., or, allowing for the fact that the penny is not sidit into 
fractloBB, we may perhaps say one-fourth. In other words, H is four times as cheap 
M it was ever thought the State oould be expected to carry farm produce ; eight 
times as cheap as the price at which it actually does so. Whether these rates are 
likely to pay the Great Eastern— at least directly— is another story. 

1 am, Sir, yours obediently, 

AsniooLA, Jusioa, 
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To THE Editor op the "Times.** 

Sir, — The issue of the Great Eastern Com^iaDy’s new parcels tariff will have more 
far-reaching effects than were probably ever contemplated. It will certainly be 
quite impossible to confine its ojierations to that company's purely doiuestic trafiic, as 
announced, nvhich the following table shows : — 


Item. 

PertIcoUn. 

20 Ibfl 

26 lbs. 

30 Ibe 

1 36 lbs. 

1 1 

^40 IbH 

\ 

45 lbs. 

60 lbs 

66 llw 

1 

00 lbs 

1 

A\enKe 
per lb 

1 



f d 

«. d 1 

« 

d 

* 

d 


d 

i 

d. 

f d 

$ d 

' « 

d 

d 

1 

Universal (100 
miles) scale 
New G.E. scale 

1 4 

1 7 

1 

11 

2 

2 

2 

G 

2 

10 

3 2 

3 5 

8 

9 

0*76 

2 

0 4 

0 5 

0 

0 

0 

7 

0 

8 

0 

0 

0 10 

0 11 

1 

0 

0-2 

3 

Universal (30 
miles) scale 

0 a 

0 6 

0 

8 

0 

!) 

0 

10 

0 

11 

1 1 

1 2 

1 

a 

0*26 

4 

Samof2and3 

0 10 

0 11 

1 

2 

1 

4 

1 

G 

1 

8 

1 11 

2 1 

,2 

3 

0-46 

5 

Nat difference 
between land 
4, averaging 

0 6 

0 8| 

0 

U 

0 10 

1 

1 

0 

1 

2 

1 3 

4 

1 

6 

03 


40 per cent 


L 















Example. — ^The present rate for a 20-lb. parcel from Peterborough or Cambridge 
to London, or from Ipswich to Windsor, as shown above, is Is. 4<2., the universal 
scale adopted by all companies for competitive or through traffic. From Deceml)ei 
1, by adding the two local rates foi a 60-lK parcel — t.e. the Great Eastern new scale 
Whittlesea (next to Peterborough) to London, Is. — to the universal (30 mile) scale 
Peterborough to Whi^tle8ea, Is. 3d., we find that the lowest rate in future for such a 
Peterborough to London parcel will bo 2s. 3d., and by comparing this with the 
present tariff^ 3s. 9d. (which is not to be disturbed), we observe what a large saving 
can be effected by re-booking. Take another example. The sum of the two local 
charges for a 20-lb. parcel from Ipswich to Windsor via London will be lOd., a saving 
of 6d. on a freight of Is. 4d. The average reduction, it will be observed, is 0'3d. on 
0*76d., or 40 per cent. 

Further, if the charge for a 20-lb. parcel from Lowestoft to London is to be 4d., 
how can the Great Eastern Company maintain lOd. for a precisely similar parcel 
from Lowestoft to Colchester, which latter town the London parcel passes on its way 
up? Will not a charge of undue preference arise, and if referred to the Railway 
Commissioners, will not the case go against the company? And inasmuch as the 
Great Eastern old tariff will by this operation doubtless come down to the level of 
the new London rates, will not other companies follow suit ? It will be another case 
of third class by all trains (which the Midland Company inaugurated) being forced 
noZsns voleM upon all companies. 

It is well known that the chief expense in dealing with parcels is at the sending 
and receiving stationB, and that-it costs as nearly as possible 3d. per parcel, so that 
on a 4d. parcel there remains but Id. for actual conveyance. Now, as Roland Bill 
put It in respect to letters, the simple question is, "What is the expense of transit 
i^art from terminals ? ** The Great Extern Company has appraised it at* one-fifrh 
doC a penny a pound, and if this pioneer company can carry and make a profit out of 
th4st» whai have other oompanieB to say ? 

The problem, however, will not be solved on the lines of whether it pays or not ; 
the die iaoaati and the step osnnot bo retraced; it will have to be imitated.' The 
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nfixt point is, what will the Government do in regard to the parcel post? for they 
cannot very well retain their conveyance charge of a pound. must come 

down also, and the limit of weight be enhanced. 

Your obedient servant, 

November 15. J. P. 


To THE EdITOE of THE “TiMEB.” 

Sin, — ^The Great Eastern Railway has certainly done a great deal for the agrioul- 
turists of the Eastern Counties, by introducing special rates for agricultural pr^uce ; 
but surely they are keeping their scheme within too narrow limits. How can the 
lamiers be expected to take full advantage of the benefits bestowed on them whilst 
they have no customers ? ^ 

"i^'ith very little extra expense the railway company could publish a list of farmers 
Hi the district who are intending to use the new way of selling their produce, and 
with such a list the public would no doubt soon find out where to obtain their farm 
jiroduce. As things are arranged at present, neither the railway company nor the 
agiiculturists will reap the full benefit of the change for a very long time; a large 
London house might just as well expect to supply customers in the provinces with 
goods without having a price-list to ex])lam the price and value of its wares. 

Hoping that other railway companies will soon follow the good example set by 
the Great Eastern, and that now we may have a cure for agricultural depression, 

Yours, etc., 

November 18 . H. S. Hutton. 


RAILWAY CARRIAGE W AGRICULTURAL PRODUCE.* 

As was conBdently anticipated, the railway comiianies having termini in London 
have readily responded to the invitation given to them to confer with the President 
of the Board of Trade on the subject of providing greater facilities for the distri- 
bution of agricultural produce. It was pro^wsed to send to Mr. Ritchie’s letter a 
joint reply from the nine chairmen, hut in several instances the companies have 
already answered individually, welcoming the opportunity of meeting the right hon. 
gentleman for the purpose indicated. 

The Loudon and South-Western Company have in a large measure anticipated the 
action thus taken in the name of her Majesty’s Government by preparing two new 
schedules of rates directly intended to achieve the object in view. In the first place, 
it is proposed to carry certain kinds of English agricultural produce in small 
quantities at less cost to the farmer than that hitherto imposed. From all non- 
competitive stations to London revised rates will become operative on January 1, 
1895, for fruit and vegetables in classes C and 1 and 2 of the general railway daasi- 
fication in sTna.ll consignments of 1 cwt. and upwards. The classes mentioned 
include the principal descriptions of fruit and vegetahleB placed upon the market, 
end really exclude only the more valuable growths or those which are extremely 
liable to damage, such as apricots, nectarines, peaches, and hot-house fruit. These 
* IVnies, Deoember 24, 1895. 



294 


APPENDIX. 


new rates will be inclusive t>f delivei}* by cart within the usual delivery boundarien, 
and that the rates are a considerable leduction upon those which are at present 
operative will be seeu by the following; examples : — 


1 rult and v« getablea Fruit and vegetables 

1 o Nine !• Inie from ClaMce C, or 1 Claea 2 

fiiarge per c» t Charge ]ior cwt. 


Matloii^ 

1 resent 

New 

Reduction 

Present 

New 

Reduction 

ibarip! 

h d 

charge 

A d 

percent | 

charge. 

$ d 

charge. 

» d 

per cent. 

AfOnt . . 

1 0 

0 8 

s:) 

1 

2 

0 10 

29 

Cobhaiu 

0 11 

0 7 

30 

1 

0 

0 9 

25 

Brfleet 

10 

0 8 

:w 

1 

1 

0 10 

23 

Petersfleld 

1 4 

ti 11 

31 

1 

0 

1 .1 

28 

Alton . . 

1 2 

0 11 

21 

1 

5 

1 1 

24 

Micbeldevii 

14 

1 0 

2.5 

1 

0 

k * 

22 

Swanwiok 

. . 1 .‘i 

1 1 

2t 

1 

8 

1 ^ * 

20 

Botniey 

1 .*» 

1 0 

1 29 

1 

8 

1 3 

25 

Orateley 

14 

1 0 

25 

1 

7 

1 .S 

21 

Senile} . . 

..,18 

1 4 

20 

2 

0 

1 7 

20 

Houiton 

..'21 

1 8 

20 

2 

4 

2 0 

14 


It IS certain that the interests ot farmers will ultimately be best served by the 
cemoentratiun of produce and by its cai riage m large quantities to the market salesmen. 
But» inasmuch as some time must elajise before the necessary organization lor this 
concentration can he brought into operation, these reiluced rates for small quantities 
of fruit and vegetables will be of great practical benefit to the agriculturist, in 
enaUiog him to get his produce cheaply into the hands of the London consignees, 
whether they be the market salesmen or private customers. 

The seooud benefit which the London and South-Western Company propose to 
bestow upon fBumers at tbe beginning of the new year will be in the shape oi 
reduoed rates for gram, oilcake, and packed manure l^tween London and all their 
ncm-oompetitive stations 40 miles or moie distant from the metropolis, provided the 
traffic be sent in truck loads of not less than six tons. These new rates, some of 
which we have seen, appear generally to be about 15 per cent, lower than the 
ezisdng rates for the same description of traffic when sent in four-ton truck loads. 
Experience shows that the company are prompted by sound commercial cousider- 
atioDB in offering reduced rates upon this basis. It is a justifiable complaint of the 
English railway companies that, generally speaking, traffic is offered to them in 
small conaignments, and the London and ^iith-Weatem Company are acting wisely 
in offering tbia premium to farmers who will arrange to concentrate their buainess 
and so secure lower rates. It may be aaid thnt at times farmers would not be able 
to take as much as six tons of oilcake or packed manure. But there would never be 
any difficulty in two or more farmers combining to take such a quantity, and they 
would then obtain the liberal advantage which is offered to them in these reduoed 
rates. 

It is only Just to the South-Western Company to state that for a long time past 
tbsy/lia've recogniaed tbe necessity of agriculturists arranging to combine for tbe 
I oob^tratlon of thdr consignments. With this object in view the following 
dtculai; was issued several months ago by tbe company's goods manager : — 
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" It M probable that fermere and others would send larger quantities of dead 
poultry to London if it were clearly known at what low rates it would be conveyed 
if sent in reasonably large consignments. Thus, if one cwt. were sent from your 

station the charge would be ^ or less than of a penny per pound, while if 

sent in quantities of four cwt., or in fact in any quantity above the * smalls * scale, 

the charge would be per ton, equnl to about of a penny per pound. The 

(•harges, as you are aware, are (collected and delivered, or station to station). 

** If different senders would arrange to concentrate their consignments, they would 
considerably reduce the cost of transit by railway, and would doubtless be able to 
put more of their produce on the London market What is true as to poultry is of 
course equally true as to other descriptions of agricultural produce. 

Please make tlie contents of this circular known to all tliose in the neighbourhood 
of your station to whom the information is likely to be of use, and report to me 
within one month from this date whether it is likely that the suggestion vi^i 
be carried into ])ractical effect by any senders from your station.** 

Unfortunately, up to the present time the comi>any have not received any very 
general response to their well-meant endeavours to induce farmers to concentrate 
their consignments so as to ])ut tlieir produce into the hands of the company in the 
most economical form for transport 

To illustrate tlie advantage which ])roducers can derive by this concentration of 
produce, it will he seen, on reference to the recently published re])ort of Mr. Henry 
Hew, one of the Assistant Commissioners on Agriculture, that a carrier finds it pays 
Idm well to collect ixiultry from the different breeders in and arormd Heathfidid, 
Sussex, to concentrate the produce, consign it to London, pay the ordinary railway 
rates, effect delivery to the market, and yet, after all, to make a charge to the poultry 
tanner of only one jienny jier bird. On this important jioint Mr. Rew reported 

“ The system of collecting the dead chickens and conveying them to market is 
very completely organized. U'here are two carriers in the district who between them 
deal with practically the whole of the trade. They charge 1«. per dozen for collecting, 
conveying, and delivering to market, including tlie freightage by raiL The pro- 
ducer, therefore, does not come into contact with the railway companies. The 
chickens are consigned to salesmen, who return accounts showing the number of 
fowls sold and the price realized.** 

It certainly cannot be said that English jxiultry is kept out of the market 
by railway transit charges when, with proper concentration of the traffic, the three 
services of collection, carriage, and ddivery can be comiiassed and expeditiously per- 
formed at such an infinitesimally small cost. 

A further concession is to be made by the ISouth- Western Gompwy on the lit of 
January in relation to the transit to London of hay and straw, which are from that 
date to be carried from non-competitive stations at rates which are not to exceed 
those in force in 1892. Several of the rates for hay and straw have been xedooed 
bdow the 1692 figures, and it is not proposed to increase any of them. 

It is not too much to exjiect that considerable advantage will accrue to the 
fssiaer from these valuable concessions voluntarily made by the London and South- 
Western Company. ^J'hat company are to he congratulated on their prompt action 
in the matter, and in not having waited until pressure was brottc^t to bear ^ it 
the instance of her Maje8ty*s Government 
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THE SOUTH-EASTERN.* 

{From a Correapondent.) 

At the recent conferenco between the President of the Board of Trade and the 
chairmen of the railways having their termini in London, two points which, among 
others, were brought fttrward for consideration, may be mentioned without any breach 
of confidence. In the first place, it was urged that the question of railway rates as 
affecting agriculture concerned not only the lines running into London, but other 
railways also, which — ^like the Lancashire and Yorkshire — serve large centres of 
population without touching the metropolis at all ; and it was theAfore thought 
that any course that might be decided upon as the outcome of the conference 
should apply to the stnctly provincial lines as well as to those repAasented on the 
occasion in question. The second of the two points, and the one which more 
especially refers to what follows, was that, however conservative the railway com- 
panies may have been in the past, in their policy with regard to British agricnlture, 
there was at the present time a general desire on the part of those companies to do 
eveiything that was at all practicable in the way of assbting the farmers of the 
country ; but, on the other hand, considering that the circumstances of different 
districts varied so much, it was thought that it would be better for each company 
— ^inspired by the desire referred to-— to make such arrangements with the farmers 
of the district it served as would best meet the exigencies of their particular 
position. Such a course, it was thought, would be much better than to attempt 
to impose hard-and-fast rules on all alike by means of more or less unyielding 
legislation, which could not be easily modified or altered as experience might 
suggest. 

To the action which various companies have taken to carry out this undoubtedly 
well-advised line of policy, reference has already been made in the Timea on 
several occasions ; but it has been reserved for the South-Eastern Railway Company 
to take a distinctly new departure. Instead of waiting for any deputation to seek 
an interview with them, or framing any special scheme of their own, they invited 
rei^eaentatives of the various agricultursd societies in the district served by the 
line to meet them at the Cannon-street Hotel yesterday, and there, in friendly 
conference, state what they would like the company to do in the interests of agri- 
culture. There was, of course, no idea that the South-Eastern, any more than any 
other line, was acting solely from motives of philanthropy. The fact was recognized 
that in the points at issue the railways and the farmers are practically partners in 
hunness, inasmuch as depressed agriculture and diminishing population mean 
decreased traffic. In some instances the South-Eastern Company, at least, pay the 
larger proportion of the rates for certain parishes, though they occupy only a small 
percentage of the land, and it is only natural that the company should want to 
MCttre as good a return from those parishes as possible. The following table, for 
instance, showing the percentage of rates paid and land occupied by the company in 
the following parishes is instructive 

• The Timea, Febmary 15 , 1596 . 
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Name of Firlah. 


PeroenUn of iBteB 
Mid by the Simth- 
ttutem Company 


Percentafe land 
I occupied by the South* 
I Kaatern Company. 


Merstham 

Bevington 

Gapel-onm-Tudeley . . 

OhelBlleld 

Smeeth 

Shoreham 

Miltxm Chapel 

Bellinge 

Saltwood 

Btanford 


76 

' 1-26 

61 

156 

60 

1 223 

P4 

1 0*73 

47 

M2 

47 

0-45 

43 

0-74 

41 

0*97 

40 

1-69 

40 

0-93 


It was this idea of a i)artuerahip, and its oonsequent community of interests, that 
tormcd the keynote of yesterday’s proceedings. Representatives were present from 
the following bodies : — Tunbridge Wells and Soatli-Eastern Agnoiiltural Society, 
Bcikb and Oxon Chamber of Commerce, Wadhurst Farmers’ Club, Kent Branch of 
Federation of Tenant Farmers* Club, Ripple Farmers’ Club, Maidstone Farmers’ 
Club and Chamber of Agriculture, Frant Farmers’ Club, Tunbridge Wells Farmers* 
Club, Royal Forest Agricultural Society, Canterbury Farmers* Club and Chamber 
of Agriculture, and Redhill Agricultural Society, with delegates from a joint meet- 
ing of agriculturists and representatives of various rural councils of the National 
Agricultural Union. The South-Eastern Company was represented by the chair- 
man, Sit Qeorge Russell, the Hon. A. E. Gathorne-Hardy, Colonel J. J. Mellor, M.P., 
Mr. W. R. Stevens, Mr, Willis, and Mr. Light. 

The chairman assured the gathering of the extreme sympathy that the company 
felt for the farmers, and declared that they were really desirous of doing whatever 
they could for them. They would cordially welcome any suggestions that might 
be made, feeling as they did the great advantage of a friendly understanding, and 
they would be prepared to meet the requirements of the agriculturists frankly, 
fairly, and generously. Thereupon a large number of gentlemen gave their views 
on the subject, these views turning mainly on proposals for reductions of rates. ^ It 
was intimated that at a preliminary conference of the delegates, it had been decided 
to ask for a general reduction of 25 per cent, in the rates for agricultural produce ; 
and much was said in favour of reductions for particular articles of traffic, such as 
fruit, hops, vegetables, milk, cattle and sheep, hay and straw, poultry, etc., com- 
plaints being made that in many instances the rates were too high to allow of such 
commodities being sent to market at all. The paying of higher rates from into- 
mediate stations was also objected to, and through rates for consignments passing 
over the lines of different companies, a reduction of the minimum in regard to 
produce in bijdk, equality with the foreigner — in the proportion of half the same 
rates for half the same distance— and other similar concessions were asked for, one 
of the speakers suggesting, amid cheers, that the farmers wanted now to have 
something more than sympathy, with which they were surfeited. 

The speeches delivered were, in the main, thoroughly practical, and at the close 
Sir Qeorge Russell declared once more that the company were inwt Mixious ^ 
serve the agriculturists, and sincerely hoped that the proceedings of that day would 
do something towards increasing their prosperity. He asked the delegates to form 
ft committee of twelve, with whom the directors could consult as to details after 
they had themselves carefully and exhaustively cemsidered the various points that 
Itad bein advanced. 
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LONDON AND NOJITH-WESTKRN.* 

{From a Comspondent) 

Up to tbo present time the experience of the London and North-Weatem Railway 
Oompany has been precisely the same as that of other companies which have offered 
to asiUBt the Biitish farmer in his competition against the foreign producer. Far- 
reaching as is the North-Western system, it does not tap purely agricultural districts 
to the same extent as do tlie Great Eastern or the Groat Western companies, hut 
some time ago the London and North-Western directors, acting at the mstance of 
Lord Stalbridge, their chairman, initiated a policy which was directed to facilitate 
the carriage of home-grown produce. This definite action had, however, been 
anticipated by numerous concessions made in fates to farmers within the last few 
years, consequent to some extent upon the general revision under the company’s 
new powers, dating from January 1, 1893, and in an e ^ual degree ^s the result of 
their own voluntary proposals. 

Under the general revision, numerous rates were compulsorily reduced, notably 
in the case of the following: — Live stock, fiesh meat, grain, aitificial manures, 
stable manure, vegetables, ha}^, straw, feeding cake for cattle, fruit, butter, cheese 
(not packed), and perishable produce conve\ ed by passenger train. In many other 
instances rates for agricultural produce have been voluntarily diminished, and the 
total sum thus sacrificed by the company annually amounts to many thousands of 
pounds sterling. The percentage of compulsory reductions by goods train ranged 
in the case of brewers’ grains from 10 to 26 per cent., fruit in class 2 from 10 to 12 
per cent., hay and straw in trusses varying to 12 per cent., butter in class 2 Ihim 3 
to 6 per cent., cattle from 2 to 16} |)er cent., sheep from 3 to 17 per cent., and pigs 
from 2 to 23 per cent. Corresponding reductions were, at the same time, made in 
the passenger train rates ; and, in addition to these, voluntary reductions represent : 
By goods train, from 3 to 14 per cent, in the case of grain ; from 7 to 23 per cent, 
for feeding cake ; stable manure from 5 to 7} per cent. ; artificial manure from 7} 
to 19 per cent; vegetables in clsss C from 5 to 32 per cent.; fresh meat from 
inland towns from 11 to 51 per cent ; fruit in class 2 from 4} to 20 per cent. ; 
sheep (500 lots) from 4 to 10 per cent. By passenger train, vegetables from 3 to 6} 
per cent ; fresh meat in small quantities from 12 to 50 percent., reduced rates being 
given for quantities as low as 14 lbs., whereas a minimum of 56 lbs. was required 
under the old arrangements. Considerable reductions (about one-third) have also 
been made in the case of a large number of milk rates. 

The rates for traffic connected with farming, as with all other industries, are the 
subject of constant and careful consideration by the company’s staff, who are always 
eager not merely to develop existing sources of revenue, but to create and to 
stimulate new avenues of trade. This work is delegated te a body of skilled derka 
at Euston numbering not fewer than 100, whose sole duty is to arrange rates based 
upon information gathered ftom agents acting for the company in different parte of 
Engbmd, Scotland, Ireland, and Wales. These agents are in direct touch with the 
pnblioi and it is part of the daily routine for them to write to headquarters s^est- 
Iqg Uial If a lower rate can be quoted certain new traffic may possibly he obtained. 
The ^rical staff deals alio with the numerous applioatiuni from traders adcing for 
* The Tfmss, February 15, 1896. 
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epedial rate^, and the company hare always insisted that the spirit which governs 
the consideration of those requests is not one of resistance, but of anxious desire to 
make all possible concesuon to the producer. Thus, while there are thousands of 
cases in which rates hare been curtailed, the instances where it has been deemed 
necessary to increase rates are exceedingly rare, and for all practical purposes nil. 

In July last year the company issued a circular to their agents throughout the 
country asking them to wait upon every farmer or likely forwarder of fresh meat or 
iarm and dairy produce with the object of ascertaining what rates were calculated 
to lead to a larger agi icultiiral traffic over the system. The producers were informed 
that if they would give the company truckloads of not less than two tons, either 
irom one sender or by combination, special low rates would be quoted for the traffic. 
This offer elicited very little response, and, thinking that the advantages held out 
were not fully appreciated, the company caused the proposal to be renewed. The 
following extract from the private mniutes of the canvassers' monthly meeting helik 
m October last shows precisely what has been the company's aim throughout in this 
matter : — 


Aokicultukal akd Fakm and Dairy Froducb. 

"The canvassers were instructed to make thorough inquiry in their districts as 
to the extent to which an outlet could be found at large centres for agricultural 
and dairy pioduce now disposed of locally. It was explained that a new business 
might often be created, to the advantage of the producer as well as of the railway, 
by making low special rates for large quantities of traffic, and by giving an improved 
service to distant markets. The importance of dealing with the matter exhaustively 
was emphasized, and full reports must be made and sent to the outdoor goods 
managers by the end of the year, giving the places and people visited and the 
description of traffic, together with suggestions as to what would be required to 
obtain new, or increase existing, traffic.” 

This meeting was attended by seventy agents, coming from all parts of the 
country, but, when notes came to be compared again, it was still found that the 
effort made to assist the farmer had met with scant encouragement anywhere. 
Hope was not, however, abandoned. The headquarter staff at Euston were then 
instructed to place themselves in direct communication with the agricultural 
interest, in order that they might uitisiy themselves whether anything further 
could be done to induce farmers to combine so that they might be able to take 
advantage of the lower rates offered. Competent inspectors were sent out into 
the various agricultural districts on the whole of the London and North-Western 
system. No fewer than a thousand iarmers have since been interviewed. The 
result is officially summarized as follows: — 

•* (a) Number in favour of combination exceedingly few, and no general apparent 
desire to alter present system of dealing with their produce. 

"(6) More than oue-balf of those seen showed absolute iodifferenoe in tbe 
milter, excepting that some have taken the oppwtunity to ask for lower rates 
with present conditions. 

** (c) To a lai^e extent the traffic is already provided for by low rates, as to 
which no comidaint was made. 

"(<j) Much of the produce, as might he expected, is taken by rosd to the 
neighbonring market towus. 
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^(e) A oonsiderable part is bought by * middlemen * who visit the districts, and 
pay the railway charges. 

^(/) Generally, there does not appear to be any really acute depression in the 
farming indusuy in the London and North-Western districts, and most of the 
firmers did not seem to look upon reduced railway rates as a cure for any depression 
there might be.” 

The inquiries have, in short, furnished another proof of the fixed determination 
which at present exists in the mind of the average British farmer that, even for the 
sake of getting his produce carried to market at less cost, he will enter into no 
sort of combination with his neighbour by which the character and extent of his 
business can become known. The impression evidently exists very generally that 
reduced rates form no panacea for agricultural depression, and in the circumstances 
the best intentions of a railway manager are of course futile. There was only one 
district in which the officers of the North-Western Railway discovered any tangible 
evidence of distress among the agricultural community, and yet cufiously enough 
that was the very district whore fitrmers evinced least concern in the proposals of 
the company, one large grower going so far as to declare in the mon'positive terras 
that, if the railways carried home produce free of charge, the problem of agricultural 
depression would still remain to be solved. 

More than thirty years ago the company introduced in the Bucks district a 
system which, on somewhat analogous linos, has since been adopted elsewhere. 
They supplied packages and collected from farmers and others produce which they 
take to market The producer has no trouble whatever in the transaction, as the 
company afterwards obtain the value of the goods from the consignee, and transmit 
it, less the fixed amount chargeable for carriage and market dues. Every possible 
exertion has been put forth to make this system more popular, but it shows a 
tendency to diminish rather than to extend. The experience, at any rate, serves 
to show that the company are prepared to spare no pains in order to give the 
largest measure of encouragement in the distribution of home produce. 

There is much evidence that the company’s present charges offer no impediment 
to the development of trade. One proof is furnished by the large and increasing 
home fresh-meat traffic sent to London by goods train from Scotland, Cumberland, 
Westmorland, and other districts. Similarly may be instanced the extensive traffic 
in small quantities of fresh meat forwarded by local butchers from North Wales at 
special rates. It is perfectly plain that the fluctuations in market prices have a 
much more potent influence upon the traffic of home agricultural produce than any 
which is exercised by railway rates, or it would not happen, as it has done not 
infrequently, that meat should be sent from Liverpool to London and afterwards 
returned to Liverpool when a better market has offered itself in the latter port 
In these circumstances, and having regard to all that they have done, the directors 
and officials of the London and North-Western Company are at one with the 
representatives of other railway companies in asserting that something of much 
greater magnitude than a further mc^ification in railway rates is required before 
« any substantial relief can be afforded to agriculture. 
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PARTICULARS OP THE WORKINO OP THE BELGIAN LIGHT RAIL- 
WATS BY THE NATIONAL LIGHT RAILWAY COMPANY.* 

The National Light Uailway Company {SocUte Nationale deR Ohemins de fer 
Vicinaux) is the only one which practises the system of leasing the working of its 
lines. 

1. — Ohoupino of Likes. 

It has been the aim of the National Company to combine as far as possible in 
the bands of the same working company the working of a certain nnmber of 
connected lines, this being a system which offers from various standpoints some 
important advantages put forward at the Paris session of the Congress. 

11. — Tebm of Lease. 

The lines are worked on a 30 years* agreement. The two contracting parties, 
however, reserve to themselves the right of cancelling the agreement at the end of 
15 } ears by a 12 months' notice on either side. 

Under certain circumstances the National Company has struck out of the 
contract the right to cancel the agreement at the end of 15 years. 

Longer tenure is attended by undoubted advantages. The working company 
will have greater interest and increased incentive towards the fulfilment of its 
obligations — the working out of arrangements for increasing trafiBc — ^If the use of 
the lines, stock, etc., is assured to itself for a longer period than 15 years, and it is 
relieved from the contingency of having to hand over to a successor all the benefits 
derivable from its own exertions when the latter are producing their maximum 
result And further, a 15-year tenure opens the door to uncertainty as to the fate 
of the working staff, creating a precarious situation, the danger of which increases 
as the date of expiration approaches. 

For the same reasons, the National Company has agreed to strike out the clause 
giving power to break at the end of the 15th year in the case of the following lines, 
at the instance of the working company, viz. : Ostend-Blankenberg, Ostend-Fumes, 
Fumes-Tprea. 

'III.— Bollxno Stook. 

The National Oompany leases to the working company — 

1st. The line ind all appurtenances thereof, except furniture, implements, and 

* Taken from a Report, by Mr. de Borlet, to tire Intetnational Railway OoQgraai^ 
London, 1895. 
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tools, eto^ etc^ which the lessee must proyide, and which will be taken over by the 
National Company at a valuation on the expiration of the lease. 

2nd. The rolling stock required by the working agreement of each line, or by 
a separate contract. 

As regards the provision of rolling stock, the general rule has been depaited 
from in some instances. 

There are three standard-g^uge light railways (4 feet 8} ins.) connecting with 
the State Railways, for which the National Company has only supplied locomotives, 
carriages, and waggons strictly indispensable for local service ; traffic consigned to 
or from stations on the State railways or its connections is conve}ed over the light 
line in the waggons of the former, which are paid for by mileage. 

When it is a question of increasing rolling stock this may be done whenever 
there is in daily use, during six consecutive months, a proportion greater than 
80 per cent, of the carriages, or 60 per cent, of the locomotives, the additional stock 
being supplied by the working company or by the National Conipany at the 
discrerion of the latter. In the latter case an inventory of the addjjj^ional stock is 
drawn up similar to that applying to the stock suppli^ at the outset, and subject 
to the same conditions as to maintenance. 

If supplied by the working company, the additional stock must be of the design 
approved by the National Company, and the lessee receives for interest and sinking 
fund 7) per cent, on the price, calculated according to the last public tender accepted. 
On the expiration of the lease the additional stock is taken over at a valuation by 
the National Company. 

For the reason given above, the National Company finds it advisable to itself 
supply any additional rolling stock found necessary. 

IV. — SSCUBITIEB AXD QUABAOTBEB. 

No idteration whatever to the line and its appurtenances, or to the rolling stock, 
may be made without the previous consent in writing of the National Company, 
which retains generally the supervision uf all works. 

When the maintenance works as ordered, have not been properly executed, or 
any of the duties of the working company have not been fulfilled, the National 
Company has power to carry out the works itself instead of, and at the expense of, 
the working company. 

The National Company requires security from the lessees as guarantee of the 
efficient performance of the many important requirements for maintenance, repair 
and renewal of the line and rolling stock, and for the lines being in good condition 
on the exfiratlon of the lease. 

The security was originally fixed at £128*15 per mile, but in the oase of the last 
lines opened for traffic, this figure has been increased by taking into consideration 
the rolling stock entrusted to the working company at the rate of £160 per locomotive, 
£16 per carriage or guard’s van, and £6 per goods waggon. 

The working company must also inaure the buftdings and rolling stock snpplied 
by the National Company agsinat fire, the assurance being effected in the name and 
for the benefit of the National Company. 

In view of a further strengthening of the guarantees, the National Company has 
taken Advantage of the revision of the agreements with certain lines to insist on the 
IdriAatioii of a renewal fund under the following conditions 

’‘liie working oompany shall establish a renewal fund of £19*6 per mile wcvked 
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per 'annum in the hands of the National Company, and bearing interest at the rate 
of 3 per cent. From this renewal fund the National Company will, upon receipt of 
orders drawn by the working company and duly verified, defray the eicpenses other 
than those of labour incurred for the renewal of parts in stock, road, etc. ; in no 
case will the provision of additional ballast be regarded as chargeable to renewal 
expenses.** 

V.— Audit op Rsokipts. 

The attached table of regulations shows the audit to which the National Company 
submits the receipt accounts rendered by the working company, and also the steps, 
taken by the agents of the latter to ensure the collection of the receipts on each 
line. 


VI. — Number and Working of Trains. 

The minimum number of trains is generally five in each direction. When the 
average gross receipts during a month exceed Is. llel. pei train mile, the National 
Company can require the number of trains to be increased. 

The time-tables must be submitted for the approval of the National Company, 
which can alter them at any time subject to 15 days* notice. The working company 
is bound to run additional and special trains when required so to do according to tho 
necessities of the traffic, as, for example, on busy days, holidays, etc., irrespective of 
the minimum number laid down in the agreement. 

VII. — Fixing and Alteration of Rates. 

The rates to be charged are scheduled to the Act authorizing the construction 
of the line. The National Company reserves to itself the power to alter these, but 
can do so only with the sanction of the Government ; a wide latitude being however 
allowed it in Clause 6 of the Act of June 24, 1885, which runs as follows 

The rates are fixed by the National Company with the approval ** of the Govern- 
ment, the latter having, however, the right at all times to exact the raising or forbid 
tlie lowering oi rates.” 

VIII. — Traffic Staff. — Canvassing fob Traffic, 

As will be seen later, when we come to examine the various formulas for divisions 
of the receipts, it may happen that the working company is not always sufficiently 
interested in the development of the traffic of the line, and will consequently fail to 
take the necessary steps, and will not exert every effort towards increasing the traffic, 
etc. To guard against this unsatisfactory contingency, and to stimulate the working 
company in every case without putting it to any fresh expense, a special traffic staff* 
has been organized by the National Company, whose duty it is to consider what 
rates will be most advantageous, to devote themselves entirely and to the fullest 
possible extent in conjunction with the lessee to the securing of new customers for 
the line, and to attract traffic ; to seek, in short, every means of developing tho 
traffic. 

The members of the traffic staff place themselves in touch with the public and 
the working managers of the different lines, and make it their business to under- 
stand the needs and requirements of the trades end indostriei of the oouatiy; 
being further oiderad to make inquiry into any compUints or daims whidh may 
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•riae both as rejtrds the general working of tbe traffic and the application of 
imtea. 

This i 3 rstem has given good results, working, as it does, to the satisfaction of 
both the interested parties, as well as to that of tbe general public. 

IX.— Statioks, Stoppages, Bra nob Likes, Era 

All these matters are within the sole jurisdiction of the National Oompany, 
which fixes and alters, if occasion requires, the position of stopping-places, stoppages, 
stations, etc., and inspects and passes private junctions ; being careful, however, to 
previously hear the views of the working company in each particular case. 


X. — Formula of Division. 


1. The working company receives £96*11 per mile per annum, plus a percentage 
of the gross receipts R. 

JE96-11 + R per mile. (I.) 


P* 

I0& 


approximating to 30 per cent. 


2. The working company simply rec'clvos a percentage p" on the gross receipts, 
all constantB being eliminated, hut a minimum of £128*15 per mile per annum being 
guaranteed to it 


Z' 

100 


R 


(ii.) 


In this case the percentage averages about GO per cent. This is a good formula 
for lines the receipts of which are pretty high. 

3. llie working company takes all tbe receipts up to £115*17 per mile per 
annum, without any guarantee, plus a percentage p'" of tbe balance. 

£115-17 + ^ (R - £1800) per mile. (fiL) 


The proportion p'" averages about 25 per cent. 

Instead of having a proportion ^ varying from 25 to 30 per cent., this has been 

fixed at 60 per cent., which is enough to always give the working company an 
interest in creating fresh receipts even at the cost of certain expenditure* 

The National Company proposes to introduce this formula into the new working 
contracts now under consideration — 

C + j^(B-C) (IV.) 

which has been applied by the National Company to three of the lines for which 
formula No. IIL was originally adopted. 

The value of 0 has been fixed at £64*7, £88*14, and £96*11 per mile. It is on 
this figure that the competition turns in tendering. 

The variable portion of the new formula is the amount of C, allotted to the 
'working company before division. 

To Bom up, the following is tbe actual position of the Bdgium light lines, the 
workihg of which is leaaed. 

Eonnnla No. L is no longer applied to any line. 

Fonnula No* H. is applied to 61 linee (length 638 miles 47 chains). 
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FonnuU No. UL is applied to 7 lines or sectians ot lines (length 82 miles, 68 chains). 
Formula No. lY. is applied to 3 lines (length 30 miles, 31 chains). 

1 think that formuleB'Nos. 11. and lY. are the best ; fonnula No. II. for good lines, 
and No. lY. for poorer lines. 

The table shows the share accruing to the owner and the lessee respectively, from 
the operation of each of the formuln taken above. 


TABLE SHOWING THE OPERATION OP THE BELGIAN FOBHULiB 
Nahokal Light Railway Oohpany. 


OroBB 

reoelptu 

Formula 1. £06-11 
•I* 30 per cent. B. Pro- 
portion acerulng to 

Formula U. 60 per 
cent. B. Proportion 
aoomlng to 

Formula HI. £116 17 
N- 80 per cent. (B — 
£116*17). Proportion 
aocruingto 

Fonnula IV. £83*14 
if 60 per cent. (B — 
£83*14). Proportion 

1 aceming to 

per mile. 

owner. 

1 lemec. 

owner. 

lessee. 

owner. 

1 lessee. 

owner. 

lessee. 

£ 1 

£ 

~ £~ 

£ 

£ 

£ 


£ 

£ 

9611 

28*19 

125*10 

38 12 

, 57*19 

— 1 

96*11 1 

6*8 

908 

112*13 

17*14 

130 7 

45*1 

67*12 

— 

112*13 

14*10 

98*8 

128*15 1 

68 

185 8 

61*10 

77*5 

4*9 

124*6 ' 

22*11 

106 4 

144*17 

4*17 

140*0 

57*19 

86*18 

15*16 1 

1291 

80*12 

114*5 

160*18 , 

, 16*1 

144*17 

1 64*7 

, 96*11 

27*0 1 

133*18 

1 3812 

122*6 

177*5 , 

1 27*12 

1 149*18 

1 71*1 

106*4 

38*11 

13814 

46*18 

180*7 

1982 1 

1 3812 

154*10 

77 5 

115*17 

49*11 1 

143*11 

54*14 

188*8 

209*9 

1 503 

159*6 

88*14 

12515 1 

1 61*2 1 

1 148*7 

63*1 

146*8 

225*6 

61*3 

164*3 

90*3 

1 1853 

1 72 2 1 

i 153*4 

70*16 

154*10 

241*8 

72*9 

168*19 

96*11 

' 144 17 

83*7 

1581 

7817 

162*11 

257*9 

1 8318 

1 17316 

108*0 

164*9 

94*11 

162*18 

8617 

170*12 

273*11 

94*18 

, 178*18 

109 8 

1 164*3 

105*19 

167*12 

94*18 

178*18 

289*18 

106 4 

I 188*9 

115*17 

' 173*13 

117*8 

172*10 

103*0 

186*18 

805*15 

114*5 

' 191*10 

122*6 

1 183*9 

128*8 

, 177 7 

1 111*1 

194*14 

32117 

12815 

, 193*2 j 

128*15 

193*2 

139*14 

182*8 

1 119*2 

202*15 

887*14 

140 0 

' 197*19 

185*3 

' 202*16 

150*19 

187 0 

I 1273 

210*16 

354*1 

151*6 

1 202*15 

141 12 

1 212 9 

162*4 

, 191*17 

1354 

218*17 

370*8 

162*11 

207*12 1 

1481 

, 222*2 

178*10 

1 196*13 

1 143 6 

226*18 

386*4 

17316 

212 8 

1 

154 10 

' 2314 

184*15 

201*9 

151*5 

284*19 


Noth. — E nglish money equivalents oaloulated to nearest pound. Bate of exchange 
taken at 25 fr. = £1. 


XI. — Boads with Three Railb. 

Special Methode of Leasing.— There remains one rather interesting special instance 
to be TnAntjonedt The Coastal light railway, which connects the numerous watering 
places situated between Nieuport and Ostend, bas been extended on to the State lines 
by of 1 ^ third rail for the advantage of the Nieuport beach trafiBc. The ll^t 
railway’s trains can accordingly run into this station, and passengers can go the 
whole distance without and waiting to catch the connecting tram. 

The length of this road with three rails is about J *86 miles. 

The National Company made an agreement with the State Railway 
Administration on th e working of this section : the whole gross receipts go to the 
State Railways, whp have complete centred of the service, maintenance, etc., as It 
^^tas had the ma.'nftgftmiiTi f. expeiue of the cemstructum. 

The National Company is allowed 92*7cL per train mile, in omudderaticpi of whidi 
it provides looomotlvea, train staff, booking-clerks, etc. 


X 
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Daring the eeason eleven trains belonging to the State Railways and eight trams 
bslopging to the Light Railway run in each direction of the three-railed joint 

aeotion. 


AUDIT OF RECEIPTS. 

Reodlationb. 

The light lines constructed by the National Company are worked by lessees who 
eontract to hand over a certain percentage of the gross receipts. 

The parties working the lines are bound by the terms of the undertaking to 
render separate monthly returns to the National Company for each class of receipts, 
with vouchers, and a monthly summary return showing the aggregate receipts and 
the proportion due to the working and National Companies respectively. 

It is the object of the National Company’s audit department to satisfy itself that 
all earnings are correctly carried to account ; the following rules being observed to 
this end. 


HEAD-QUARTER ORGANIZATION. 

§ I. — ^Passengeb Traffic. 

Every passenger, on entering the train, will be given a numbered ticket, showing 
the distance to be travelled, the class of carriage, and the fare. Before being issued, 
the rickets are impressed with the National Company’s stamp. 

Different kinds of rickets are in use on the various lines worked, and may he 
dassified under three heads, viz. — 

Tickets of fixed price, with departure and arrival points left blank. 

Tickets with both price and departure and arrival points left blank. 

Tickets with both price and departure and arrival points filled in (Edmondson 
syatem). 

The system of audit differs according to the kind of tickets used. 

1. TUkeU of Fix^ Price, Dtpartwre wnd Arrival Points hft BltviCk, 

The tickets sent to the working companies are entered on form R, No. 25. 

As one batch of tickets is generally divided between several guards or train 
oonductors, the entries in the form will be made by fractions of 60 or 100 numbers, 
to enable the audit of the working companies, operations to be maintained with 
graater ease and aoeuracy. 

The numbers of the tidkets last Issued as given in the receipt returns rendered by 
the working companies will be entered monthly under the quantity sent to the 
cempanies. This entry wiU enable the National Company to check the stock of 
rickets in the hands of the working companies, and will be the authority for debiting 
agaioBt them month hy month all the tickets that have been supplied. 

The forms will bear a running number for each class or value of ticket, and will 
be aMached together after the issue of all the tickets therein shown has been 

^’’"‘^ftfi^case of this kind of ticket, the main function of the audit is to secure that 
the Aglbt number of tiokets ate d^ted to the wcarking company. This number, 
iMt^^ied hsr the price of a ticket, gives the receipts to be accounted for by that 
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2. ZVeitfe wM ho(h Price, Dgiarture, and Arrival Pointe Blank 

The tickets supplied to the urorking companies are entered on form B, No. 26. 

As one batch of tickets is generally divided between several guards or train 

conductors, the entries in the form will be made by firsotionB of 60 or 100 numben, 
to enable the audit of the working companies’ operations to be m^tained with 
greater ease and accuracy. 

1 he numbers of the tickets last issued, ss given in the receitit letums rendered 
by the working companies, will be entered monthly under the quantity sent to the 
companies. This entry will enable the National Company to check the stock of 
tickets in the hands of the working companies, and will be the authority for delating 
against them month by month all the tickets that have been supplied to them. 

The forms will bear a running number for each class or kind of tickets, and wiU 
be attached together after the issue of all the tickets therein shown has been 
completed. 

The National Company’s audit department will satisfy itself from the foregoing 
entries as to the accuracy of the iium^r of tickets carried to account by the witrking 
company. 

The receipts will be checked by means of the daily cash accounts rendered by the 
train conductors to the working companies. 

The latter are accordingly required to forward to the National Company all 
returns drawn up by the train conductors, as well as a summary showing the total 
number of bookings according to class, vdth the receipts. 

The National Company’s audit department will accept as correct the receipts 
vouched for the accounts as rendered between the working companies and their 
conductors ; but it will also have sent to it for certain days which it may select the 
counterfoils of all the tickets issued, and will so satisfy itself that the sums received 
are accurately accounted for. 

• 

3. Tickets with both Price, Dcfartwre, and Arrival Points filled in. 

The tickets supplied to the working companies are entered on form R, No. 25a. 
The number uf tickets issued will be entered monthly on this statement according to 
destination, dass, and kind. These entries will be made from the monthly booking 
returns rendered by the working companies. 

The National Oompany will be thus enabled to check all the tickets in the 
hands of the working companies, and will secure that all tickets supplied to them are 
rightly debited in due course. 

A monthly return will be rendered by the working companies to the National 
Oompany, giving the number of bookings and receiptB accruing therefrom, and 
specifying the following details by destination, kind and class, for each batch or 
fraction of a batch of tickets put into circulation, vis. — 

(a) The opening closing numbers of the tickets issued during the month. 

{fi) The number of tickets issued, and the number canodled if any. 

(c) The receipts. 

The National Company’s audit department will satisfy itself as to the oometness^ 
of the number of^ tickets shown in the returns of the workiog company as ksued; 
this number should be equal to the difEerenoe between the opening and iMfig 
numbers, less the number of tickets osnoelled, if any. The number of t i c k e ts , 
mUltipM by their .price, gives ^ reompts. 
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GENERAL REMARKS. 

Respecting the Three Kinds of Tickets. 

CoMdUd Tickets. 

The working company is held responsible for the use of all tickets which it has 
had stamped, or which have been entrusted to it by the National Company ; tickets 
whidi for any reason cannot be used, or which the working company has agreed to 
cancel, must be sent in as vouchers attached, if possible, to their counterfoils along 
with the monthly receipt returns in which the proceeds would have been entered 
if the tickets had been actually issued. 

The reason fur cancelling must be entered on the back of the ticket. 

Annual Stock-taking, 

To enable the National Company to keep a true and full account of the use of 
the tickets entrusted to the working companies, an inventory must bt forwarded by 
the latter during the first fortnight in January, showing all tickets remaining in 
stock, or in the hands of the train conductors after closing the books on the filst 
December (forms R, Nos. 23, 23a, 23&). 

The National Company’s audit department will satisfy itself as to the accuracy 
of this inventory, by means of the ticket-stock registers (forms R, Nt^b. 25 and 25a) 
mentioned above in sections 1, 2, 3. 

As regards the tickets entered on the ticket-stock register, form R, No. 25, the 
National Company’s audit dejiartmeDt has merely to satisfy itself that the numbers 
entered on the form as still to be charged out agree with the numbers specified by 
the working company as still in stock or in the hands of the conductors. 

With regard to tickets for use between fixed points of departure and arrival 
(styled Edmondson tickets) it will be enough to add up the number of tickets shown 
on the register (R, 25a) as issued or cancelled, and to deduct this total from the 
number entrusted to the working company ; the difference being the number in its 
hands for issue. 


§ 11. — Baggage and Parcels, GKioub and Live-btook. 

Every consignment received for carriage must be accompanied by a way-bill. 

The way-bills are stamped by the audit department of the National Company 
before they are sent out for use, and are printed with numbers from 1 to 1,000 
or 10,000. 

Two distinct kinds of bills are used in the conveyance of parcels and baggage, 
and of goods and live-stock respectively. 

They are sent ready sUmpedL to the working companies by the National 
Company’s audit department, and a record of their dispatch entered on form R, 
No. 245. 

As soon as the numbers on a summary abstract (form R, No. 24a) have been 
completely expended, the quantity used by the working company will be entered on 
the same form, R, No. 245. 

The following returns, with vouchers, will be rendered monthly by the working 
oonffleaies»— 

1. ‘.Baggage parcels traffic. 

2#t Goods sad Bse-ftock traffic. 
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These returns will show, for each consignment, the number and date of way-bill, 
names of sending and receiving stations, wdght charged for, amount charged, waggon 
numbers, desoription of goods, etc. 

The audit department will satisfy itself that the entries in the returns agree with 
the filling up of the way-bills; will closely check the totals of the receipts on 
various returns; and will finally enter on the summary abstracts (form B, No. 24a) 
the numbers of the way-bills shown on the working companies* returns as having 
been made use of. Way-bills used in January will be marked on the summary 
abstract by the figure 1, tliose during February by the figure 2, and so on. 

To prevent confusion, red and blue pencils will be used in alternate years for 
cancelling the numbers on the abstracts. 

The abstract is intended to make certain tliat the working comi)any accounts for 
all the way-bills submitted to the National ( 'ompany for stamping. Should it bj 
proved that a way-bill which cannot be produced by the working company has not 
been accounted for by it, that way-bill will be charged to it at a sum to be determined 
by the Administration. 

Way-bills which for any reason cannot be made use of, shall be attached to the 
traflic returns as evidence of tliat they have been used. 

To ascertain that the rates are profierly charged, tlh)se on a certain jiumber of 
way-bills will be checked each month by the National Company's audit department, 
and should it be found that impro])er charges have been made, the audit department 
will proceed to check all the way-bills, the working companies Ijeing warned that 
they must take steps to ensure greater accuracy in their charges. 

§ III. — Miscellaneous Kkceipts. 

All miscellaneous receipts must be stored by the* working companies on the 
summary receipt statements, vouched by the returns prepared for the working 
companies by their train conductors. 

The audit department shall verify the correctness of the miscellaneous revenue. 

§ IV.— -Summary Receipt Statement.— Division. 

A statement, summarizing the receipts under the different heads, will be rendered 
monthly to the National Company by the working company, the receipts of the 
preceding months being included. The division of the aggregate receipts is determined 
in accordance with the terms of the working agreement, the amount allowed to the 
working company for the preceding months being deducted from the proportion 
accruing to the latter. 

(M-‘door Organization. 

'rhe National T.ight Railway Oompaay haa adopted following prind^ 

1« Every paaaengfiF .n taring a train receives a ticket in exchange for the fue due* 

2. A way-lull is made oat for every consignment of paioela and baggage gooda, 
and4ive stock. 

3. All tickets isBued and all way-bills filled up must bear the National Company s 
stamp. 

Audit inspectms travel over the linas wmrked, to see that these regulations sre 

strictly complied with. They wiU render a dsfiy import for each to tlw Nalliw^ 

Company’s .audit department on form B, No. 2fta, showing the result of tneir 
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dieekiligi enteriDg on the report the numberB, distance covered, etc., of the tickets 
in the ponession of passengers ; the batch of tickets in the hands of the conductors ; 
and the numbers, dates and names of sending and receiving stations appearing on the 
my-bills accompanying consignments. 

Thqr will further submit any remarks which they may have occasion to make in 
the interest of the traffic. 

The chief audit office will coin])are the numbers on the tickets and way-bills as 
shown on these reports, with the receipt statement rendered by the working companies; 
this comparison is intended to prevent the charges being made by means of papers 
other than those of the National Company. 

The audit inspectors must see that the conductors ]X)68ess a sufficient knowledge 
of the r^ations and rates. 

Approved by the board of directors of the National Light Bailway Company at 
the meeting held on November 20, 1890. 
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A bandonment of railways, powers 

of, in Belgium, 109, 110 
Accidents on railways, 115 
Achill Extension Railway, State aid to, 
102 

Agricultural railways discussed, 83 
Agriculture, effect of light railways on, 
6, 7-10, 16, 82 

and railway companies, correspond- 
^ence concerning, 288 
rates and facilities to, from English 
railway, 293, 300 
rates for produce, in New South 
Wales, 232 
in South Africa, 236 
Alford and Sutton tramways, cost of, 
96 

Aliwal North Branch Railway, cost, 
revenue, and working expenses, 
239 

Alteration of gauge, 28, 32 

evils attending, 207. iShs Gauge 
American railways, construction of 
bridges on, 47 

Ang^Ohilian Nitrate Railway, construc- 
tion of, 166, 168 

Anto&gasta and Bolivia Railway, gauge 
of, 28 

constniction of, 174 


Argentina l^ilway, construction of, 170, 
171 

Auckland Railway, 177 

cost, revenue, and working ex- 
penses, 180 

Australian (South) railways, construction 
of, 4, 16, 181, 185 
consumption of fuel on, 190 
rates, 241, 242, 246 
wages paid on, 241 

Austria, construction and organization of 
railways in, 11, 155 


B allast, 35 , 36 , 39 

Ballina and Eillala Railway, State 
aid to, 102 

Ballycastie Railway, construction and 
capital of, 106 

revenue and working expenses, 107 
Baltimore and Skibbereen Railway, 
State aid to, 102 

Bantiy Bay Extension Railway, State aid 
to, 102 

Barnstaple and Lynton light railway, 
cost of constructing, 76 
Baronial guarantee, railways assisted by, 
83 

Barsi Light Railway, prospectus o^ 218 
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Beadierofti Mr., memorandum by, 250 

Bed-pkteB, 37 

Behar (South) Railway, prospectus oC 
quoted, 210 

Belgium Ugbt railways, constraotion aud 
woiking of, 108, 112-114, 297 
cost, reTenue, and working expenses, 
75, 114, 118, 119 
cost of working, 79 
financial position of, 112 
oiganization and success of, 10, 11 
rates on, 241, 246 
system recommended, 84 
Bengal and Nagpur Railway, conver- 
sion of, 206 

cost, revenue, etc., 222, 225 
Bengal and North-Western Railway, 
construction of, 196 
cost, revenue, and working expenses, 
203, 223-225 

Bengal Central Railway, cost, revenue, 
and working expenses, 223 
Bethulie Branch Railway, cost, revenue, 
and working expenses, 239 
Bickaneer Branch Railway, 197, 198 
cost, revenue, and working expenses, 
223, 224, 225 

Bill of 1896 for promoting Light Rail- 
ways, 255 

Board of Trade and light railways, re- 
port of committee as to require- 
ments of, 247 
Bogie-trucks, 55 
tramcar, 61 
Bogies, 50, 51 
Brakes, blocks on, 153 
continuous, 51, 90, 128 
spindle, 153 
vacuum, 143 
Westm^ottse, 105 
Bnufl Baflway, gauge on, 175 
Break. of gauge, 17. See Tbajtship- 
jsm 

Bruges, oonsdruotion o( 42 
.steel«45 
Amcnloa, 47 

I^an Railway, 195, 206 
BonUi Anstnlian, 1^ 


Bninlees, Sir James, on gauge and 
transhipment, 20 

Bryce, Rt Hon. James, M.P., report 
presented to, as chairman oi 
Conference on light Railways, 
247 


pAEN, Dives, and Luc-sur-Mer Rail- 
^ way, construction of, 143 
Canada, light railways in, 172 
Northern Railway of, 173 
Capo Central Railway, co*st, revenue, 
and working expenses, 238, 239 
Capo Colony railways, 5, (> 
bridges, 47 

cost, revenue, and working expenses, 
76, 239 

development of, 7, 8 
private enterprise, 238 . 

Cape Government railways, construction 
and cost of, 236, 237 
rates on, 244, 246 
wages, 245 

Cape of Good Hope, Bill for extension 
of Light Railways at, 266 
Capital, revenue, and working expenses 
of light railways, England and 
Wales, 96, 98 
Belgium, 113 

Irish railways, 106. See ailao Re- 
venue and Working Expenses 
Carriages for passengers, general con- 
struction of, 55, 57, 59, 60, 62-65 
on railways in Canada, 173 
Cape Colony, 237 
Daijeeling, 198 
France, 143, 144 
Geneva, 123 
India, 196 
Bdand; 101 
Italy, 128 
Morvi,204 
South Australia, 183 
Oastlelay and Somerton light railway, 
cost of codstrueting, 76 
Oattie^mcks, 68 
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Oavan and Leitrim Bailway, construction 
and capital, 106 

revenue and working expenses, 107 
Cavan tramways, 101 
Ceylon railways, constniction of, 74, 226 
change of gauge, 227, 228 
Channing, Mr., M.P., memorandum by, 
250 

Chinipas Mineral Railway, construction 
of, 169 

Clarke, Sir Andrew, on Indian railways, 
209 

Clogher Valley Railway, 101 
construction and capital, 106 
revenue and working expenses, 107 
CoUooney and Claremoris Railway, State 
aid to, 102 

Colonial railwa 3 rs, 17G et stiq. 
Compensation for lands taken, proposed 
reform in ascertaining, 252 
('ompound locomotives, 52-54 
Concessions for railways, conditions 
leading to, in Austria, 159 
Belgium, 111, 112 
India, 215, 221 

Conference on Light Railways, report of 
committee to, 247 

Congested districts, relief of, by light 
Ittilways, 250 

Constniction, jost of, 34, 41 

conditions influencing, 23, 24 
economical, 4, 5 

estimates of various light railways, 
73-76 

Humphries-Owen, Mr., on, 252, 253 
permanent way, 39-41 
probable, and equipment, 73 et seq. 
railways, Anglo^hilian, 168 
Austialian, 76, 181, 182, 185, 
189 

Austrian, 162, 163 
Barb^does, 74 
. Bebar (South), 210 
Bel^nm, 75, 114, 115, 118, 119 
Bengal a^d Nagpur, 207 
Bidtoeer, 188 

Caen, IHves, and Luo-sur-Mer, 75 
Cape Colony, 5, 6, 74, 76, 2^ 


Construction, cost of~-c(mtinued ' 
Ceylon, 74, 227 
Chinipas, 169 
Daijeeling, 198 

England and Wales, 74, 75, 96-99 
French, 75, 145 
Hungarian, 138, 142 
Indian, 191, 194, 197, 198, 222- 
225 

Irish, 75, 106 
Italian, 74, 129 
Morvi, 204 

New South Wales, 76, 230, 235 
New Zealand, 176, 180 
Palmerston and Pine Creek, 186, 
188 

Queensland, 74 
Saxony, 130, 131-133 
Wotton, 75 

Continental railways, flnancing and 
working, 86, 87 
particulars of, 154 

Conversion from light to heavy rail- 
way, 28, 32, 33, 206 
Cooch Belior ^ilway, cost of construcj- 
tion, 224 

Cootamundra Railway, cost, revenue, 
and working expenses, 235 
Cork and Muskerry Railway, 101 
construction, cost, 106 
revenue and working expenses, 107 
Corris Railway, advantages of, 9 
capital, 98 
construction of, 91 
cost of construction, 75, 98 
cost of working, 78 
cost per mile, 96 
gauge, 28 

County and District Councils, proposals 
of Mr. Bryce's Committee as to, 
in regard to light raflways, 249, 
252 

do. do. of Govemmeut BUI 
(1896), 256, 261 

Culm Valley Raflway, cost o^ 97 
Culverts, 47 

Curves, depaidence of, on gradients and 
gOEuge, 23, 32, 83, 158 
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io ndhri^ Australia (South), 183 
Ans^o-ChOian, 167 
Belgium, 117 
Ceylon, 226 
Chiuipas, 169 
Daijeeling, 199 
Ireland, 106 
Ible of Man, 90 
Italy, 126 
Saxony, 130 
main line, 151 


D AIBT-FAHMINQ, influence of light 
railways on, 12, 13, 299 
Daijeeling Himalayan Railway, con- 
etmction and cost, 28, 59, 198, 223 | 
Denyer and Rio Grande Railway, cost 
0^24 ‘ 

Donegal and KillybegB Railway, State 
aid, 102 

Downpatrick, Killough, and Ardglass . 

Railway, State aid to, 102 
Duff-Bruce, Mr^ on proposalB for Indian | 
light railways, 220 | 

Dundalk, Newry, and Greenore Railway, < 
106 

construction and capital, reyenue, | 
and working expenses, 107 i 

Dutch local gauge, 113 I 


gASINGWOLD Railway, construction, 

cost of construction and capital, 97, 
98 

cost of working, 78 

traffic on, compared, 9 
Bast India B^way, co^ reyenue, and 
working expenses o( 222 
Bast 76meraaia» railway for tem- 
porary work in, 167 


Electric traction, 141 

I Elizabeth, Port, necessity for Lght rail- 
• ways at, 7 

Embankments, timber tressels for, 42 
Engines, 50, 94 

, for special gradients, 30, 31 
I haulage power of, 27. See Loco- 

I MOTIVES 

Employees on railway, proposed legisla- 
' tion, 252 


F ares, passenger, on railways, 240 
Aus^ia, South, 242 
Belgium, 241 
Daijeeling, 199 
Festiniog, 90 
Geneya, 124 
Hungar}', 139 
Ireland, 241 
Italy, 128 

New South Wales, 144 
Now Zealand, 241 
Wisbech, 94, 240 
Fastenings for sleepers, 35, 36 
Feeder-Hues, 4 
advantages, 89 
gauge, 18 

Fell engines, 177, 178 
Fencing, 93, 130 
Festiniog Railway, 1 
capital, 1, 28, 91 

cost, construction, and working 
expenses, 97, 98 
cost, maintenance, 93 
Financing and working light railways, 
rules as to, 13, 81, 82 
on the Continent, 86 
Fish-plates, 152 
Forage-waggons, 69 
French railwigrs, 11, 144, 247 
cost of, 76 
Fuel, 162 

brown coal, 177 
coke, 123 

consumption of. Cape Colony, South 
Australia, IW 
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Fuel— oon<tnMe(2 
cost of, 51, 125 
Indian railways, 195 
saying of, 54 


G AEEWAI Railway, 28, 59, 223 

cost, revenue, and working ex- 
penses, 223, 224 

Galway and Clifdeu Railway, State aid 
to, 102 

Gauge, generally, 17, et 
alteration of, 28, 32, 207 
break of, 5, 28, 32 
broad, disapproved, 228, 229 
capital affected by, 18 
cost of various gauges compared 
and discussed, 5, 17, 22-24, 26, 
27, 73, 89, 160, 161, 184, 190, 
208, 228 

fuel consumed on broad and narrow, 
184, 190 

Heywood’s, Mr. Percival, experi- 
mental railway, 238 
in Ceylon, 227 

Indian railways, 21, 25, 222, 227 
Irish railways, 103 
narrow, advantages of, 27 
recommended by International Rail- 
way Congress, 284 
rolling stock, how affected by width 
of, 25 

transhipment when necessary by 
different, 18. 8w Tbanshipment 
Gauge metre, 17 

Belgium, 108, 154 
Bengal and Nagpur, 200 
Bengal and North-Western, 196 
Ceylon, 226i, 228 
Gennan, 154 
Hunaarian. 183 
Indian, 191, 193, 200 
QaUgo, special, 18 

Indian, 21, 25, 191, 193, 200, 227 
cost of) 193, 222 
Gauge, standard, 17 

Bengal and Nagpur, 206 


Gauge, standard— oonttntied 
Hungarian, 133 
Indian, 191, 198, 200 
Irish experience of, 108 
Gauges, various— 

15 ins. 

Mr. Percival Heywood^s railway, 
238 

1 ft 8 ins. 

Argentina plantation, 171 

1 ft. 11^ ins. 

Festiniog, 1, 97, 98 

North Wales nairoMr gauge, 98 

2 ft. 

Darjeeling, 193, 198, 223 
French, Ibi 
German, 154 
India, 222 
Jorhat, 223 

Portmadoc, etc., Co., 97 
2 ft. 3 ins. 

Corris, 96, 98 
Tal-y-llyn, 96 
2 ft 3} ins. 

Hungarian, 133 
2 ft. 4 ins. 

Taviers Railway, 116 
2 ft. 4| ins. 

Glyn Valley, 97, 98 
Snailbeach, 97 
2 ft. 6 ins. 

Alford and Sutton, 96 
Barsi, 213 

Gaekwai Dabhoi, 223 
German, 154 
Hungarian, 133 
India, 222 
Morvi, 204, 223 
Saxony, 1^, 130-132 
2 ft. 8 ins. 

Mr. Pike’s railway, 96 
3ft. 

Ballycastle, 106 
Cavan and Leitrim, 106 
Clare (West), 106 
Clogher VaD^, 106 
IdeofMan,90 
Emin,97 
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Gaug^^ TariooB— con^tntfeel 
Londondeny, 106 
RaTeng^ass and ESskdale, 96 
Soothwold, 97, 98 
Torrington and Marland, 96 
Tralee and Dingle, 106 
Wantage, 96 
Wisbech, 97 

3ft6in8. 

Australia, Soutli, 181, 185 
Canadian, 172 
Gape Government, 236 
Dutch gauge, 108, 113 
New Zealand, 176, 185 
Palmerston and Pine Creek, 186 
Queensland, 185 
Tasmania, 185 

3ft 31 ins. 

Aigentina, 170 

Belgium, 113, 222 

Bengal and North-Western, 223 

Bickaneer, 223 

Hungarian, 133 

Italian, 125 

Jodhpore, 223 

Riyputana, 233 

4 ft. 8| ins. 

Culm VaUey, 97 
Easingwold, 97, 98 
Golden VaDey, 98 
Lee on the Solent, 97 
Liskeard and Caradon, 98 
Handiester and Milford, 98 
Mawddwy, 96 
Minehead, 97 

New South Wales, 185, 230 
Van, 96 

Wainfleet and Firsby, 97 
Wotton,96 

6 ft. Sine. 

Australia (South), 4, 181, 185 
Coik and Maoroom, 106 
Dundalk, Newry, and Greenore, 106 
Oode and Bohilkund, 228 
Ws^mrd,Diingarvan,and Lismore, 


Gauges, various — ctmtinued 
5 ft. 6 ins. 

Bengal and Nagpur, 222 
Bengal Central, 223 
Ceylon, 229 
Hyderabad, 223 
Indian, East, 191, 222 
Indian, Midland, 223 
Rajpnra Batiiida, 223 
South Behar, 210 
Uinarkot, 223 
Ghuieva Railways, 121, 122 
cost of construction, 124 
Ghent railways, 9 
Girders for bridges, 46 
Glyn Valley Railway, 94 
cost of construction, 97 
cost of working, 78 
rates on, 240, 246 
Golden Valley Railway, 93 
cost of working, 78 
Goods traffic, Belgium, 112 
Goods waggons. Wa<«(iONh 
G raaf Reinot Railway, 239 
Gradients generally, 29-32, 51, 226, 227 
haulage on various, 51 
steepest allowable, 151, 152 
table of ruling, 29 

under 1 in 15—114, 126, 154, 176, 
177 

under 1 in 20 — 114, 152 
under 1 in 25—98, 114, 126, 151, 
154, 166 

under 1 in 30—154, 166, 198 
under 1 in 35-30, 98, 154, 177 
under 1 m 40—30, 130, 151, 167, 
177 

imder 1 in 45—30, 106, 177, 226, 
227 

under 1 in 50—30, 106, 151, 154, 
177 

under 1 Hi 55 

under 1 in 60-98, 106, 181, 154, 185 
under 1 in 65—90, 117 
under 1 in 70 — SO, 117 
under 1 in 100-30, 93, 145» 226 
Graham's steam landing apparatus, 54 
Graham's Town Branch BaUway, ewt^ 
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revenue, and working expenses, 
239 

Gieat Britain, secondaiy lines of railway 
in, cost of oonstmction, 96, 97 
construction and capital, 98 
revenue and working expenses, 99 

Great Eastern Bailway and carriage of 
agricultural produce by, 288, 290, 
292 

Great Western Railway, 28, 93 

Grierson, Mr., on gauge and tranship- 
ment, 19, 20 

Guarantee of interest by State of Hun- 
gary, 140. See Sf^te Aid 


H ammond, mb., on mcti e-gauge, I 
175 

Haulage, 29, 30, 51 

capacity of engines, 27 
cost of, 50. See Locomotives 
Ileadford and Kenmare Railway, State 
aid, 102 

Hey wood, Mr. Percival, experimental 
railway, 238 

lligliwayb, repair of, 14, 214 

use of, for railways, 122, 123, 145, 
199, 205, 213 
Horse-Boxes, 70, 197 
Humphreys-Owen, Mr., memorandum 
by, 252 

Hungarian railways, 35, 133, 134 

construction and oiganization of, 
141 

llurunni Bluff Railway, 117, 180 
Hyderabad Umarkot Railway, 224 


T NDIAN railways, 21, 28, 35, 37, 43, 
•L 46, 59, 191 
Act, 1894-213 

oonstmction, cost of, 75, 76, 191* 
195, 222*225 
extension o^ 209, 215*221 
gauge and traffic compared, 25, 26 
gau(;e8,200 

Government circular on, 209 


Indian railways — eontinued 
maintenance, cost, 26 
rates, 242, 246 

Indian (East) Railway, cost, revenue, 
and working expenses, 222, 225 
I Indian Midland Railway, cost, revenue, 
and working expenses of, 222 
Intercommunication, advantage of, 82 
Interest, amount paid, “ capital," “ reve- 
nue," 98, 106 

International Railway Gongresb, lesolu- 
tions of, on light railwa 3 rH, 280 
Ireland, railways in, 9, 10, 84, 100, 102 
cost of, 75 
cost of working, 79 
excessive cost of, 100, 102 
fares on, 241 
gauge of^ 103 

maintenance, cost of, 22, 26 

narrow gauge, saving in cost, 22 

lates, 240, 241, 246 

State aid, 82 

traffic, 102 

tianshipment, 103 

wages paid on, 241 

Isle of Man Railway, constraction of, 
89, 90, 125 
cost of working, 78 
Italian light railways, 125 
Italy (North), effect of light railways in, 
12 


J AFFNA and Kurunegala, estimate for 
line between, 229 

Jodhpore Branch Railway, 197, 198, 223* 
225 

Johat Railway, rolling stock, 59 
Junee to Hey Railway, revenue and 
working expenses, 235 


K ILUN Railway, 97 

Eilloiglin and Valontia Railway, 
State aid to, 102 

King William’s Town Railway, cost and 
woddng expenses, 289 
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Klotzache and Eonigsbruck Railway, 
131 

EiausB & Co.'b locomotives, 152 
Knnmegala and Jafiha, estimate for line 
between, 229 


I AND, compulsory acquisition of, 252 
^ 254 

purchase of, 73 

Land Grant Railways Bill (Queensland), 
274 

Lee-on-the-Solent RaUway, 97 
Leitriin tramways, 101 
Level -crosBings and points. 38. See 
Highways 

Lewis, Mr. W. B., on cost of gauge, 22, 
23 

Li4ge Maestricht Railway, 9 
light Tramways Acts, 1860 and 1883, 
100 

(Ireland), 1889-102 
„ 1890—103 

Light railways, advantages of, 2, 9, 155 
Bill for, of 1896— 255 
cost of, 85 

essential conditions for, 2, 3 
financial aspects, 81 
legidation affecting. See Statutes 
location of, 29 

national importance of, 141, 209 
report of Mr. Bryce^s committee on, 
1895—247 
smallest type of, 204 
surveys for, 29 
temporary, 167, 168 

lidieard Railway, oonstruction and 
capital, 98 

lismore-Tweed Railway, revenue and 
working expenses, 235 
Listowel and Bollybunion Railway, con- 
stroction, 100 

cost, revenue, and working ex- 
penses, 105, 106, 107 
Local AnthoHties, proposals of Mr. 
Bryce’s committee os to, 249, 
252 


Local Authorities — continued 

proposals of Government Bill (1896), 
256, 261 

Location, 29 

Locomotives, in actual use, 55 
Anglo-Ghilian, 166 
Belgium, 115 
Canadian, 172 
Cape Colony, 237 
compound, 52, 145 
cost of, New Zealand, 176, 177, 
178 

Fairlee's, 91, 92 
haulage capacity, 143,* 184 
Indian railway, 197 
Irish railways, on, fOO^ 101, 104, 
105 

Isle of Man, 90 
Klose, 161 
Krauss, 152 
Mallet's compound, 145 
Morvi Railway, 204 
Mr. P. He} wood’s railway, on, 
238 

on highways, 128 
Prussian, 152 

steep gradients in Italy, 127, 128 
steep gradients. New Zealand, 177 
wheels, six, 123, 183, 172 

London and North Western Railway, 
and carriage of agricultural pro- 
duce, 298 

London and South-Western Railway, and 
carriage of agricultnral produce, 
293 

Londonderry, Letterkenn}', and Lough 
Swilly Railway, 106, 107 


M ain lines and secondary railways, 
relations between, 282, 283 
Maintenance^ nost of railway, 25, 166 
Australiim, 185 

Bengal and North Western, 19Ci 
Biclmneer, 198 
Cape Colony, 239 
Festiniog, 93 
Great Bdtain, 96-99 
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Maintenance, cost of railway— con- 
tinu/ed 

Indian, 192, 222, 224, 225 
Palmerston and Pine Creek, 186, 
187, 188. See aleo Construc- 
tion, Cost of; and Working 
Expenses 

Malines-Temeuzen railways, 9 
Mallet's compound system, 145 
Malmesbury Branch Railway, cost, re- 
venue, and working expenses, 
239 

Manchester and Milford Railway, 93, 98 
Masonry for bridges, 48 
Mawddwy Railway, 96 
Metre-gauge, 15, 17. See Gauge 
Mexico, North-West Chinipas Railway 
of, 69 

Middlebury Road Branch Railway, 239 
Minehead Railway, 97 
Monri railways, 28, 204, 223, 224 
rolling-stock, 59 

Mountainous distncts light railways, 199 


N apier Railway, 177, 180 
Natal railways, 2 

New South Wales railways, 4, 230 
cost, 235 
fiftes,244 

Government report on, 4, 5 
mileage, 231 
rotes, 243, 244, 246 
worldng expenses, 79 
New Zealand Railway, construction of, 
176 

bridges, 44 
fares, 241 

North Wdes Narrow-gauge Railway, 93, 
98 

Nyngan and Cobar Railway, revenue and 
working expenses, 235 

O STEND-BLANKENBERGHE, ar- 
rangement for working, 79 
Ostend-Fumes line, arrangement for 
working, 79 

Oude and Rohilkund Railway, 228 


T)AIN, Mr., proposed modification of 
■■■ Standing Orders by, 85, 86 
Palmerston and Pine Creek Railway, 
185, 186 

cost of working, 79 

Passen^r carriages, open third-class, 59, 

bogie, 61 
bogie-saloon, 62 
composite, 60 

first-class, 57, 62. See Carriages 
Passenger traffic, 124 
Belgium, 112 
classes of, 52, 57, 67 
Darjeeling, 199 
Hungarian, 139 
Indian, 191, 194 
Isle of Man, 89, 90 
receipts, 99 

Permanent way. See Way 
Picton Railway, 180 
Pike, Mr., line by, cost of, 96 
Pithiviers and Toury RaUway, 144 
Points and crossings, construction of, 38 
Portmadoc, Croesor, and Beddgelert 
Railway, 97 
Profits. See Revenue 

diversion of, in Belgium, 110 
sharing, 13 

Prussian Minister on light railways, 12 
Prussian Railway, 151 
guarantee, 32 

Punjab (South) Railway, guarantee to, 
210 

prospectus, etc., 211 


Q ueensland railways, cost of, 24 
extension of, 274 
rotes, 246 


R ADEBENT and Radebeig Railway, 
132 

RaOs, 34, 35^ 152, 172, 176, 177 
cost of, 74 
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Eafla— oofitiniie(2 
iron, 172 

narrow gauge, 200 
gfilked, 134, 181, 183 
standard gauge, 200 
steel, 143, 145, 169 
weight, 27, 39, 90, 98, 106, 117, 
126, 154, 166, 181, 183,204 
Railway companies and agriculture, cor- 
respondence concerning, 288 
Railway Wc/M on light railways, 89 
Raipura Bhatinda Railway, 224 
Kajputana Malwa Railway, 224, 229 
Rates, 90, 105, 230, 231, 240-242, 293 
comparison, 246 

London and Sooth Western, for 
agricultural produce, 293 
Ravenglass and Eskdale Railway, 96 
Rendel, Sir A., on Indian ^ilwa}^ 
221 

Report of Committee on Light Railways, 
247 

Revenue and working expenses— 
Australia, South, 189 
Belgium, 118, 119 
Cape Colony, 239 
Great Britain, 99 
Hungarian, 142 
Indian, 222, 223 
Ireland 107 
New South Wales, 235 
New Zealand, 180 
Rimutaka Incline, 178 
Rolling stock, 5, 15, 21, 25, 40, 49 
and working expenses, 77 
Anglo-Chilian, 166 
Argentina, 171 
Belgium, 114, 115, 117 
Bengal and North-Western, 196 
Chinipas, 170 
France, 143 
India, 195 
Italy, 129 

Palmerston and Pine Creek, 188 
quantities, table of, on narrow-gauge 
railways, 58, 59 
Saxony , 180 

Rosoommon tramways, 101 


S AXONY railways, .construction *01, 
129 

Shares, xegulations concerning, in Bel- 
109 

Sidings, private, 127 
Signals, 130 

Simons Town Railway, 239 
Sleepers, 27, 31, 35, 38, 152 
steel, 37, 38, 145, 206, 238 
wooden, 38, 126, 181, 206 
Sluices, 43 

Snailbeach District Railway, 97 
South Australian Railways, 4, 5, 8 
cost, 76 

cost of working, 79 
locomotives, 52 
rates upon, 246 
South Africa, 1, 236 
South-Eastern Railway, facilities for 
carriage of agricultural pioduce, 
296 

Southwold Railway, 9, 91 
cost, 91, 97, 98 

Speed, various rates of, 1, 4, 51, 84, 92, 
93, 98, 106, 117, 124, 152, 154, 
162, 176, 199, 227 

Standing Orders, proposed modifications 
of, 85, 86 

State-aid, 10, 11, 82, 145 
Austria, 137, 138 
Beachcroft, Mr., on, 252 
Belgium, 108 
Cape Colony, 236, 269 
Continental, 87 
desirable, 83 
guarantee, 250 
Hungary, 138 
India, 192, 215, 216 
Ireland, 101, 102 

private enteiprise combines with, 
85 

Sir Andrew Clarke on, 209, 210 
State contrcJ, Austria, 137, 158 
Hungary, 134, 138, 141 
India, 209, 210, 215, 2;6 
Italy, 28, 125 

Stations, 126, 143, 145, 181, 183, 188, 
206,208 
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StatuteM— Boon of Labour Railway Ser- 
vants Act, '1894—252 

Light Railways Act (Ireland), 1889 
—102 

Railway Oonstruction Facilities Act, 
1864—247 

Regulation of Railway Act, 1868— 
247 

Tramways Act, 1870 — 247 

Tramways Acts (Ireland), 1860 to 
1883—101 

Transfer of Railways (Ireland) Act, 
1890—102 
Steam carriages, 52 
Steel bridges, 45 

Stranorlar and Glenties Railway, State 
aid to, 102 

Subsidies by State, 146 
Sumatra, bridges in, 46 
Survey and location importance, 29, 
31 


T AL-Y-LLYN Railway, cost per mile, 
96 

Taviers and Embresin RaOway, 116 
Tempojjaiy work, light railway for (East 
Pomerania), 167 

Termonde-St.-Nicolas Railway, 9 
Thomson-Houston system, 114 
lumber bridges, 42, 44 
TifMBy articles and correspondence in, 
relating to light railways, 288 
Torrington and Marland Railway, 96 
Traffic devdopment, 9, 192, 195, 230, 
231 

Tralee and Dingle Railway, 101, 106, 
107 

Tramways Acts (Ireland), 1860 to 1883 
—101 

Transhipment, average expense and 
method, 18, 19, 104, 241 
discussed, 117, 131, 132, 145, 202, 
286 

iuji an obstacle to development of 
iiaixow-gange railways, 286 


Transhipment— 

working oi, in Ireland, 103 
Festiniog Railway, 92 
Southwold, 91 


'UAN Riilway, cost of constructing, 96 
^ Victoria railways, rates upon, 246 


W AGES, 125, 170, 187, 240-242, 
245 

Waggons (goods), 65-68, 90, 128, 183, 
197, 205, 237 
Belgium, 115 
bogie, 67, 145, 167, 197 
bogie tiamcar, 61 
carrying capacity of, 280 
cattle, 145, 237 
composite, 60 
cost of, 55, 57, 238 
covered, 67, 196, 205 237 
forage, 69 

frames of, removable, 153 
low-sided, 181 
milk, 214 

sample goods, 65, 66 
temporary line, 167 
Walenny Station, 52 
Wanfleet and Fusby Railway, 77 
Wantage Tramway, 96 
Warren girdei bridge, 130 
Waterford, Dungannon and Lismore 
Railway, 106, 107 
Way, 5, 34-36, 100 
cost of, 40, 41 

Wellington Railway, 177, 180 
West Clare Tramways, 106, 107 
Westinghouse brake, 105 
Westport and Mallaranny Railway, State 
aid to, 102 
Wheels, 37, 158 
Wilkau-Kirchberg Railway, 129 
Wisbech and Upwell Raflway, 98, 94, 97 
fares on, 240 

Y 



322 


INDEX. 


Wolverton and Stony Stratford Bail- 
way, cost of working, 78 
Working expensea, 77, 99, 107 
Bdginm, 113,116,118,119 
Cape Colony, 239 
Creat Britain, 99 
Huogarian, 142 
Indian, 213, 222-225 
Ireland, 107 
Italian, 129 

New South Wales, 4, 235 


Working expenses— con^mtied 
New Zealand, 180 
South Australian, 184 
Wotton Tramway, 75, 96 • 
cost of worldng, 7R 


yiFFER, Mr. K. A., on Austrian Bail- 
^ ways, 155 

Zittau Boichenau and Markersdorf Rail- 
way, 130 


THE END. 


WttXTBD BY WIU4AM CLOWBt AKD lONf, LINITBD, LOMDOM AKD BBCCLBS. 


A D VEB TIHEliENTS. 



Tank and Tender LOCOMOTIVES, either Simple Expansion or Compound, 

for any Gauge of Railway, 

to haul the heaviest load on the lightest Ralls economically. 



U ADVERTI8EMENT8. 

THE 

BRUSH 

Slectriol Eqgiiieeriiig Compaiu, 

T. T MTTBD. 

Fajcon Engine £ Gar Works, 

' Loughborough, Leicestershi^ 



MAXXBB OF 

Steam and 

Electric Locomotives, 

AND 

RAILWAY CARRIAGES & WAGGONS. 

- ■ - ■ ■ * 

HSAD OPFXOBB— 

49, Queen Victoria Street, 

LONDON, E.C. 




ADVBnTIBEMENTS. 


iU 


The **Dec anYille” L ight ^^ulway. 

■ — ■ j-*-- — ff*.' , == 

ViO. 1000. — TbaTN BTOPFDfO AT BTATIOXr PA88IHO TBIOUOK TOWN. 






2-feet gauge Railway for Goods and Passenger Traffic. 

30-lb. rail, DECAUVILLE" section, riveted to steel channel sleepers. 

FlO. 1006 — OOICPOBITB soon PABSBNGBB OAB8, iBT, 2 nP, and SllD OLASB, WITH BBAKB 
WAGGOH FITTED WITH AVTOMATIO TAOUUM BBAKB. 



ALEXANDER von GLEHNA Co. 

7, IDOL LAHE, QL TOWEtt 87.; L0MD08, E.e. 
iriwmiinirtir tthit- t ** vsoroatA tu'WHiiiWi iiw. 

~irn*i — **— owwi rift y 






It ADVERTI8BUKNT8. 



W. G. BAGNALL, Ld., 

Oastle Engine Works, STAFFORD. 

MAKERS OF 

LOCOMOTIVES 

OF ALL DESCBIPTIONS. 

light Railway Material for all purposes. Tipping 
Waggons, Turntables, &c. 

NARROW GAUGE PERMANENT WAYS, 

RAILWAY VELOCIPEDES. 

Tdlesraphio Addrew ... " BAOHALL, STAFrOBD.” 

Es<)iKKEiin.o A^D ABC Codes used. 

CATALOGUE, 1896, TO EUTEEli, OE APPLICATION. 




AL VEltTISEMENTB. 


r 


nCPOBTANT BOOKS ON 

SURVEYtNQ AND LEVELLING. 


JuttpMiAedt Imperial Svo, 580 pp,, with 84 Iblding FUOea, 42«., Mk, 

PRAOnOAL TUNNELLING. ByFEEDK. Walter 

®^***?®! Fourth l^ition, Bevised and greatlj Sztendod. With 
Additional Chapters illustratinfi' Biooent Practice. By D. KnrirKAtt 
ClABK, G.E. 

** The esUmation in which Mr. Simms's book on tonnellrng hM been held for over thir^ 
yesrs ca nn ot be more truly expressed than in the words of the late Professor Rankine : * The 
MSt •oarce of mformation on the subject of tunnels is Mr. F. W. Simms's work on Piaotioal 
Tunnelling.' Architect, 

It has been regarded from the first as a text book of the subjeet. ... Mr. Clark has 
added immensely to the volue of the book.">-J?ii^tneer. 

PBAOTIOAL SURVEYINQ : A Text- Book for Students preparing 
for Examinationa or for Suirer-work in the Colonies. By Gbobgb W. Usill, 
A.M.I.G E. With upwards of 830 Illustrations. Fourth Edition, Bevised. Crown 
Svo, 7a Sd., cloth ; or on Thin Paper, bound in limp leather, gilt edges, rounded 
corners, for pocket use, price 12s. 6l. 

** The best forms of instruments ere described «s to their oonstmctlon, uses and modes of emplogrment. 
and there are Iniiumemble hints on work end equipment snob ss the author. In hie eaperlenoe so enrvearor. 
drsughtmnan and teseher, has found neoessury, and which the student in hie Inespmenoe will find moat 
ienrloeable.**~Jlh^^<aa0r. 

AID TO SURVEY PRACTICE: for Reference in Snnrejing, 
Levelling, and Setting-ont ; and in Bonte Snrveys of Travellers by Land and 
With Tables, Illustrations, and Beoords. By Lowis D'A. JaosBox, A.M.LC.B. 
Crown 8vo, 12e. fid., oloth. 

** Mr. Jackson has produced a valuable mide-meeusi Ihr the surveyor. We can recommend thla book at 
containing an odmliablo aupplement to the teaching of the aocompllahed Burveyor.'’-»ilMinmiR. 

** Tbo author brings to hie work a fbrtunate union of theory and practical esperlenco which, aided by 
a clear and lucid otylo ot writing renders the book a vary usefUi 0De."^SNiMer. 

QANDY GENERAL EARTHWORK TABLES. Giving fhe 
Contents in Cubic Yards of Centre and Slopes of Cuttings and Embankments, from 
8 fhohes to 80 feet in Drath or Height, for use with 66-feet Chain or lUO-faet Chain. 
By J. H. Watson Buck, M.Inft.C.E. On a sheet mounted in oloth oaee, 8g 6d. 

[/asf pfMUML 


AN OUTLXNB 07 THB METH OD 07 CONDUOTXNO A 

«i raT«ftuowiiw»»Tn AT. auMvav. RjrLIenL'OeinemlVMm.B.ES. Foortlt 
Edition, Bafiied M^jor^JenoMl Sir Obabub WiBBan, 0.aM.a., B. A Boynl 
8vOk 16s.* oloth. 

•fpi.lN ft«n «. « rtWMtliw >h. poritlMi » w«ll .Ml jarjl jl. 

work. Sir GhoriM Worren has rerlsed me ontlro work, and mode ouch additions as were neeeaiiiy to 
bring vfwj portion of the oontonto up to the preeent dote."-Nmoi Amna, 

A TREATISE ON THE PRINCIPLES AND PRACTIOS OP 

T.nr yrr.T.TiB ’fx. By Fbonbiob W. Sxhiis, F.G.B., M.InstOJ!. SevsDth 
EditkHi,\irith Law’s Examples for SettIng-oat Mlwaj Corves. 8vo, 8s. Sd., doth* 
“ The ti^book ea'lovelllng In meet of our engliieerlng echodo and ooUegea”— JMewr. 

LAND AND NNOINBBRINO SU BVEYIN O;, 

Fifteenth Edition, revieed and oorreoted by Prolbesor J* B. Yomro. WlthFlalsg 
and Diagrams. 18mo, 2#., oloth. . 

TABLBS 07 TANGENTIAL ANGLES Aim MULTOnUM 
Tost 8JWTUQ .OPT OUBVUS 2!fi?iS 

SlmLOJI. Erorth Edition. Printed « 48 Oud^ nnd Mid m • drib tew; 
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LOCOMOTIVES OF EVERY TYPE. 

Open and .Covered Goods 
Wagons. 

Open and Closed 
Passenger Carriages. 



STEEL RAILS. 

STREET TRAMWAY 
RAILS 

(A«ry 8taio» INySO- 

ST^EL SLEEPERS. 

PORTABLE RAILWAY k 








WAGONS. 

Points 

dnd Croosings. 
Tuntabloa. 


"SfWi. 


